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Milady of today finds soap in allits forms so 
indispensable—yet little does she realize 
the many years of research which were 
necessary to make our modern soaps possible. 


A CgpPey 





ashes . . . the resultant paste had to be hardened 
gh long treatments with salt. In the 13th Century, 
Italy and Germany introduced the industry to France. 
Efgland took up the task, but as late as 1853 an excise duty 
was imposed on soap produced there, a duty often more 
costly than the soap itself. 


Chevreul’s researches of the 18th Century brought the 
major revolution in soap making. Soda drawn from brine 
became common. Today in the United States alone we 
find 240 great soapmaking plants buying fats, oil, and other 
ingredients costing approximately $140,000,000 each 
year, and manufacturing products valued at nearly 
$3 50,000,000. 


The United States annually exports $10,000,000 worth of 
soap and soap preparations, and imports similar products 
valued at $3,200,000. America’s toilet, laundry, and 
shaving soaps, granulated, powdered, and flaked soaps, 
cleansers and scouring powders, our waterproofing and 
other water-insoluble soaps may be found in every corner 
of the world. 


The McCormick Steamship Company yearly transports 
thousands of tons of soap produce intercoastally, Pacific 
Coastwise, and to Puerto Rico. We are specially equipped 
to handle your products, too, bulk or packaged, with care 
and dispatch. 


STEAMSHIP 


COMPANY 





461 Market St., San Francisco 


Eastern Offices: Philadelphia, New York, Baltimore, Pittsburgh, 
Norfolk, Chicago, Detroit, and Buffalo 
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ments based on reports from our en- 
gineers in the field detailing exper- 
iences of truck operators now using 


equipment built of Alcoa Aluminum. 


* Another in a series of advertise- 





Pr 
*All-Aluminum” truck and trailer 
train operated by Shell Petroleum M 
Corporation. Weight saved by U 
One startling fact is true of this unit: using Aleoa Aluminum: 7,187 Ibs. T 
Svery part is built for lightness. Tanks, engine, chassis. . 
Every part built for light lank g I k* kk Ty 
cab, trailer, even the wheels and rims, were made under the THESE PARTS OF THE Pe 
general specifications: “Construct as light as is consistent 4 
with sound engineering.” SHELL TRUCK AND W 
As one result, payload for this unit is 1,150 gallons greater TRAILER ARE ALUMINUM: S] 
than the capacity of contemporary conventional equipment of — A 
I ag sug I peli : 4q I : ENGINE: Cylinder block, heads, timing D 
the same gross weight. This unit was put into service on April gear case, flywheel housing, fuel pump Q 
13, 1936. As of January 1, 1940, it had traveled a total of governor housing, valve push rods, lower . 
Z : : ; nips half of crankease, air intake manifold. Pr 
166,040 miles, made 8.199 trips and hauled 42,093,820 gallons D 
of gasoline, 9.418.850 gallons of which were hauled “free.” CHASSIS: ‘TRUCK —Longitudinals, cross 
ee E - ‘ members, clip angles, gussets, spring D 
The box at right shows what part Aleoa Aluminum played hanger brackets, shackles, steering gear 
in cutting weight. And the books show that the savings from bracket, clutch and brake pedals, clutch — 
: ‘ ae ‘ re and brake shaft bracket. TRAILER —frame 
lightness paid the extra cost of using Alcoa Aluminum in less and cross members, gussets, bumpers. 
than 76 days. Additional economies accrue because Aluminum spring hanger brackets, tank bolster out- 
: ae ‘ ‘ : riggers, radius rods. 
equipment resists corrosion, holds its paint better, and effects Na 
further savings by reducing gross weight on return trips. CAB: Framework, sills, panels, fenders, Pu 


apis c : 5 tilting hinges. 
Equipment constructed of the light, strong alloys of Alcoa 
: TANKS: Shell and heads, surge plates, 

’ outlet valves, manhole rings and covers, 
ment builder, or let us send you information. Aluminum inside stiffening rings, rub rails, catwalks 


Company of America, 1937 Gulf Building, Pittsburgh, Pa. 


\luminum can do as much for you. Ask any up-to-date equip- 
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WHEELS: Wheels and rims on truck p 
wheels on trailer. ubl 
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Delta Line has always valued the support of 
its friends who have used its services 
throughout the years. It hopes to warrant 
their confidence by continuing to give 
courteous, efficient and dependable service 
at all times. 
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PROTECTION 


Protection of shipments is essential. 
Three-C’s, with its modern fleet, can 
safeguard yours in all kinds of weather. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


220 St. Clair Ave. N. W Cleveland. Ohio 
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Perfect Shipping Month 


From time to time we hear men interested in the 

shippers’ regional advisory boards express doubt 
as to the ability of these organizations to continue 
active existence in view of the fact that the original 
reason for them—the control of freight car shortages— 
has long since disappeared. The boards themselves, 
both in their regional meetings and in the meetings of 
their national association, have discussed the possibility 
of broadening the scope of their work in order to justify 
that existence. To the extent that the boards have 
made themselves felt in matters other than car serv- 
ice—in transportation legislation, for instance—we 
believe they have done and are doing a good work. 

But, whatever else they may accomplish, we feel 
that their existence is justified alone by the important 
part they have taken in the remarkable reduction in 
freight loss and damage claims since the suggestion 
for a Perfect Shipping Month first emanated from the 
Pacific Coast Advisory Board nearly four years ago. 

This joint effort of shipper and carrier has not only 
resulted in a sharp reduction in moneys paid out by 
the railroads on freight claims, but has also demon- 
strated how well the two groups can work together 
when they become convinced that the problem of each 
is the problem of the other. We doubt very much 
whether the individual shipper, in very many cases, is 
moved to concern over freight loss and damage because 
of the money it costs the railroads. He is, in most 
cases, interested because he has learned that the collec- 


tion of a claim for lost or damaged freight is by no 
means the end of his concern with the matter. There 
was a time, not so long ago, when industrial traffic 
managers pointed with pride to the large amount of 
money collected on freight claims as the first justifica- 
tion for the existence of their jobs. There are still 
some, unfortunately, who compare that figure annually 
with the expense of running their departments and 
measure the success of their work by the difference 
in favor of the claim payments. Most of them, how- 
ever, have learned that their firms are not particularly 
interested in claim collections; they are interested in 
a reduction in the number of claims. The traffic 
manager has discovered, through contact with his 
sales department, that the loss is far more significant 
than the value of the product involved in the claim. 
No traffic manager yet has been able to make a railroad 
pay his firm for a lost customer or for the inconven- 
ience to both the seller and the buyer caused by the 
necessity of duplicating a lost or damaged shipment. 
Because the activities of Perfect Shipping Month 
have spread “claim consciousness” throughout indus- 
try, in quarters remote from those concerned directly 
with transportation, the whole subject has been attacked 
from broader and more generally economic lines than 
the most sanguine claim prevention man would have 
thought possible a few years ago. Whatever part the 
observance of the month of April, in four successive 
years, may have had in the actual money reduction 





OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased in- 
ve. tigation as to whether commercial motor vehicles are pay- 
nz their fair share of the cost of highways used by them in 
their business, and a uniform application of the principles 
th s arrived at. 

Proper payment by inland waterway transport for the 
of the waterways as a place of doing business. 

Equalization of regulation and treatment of the various 
acencies of transport and jurisdiction over all of them by the 
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same body or coordinated bodies. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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of claim payments, that result is far less significant 
than the other one we have mentioned. 

This year, the problem is being attacked from still 
another angle. Although it is a truism that a fault 
cannot be corrected until he whom it affects becomes 
aware of it, there still remain many shippers who are 
totally unaware of the state in which the goods they 
ship arrive at destination. Aside entirely from the fact 
that careful examination of damaged freight must be 
made at destination before the blame can be intelli- 
gently put on either the shipper or the carrier, it must 
be obvious that the shipper can do nothing about it 
if he doesn’t know the damage exists. The enlistment 
of the consignee in the campaign is a wise and logical 
step. If the shipper discovers from reports from a con- 
signee that there is something the matter with his 
packing, loading or stowing, the way is opened to him 
not only to eliminate future damage to goods sent to 
that shipper, but to eliminate damage to similar goods 
sent to his other customers. 

The reduction of freight claim payments from 
$120,000,000 in 1920 to $19,000,000 in 1939 is remark- 
able enough in itself. As pointed out by Mr. Green at 
a meeting of the Chicago Traffic Club, reported last 
week, however, there is no irreducible point in claim 
payments. Conceivably, all freight could be handled 
without any damage, though that is hardly to be hoped 
for. Nevertheless, $19,000,000 is still a tidy sum, even 
ignoring the corollary economic losses involved—plenty 
large enough to justify the continuation of the inten- 
sive efforts exemplified by Perfect Shipping Month. 


And here is an after thought. If the conviction. by 
shippers that freight loss and damage is in no small 
part their own problem brought about the closest and 
most successful cooperation yet experienced between 
the railroads and their customers, might the railroads 
not find a way to convince shippers that the general 
transportation problem, too, is as much theirs as it 
is the carriers’—as, indeed, it really is? We might then 
see some of the much-talked-of cooperation between 
shipper and carrier in tackling that problem become 
fact instead of remaining merely talk. 


Frankly, we had planned to “spread” on this 
campaign in this March 30 number. To do that costs 
money. We had hoped to enlist advertising support 
from the kind of people interested in order that we 
might be able to do the job well—and to their increased 
profit. But the results were small and we have curtailed 
our “coverage” correspondingly. We are, however, do- 
ing something in our news columns to help. It is our 
contribution to a good cause. 


Farewell to Caskie 


A luncheon was tendered to Commissioner Caskie by the 
Washington chapter of the Association of Interstate Com- 
merce Practitioners, March 28, on the eve of his retirement, 
April 1, as a commissioner. It was intended to be a small 
affair. The demand for an opportunity to do honor to the 
retiring commissioner was so great, however, that it had to 
be held in the banquet room of the Hotel Raleigh. As a 
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reminder of the occasion the chapter gave Mr. Caskie a book 
containing the signatures of those attending. 

Addresses were made by R. V. Fletcher, in behalf of the 
railroads; Clarence A. Miller, in behalf of the American Short 
Line Railroad Association; Wilbur LaRoe, Jr., as a repre. 
sentative of practitioners generally; Edward F. Lacey, of the 
National Industrial Traffic League in behalf of shippers gen- 
erally; J. Ninian Beall, in behalf of the motor carrier indus- 
try, and Chairman Eastman. The latter expressed the hope 
Marion Caskie would remain a loyal alumnus of the schoo! in 
which he had studied from the Southern Class Rate Case in 
1922 to the present time and remind those with whom he 
came into contact of the enormous amount of work done by 
commissioners and that they were greatly underpaid, ending 
his facetiousness with a tribute to Caskie’s personality which 
he described as one inspiring confidence. 

Mr. Fletcher injected a note of seriousness in his remarks 
by saying he hoped the time would come when a commis- 
sioner would be appointed for a longer term or it would 
become the unwritten law that he should be reappointed. He 
suggested that the members of the Commission should be 
recognized as performing duties placing them on an equality 
with justices of the Supreme Court, entitled to $20,000 a year 
and retirement either at full pay or a substantial allowance 
for the remainder of their lives. 

Mr. LaRoe, recalling that the appointment of Commis- 
sioner Caskie was taken as indicating that the shipper would 
receive more consideration than it was thought he was get- 
ting back in 1935, told about the shipper who wrote to him 
after Caskie had voted in what was deemed a way inimical 
to shippers. 

“And here,” wrote the indignant shipper, “Caskie’s slip- 
ping back into the old groove of deciding on the record. If 
you ever parole that bird (LaRoe being a member of a parole 
board in Washington) I’ll brain you.” 

Granville Curry, as head of the Washington chapter, pre- 
sided. Admitting that he had promised Commissioner Caskie 
that he would not call on him to make a speech, he neverthe- 
less called on him. 

Commissioner Caskie thanked those who had come to 
honor him and said that, like the colored woman who stopped 
the eulogistic funeral services for her husband, he would like 
to have the casket opened to see whether in this instance 
those around him had the proper body in the coffin. 

Mr. Miller said those present could not take what was 
happening with a smile, while Mr. Lacey said he was glad 
Commissioner Caskie was going for he knew that it was for 
Caskie’s gain and the loss of the public, and Mr. Beall con- 
veyed the good wishes of the motor carrier industry. 


Appointment to I. C. C. 


Senator Harrison, of Mississippi, in a conference with 
President Roosevelt this week, told him the south was in- 
terested in having the vacancy on the Commission caused by 
the resignation of Commissioner Caskie filled by the appoint- 
ment of a southerner. It is understood the President indicated 
he would consider appointing a southerner recommended by 
southern senators. 

Senator Harrison said southern senators were trying to 
form a united front to obtain appointment of a southerner. 
Referring to the Commission’s 5-to-4 decision in the so-called 
southern governors’ rate case recently, the senator said the 
southerners were more interested in the new appointee than 
heretofore. 

Four members of the Commission, including Commissioner 
Caskie, have been credited to southern states. Both Commis- 
sioner Caskie and Commissioner Alldredge were credited to 
that state, while Commissioner Splawn is a Texan and Com- 
missioner Rogers, a Tennesseean, though the latter as an 
employe of the Commission lived many years in Washington 
prior to his appointment as a commissioner. 





RAILROAD INVESTIGATION 


Senator Barkley, of Kentucky, for Senator Wheeler, March 
26, submitted to the Senate the second part of the interstate 
commerce committee’s report dealing with railroad combination 
in the eastern region (see Traffic World, Feb. 10, p. 355). The 
report is based on the committee’s investigation of railroads, 
holding companies and affiliated companies. Part 2 deals with 
the period 1920-1924 and is composed of the following chap- 
ters: Chapter 6, transportation act, 1920; chapter 7, eastern 
railroads in 1920; chapter 8, background of the Ripley report; 
chapter 9, Interstate Commerce. Commission’s tentative con- 
solidation plan and the Ripley report; and chapter 10, conbina- 
tions and consolidation maneuvers during the Commissions 
hearings. The report runs from page 515 to page 1178. 
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A federal judge in Washington has 
decided that methods used by labor 
unions in a jurisdictional fight are in 
violation of the Sherman anti-trust 
law. He has sustained the validity 
of an indictment accusing officers of 
the American Federation of Labor 
teamsters union of conspiring to vio- 
late the law forbidding restraints of 
trade. In the District of Columbia the Sherman law applies as 
a local statute forbidding restraints, even if they do not cover 
commerce among the states. 


The teamsters were accused of causing a tie-up in the 
building trades by trying to force men driving concrete mixing 
trucks into their union and out of another A. F. of L. union 
which had contracts with mixing firms for its members to drive 
trucks that mixed as they rolled. 


Of course, Peyton Gordon, who sustained the indictment, 
is only a district judge and his view of the law may not amount 
to much. It may become a matter of politics in that the admin- 
istration may be accused of carrying on a war against the 
American Federation while showing great tenderness for the 
C. I. O. But, in the event that he is sustained by the higher 
courts, then the C. I. O. leaders may be in for prosecution at the 
hands of an administration not so tender of them as the Roose- 
velt regime is supposed to be of John L. Lewis and his coterie. 

The point now is that, so far as the American Federation 
of Labor is concerned, the present administration is not sus- 
taining the view of many labor leaders that the law against 
restraints of trade do not apply to them. 


Labor Factions May 
Find They Are 
Not Above the Law 





Unless the “folks back home” do some- 
thing about it, it is no dream for one 
to suggest that the Senate last week 
firmly set this country, so far as it 
could, on the road to wild inflation by 
adding $300,000,000 to the already 
bloated Department of Agriculture 
appropriation bill. It did that without 
making the slightest provision for 
raising the money by taxation. 

Washington commentators, broadly speaking, have given up 
trying to arouse the people to the fact that they probably have 
the worst spendthrift statute-writing body on their hands any 
people have ever known. Germany and France, in the World 
War period, simply ran their money printing presses without 
taking time out, so far as generally known in this country, to 
authorize the issuing of what here are known as greenbacks. 
The President has the power to issue $3,000,000,000 of such 
money. 

The appropriation for that one department is just short of 
a billion dollars. That’s as much as was appropriated for the 
Support of the whole government about fifty years ago, when 
folks were bewailing a “billion dollar’ Congress. But the coun- 
try was growing then. It has not stopped growing, but the 
population experts have figured out that, before many years, the 
population will be on a dead center, getting ready for a decline. 
There is still plenty of unused land, but who that knows any- 
thing about the almost insurmountable difficulties in trying to 
farm land as a mode of life, is going to take up that back-and- 
heartbreaking way of making a living. 

__ “A shot in the arm” is what the bloated agricultural money 
bill is, according to the view of many. “The ever normal gran- 
ary, “parity payments,” “soil conservation” and other things 
about which there is prating, stripped of their flowery language, 
are subsidies, intended, in theory, to put the tillers of the soil 
on a financial equality with workers in shops and factories 
turning out commodities supposed to be protected from foreign 
Com \etition by the tariff, which is broken down by “trade pacts” 
that are treaties that the President claims power to make with 
fore n countries without submitting them to the Senate for 
ratification. And the President threatens to veto legislation to 
make the “trade pacts” subject to ratification by the Senate and 
House as a condition precedent to their becoming effective. The 
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House would get in on the program on account of its exclusive 
revenue raising power. 

If the vote of the Senate that added about $300,000,000 to 
the already dropsical appropriation bill was not a bid by sena- 
tors for the votes of farmers, men who think they know some- 
thing about politics, are not able to recognize a bribe when they 
see it. There was nothing partisan about the vote. Republicans 
and Democrats joined in\the raid on the Treasury, which con- 
tains nothing other than borrowed money and has had nothing 
but borrowed money in it for years and years. 

The people continue to buy government promises to pay 
money. They pay for the latest promises to pay with earlier 
promises to pay. That’s the only kind of money there is ,prac- 
tically speaking, except the copper and silver coins, which are 
not legal tender for the payment of large debts, if the few silver 
dollars in circulation are disregarded. If and when the people 
refuse to buy new promises to pay with old ones, then resort 
to the printing press for “money” will be at hand, as it was in 
Europe in the World War days. Germany’s mark went clear out 
of the window to be replaced by the reichmark, and France’s 
franc was stabilized at one-sixth of its ante-bellum value. 





The scientists giving attention to 
the prevention of rickets in chil- 
dren have found a way to cope 
with that disease. The same, how- 
ever, is not the fact with regard to 
those who think it is a disease that 
railroads do not sell bonds by what 
they seem to thing is competitive 
bidding. 

After noise about the $20,000,000 issue of bonds by the 
Elgin, Joliet, and Eastern (elsewhere in this issue), the Com- 
mission had to announce approval thereof, without contest. In 
other words, those who made a noise about the issue, presum- 
ably with a view to having the carrier ask for bids, did not back 
up the inference drawn from their inquiries that they would 
show reasons why the applicant should not be allowed to do as 
it desired—sell $19,000,000 of them at 99% for the redemption 
of a like amount of outstanding bonds, without asking for sealed 
bids or something like that: 

Government officers have encouraged moves implying com- 
pulsory bidding, but they have got nowhere with the idea. Why 
they have failed is not clear to those who have inquired. One 
explanation, wholly unofficial, is that there really is bidding 
for the bonds, though it is not marked by the ceremonious open- 
ing of sealed bids. The men whose business it is to get money 
for big companies when they need it, it seems, are much like 
the home-owner who finds it necessary to renew the mortgage 
on the homestead. He begins inquiring, months before the due 
date, if he is a prudent man, what the operation is going to cost. 
The first inquiry is to the present holder of the notes or bonds. 
As a rule, the money-lender who holds the notes knows he will 
have to find a place for the money that may be put into his 
hands if he does not make renewal terms satisfactory to the 
borrower. The result, generally, is a renewal of the lender and 
borrower relation for another period. It becomes a sort of habit, 
especially if the borrower has been a customer of many years’ 
standing and in more than one transaction. 

But the borrower, if he has any sort of standing, has re- 
ceived many nicely printed suggestions that the sender would 
be a good bank or other institution with which to do business. 
That’s really competitive bidding. Of course, if the borrower is 
on a narrow margin, he may not receive as many invitations to 
think about doing business with banks not now serving him. 

Possibly, the men who handle the affairs of a railroad, in 
borrowing for their employer, are about the same as they are 
in looking after their own affairs. A bank or other institution 
that has been too late in completing a transaction to save pro- 
test fees, is not likely to retain the custom of a man who could 
have saved himself the annoyance of a protested note. Some 
other bank gets the business. In that way relationships are 
established, it is suspected, between a railroad and a bank. 


As a rule, a bank knows just about how big a slice of bond 
issue its customers will take and how much of the business it 
will have to turn over to other banks, which, in a housewifely 
way, have borrowed eggs or sugar from it. 


A possibility is that public officers who have been trying to 
promote the competitive bidding idea have been reading too 
many novels or muckrake stories in which bankers are repre- 
sented as without any human qualities mixed with their tech- 
nical knowledge of the dangers to be avoided when handling 
the money of others. That’s all the banks do—handle the money 
of customers who have money to invest, in its passage to cus- 
tomers who appear to have sense enough to use it so they can 
return it to the owners, with a-profit for the borrower, the 
lender, and a fee for the banker. Perhaps they cannot imagine 
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that bond-issuing, bond-selling, and bond-buying is, in the last 
analysis, nothing more than borrowing and lending eggs or 
sugar. 

Were a traffic man who had slept 
about one-fourth as long as Rip Van 
Winkle to pick up a rail rate report 
almost any day now, he’d get a 
shock more severe than any that 
jolted the jolly Hollander Joseph 
Jefferson portrayed to the theater- 
goer of the generation now walking 
into the wings of the stage of time. 
“A volume rate of 25 cents, minimum 20,000 pounds,” such 
as was spoken of in the report on paper boxes in I. and S. No. 
4695, paper boxes, Portland, Ore., to Seattle, Wash. (elsewhere 
in this issue), would make his eyes a Fourth of July firecracker 
spinning wheel. 

In his day, 20,000 pounds would have been a small carload 
minimum weight, or it might be an overgrown less-carload. 
“Volume rate—what may that be?” he’d ask, if he had the 
temerity to admit he had been asleep. Volume rates on a 
minimum of 5,000 pounds would make him groggy. In fact, he 
would not know what to make of the word “‘volume.” At least, 
it would a traffic man who would gladly admit he had not read 
everything all tariff compilers had put on paper. Thereby, he 
would admit that there might be something in a tariff or, per- 
haps, tariffs of which he had not heard, though he had been 
making a living out of such knowledge possessed by him. 

But “volume rate,” it now seems, is a combination of words 
likely to stay in the traffic and tariff man’s vocabulary for a 
long time if not for all the days while the rails and motor car- 
riers remain principal competitors for traffic that six years ago 
was broadly divided into carload and less-than-carload. 

The not very old traffic men will have to become familiar 
with small carloads of freight tucked away in cars designed to 
haul 80,000 pounds as a carload. A not unnatural query is 
whether the tendency will be toward smaller cars or a continu- 
ance of large cars, handling several carloads, packed in station 
order as local freight used to be handled?—A. E. H. 


Truck Rate Termi- 
nology Gets into 
Rail Rate Report 


Railroad Earnings 


Class I railroads of the United States in the first two 
months of 1940 had a net railway operating income of $78,- 
373,416 which was at the annual rate of return of 2.78 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. 


In the first two months of 1939, their net railway oper- 
ating income was $51,584,878 or 1.83 per cent on their property 
investment, and in the first two months of 1930, their net rail- 
way operating income was $113,013,227 or 3.79 per cent on 


property investment, says a statement by the bureau, which 
added: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first two months of 1940 is 
based on reports from 133 Class I railroads representing a total of 233,- 
050 miles. 

Gross operating revenues for the first two months of 1940 totaled 
$658,973,031 compared with $582,683,101 for the same period in 1939, and 
$868,785,724 for the same period in 1930, an increase of 13.1 per cent 
in 1940 above 1939, but 24.2 per cent below 1930. Operating expenses 
for the first two months of 1940 amounted to $497,859,925 compared 
with $453,566,382 for the same period in 1939, and $679,039,178 for the 
same period in 1930. Operating expenses for the first two months of 
1940 were 9.8 per cent more than in the same period of 1939, but 26.7 
per cent below 1930. 

Class I railroads in the first two months of 1940 paid $61,215,733 in 
taxes compared with $56,676,350 in the same period in 1939, and $57,- 
179,390 in the same period in 1950. For the month of February alone, 
the tax bill of the Class I railroads amounted to $29,849,734, an increase 
of $2,213,332 or eight per cent above February, 1939. 

Twenty-nine Class I railroads failed to earn expenses and taxes in 
the first two months of 1940, of which 8 were in the eastern district, 6 
in the southern district and 15 in the western district. 

Class I railroads in February, 1940, had a net railway operating 
income of $32,617,743 or 2.24 per cent on investment compared with a 
net operating income of $18,637,706 or 1.28 per cent in February, 1939, 
and $58,367,529 or 3.72 per cent on investment in February, 1930. 

Gross operating revenues for the month of February amounted to 
$313,474,813 compared with $276,904,334 in February, 1939, and $422.,- 
864,774 in February, 1930. Operating expenses in February totaled 
$240,518,919 compared with $220,619,933 in the same month in 1939, 
and $326,700,317 in February, 1930. 

Eastern District 

Ciass I railroads in the eastern district for the first two months 

in 1940 ‘ad a net railway operating income of $51,197,201, which was at 
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the annual rate of return of 3.27 per cent on their property invesi-nent, 
For the same period in 1939, their net railway operating incom: was 
$36,904,226 or 2.36 per cent on their property investment while in 1939. 
it was $65,166,356 or 4.76 per cent on their property investment. 
operating revenues of the Class I railroads in the eastern district f 
first two months in 1940 totaled $340,508,825 an increase of 15.9 pe 
compared with 1939, but a decrease of 22.7 per cent compared with 
1930. Operating expenses in the first two months this year tctaleq 
$247,692,715 an increase of 12.9 per cent above the same period in 1939. 
but a decrease of 27.1 per cent under the first two months of 1930. 

Class I railroads in the eastern district for the month of Feb uary 
had a net railway operating income of $21,005,660 compared wit! $14. 
999,227 in February, 1939, and $32,227,201 in February, 1930. 


Southern District 


Class I railroads in the southern district for the first two mon 
1940 had a net railway operating income of $12,831,217, which 


iT Oss 
the 
cent 


ths of 


iS at 
the annual rate of return of 2.68 per cent on their property investment, 
For the same period in 1939, their net railway operating income 


amounted to $10,901,289 which was at the annual rate of return of 
2.28 per cent on their property investment, and for the same period 
in 1930 was $15,651,613 or 2.94 per cent on investment. Gross operating 
revenues of the Class I railroads in the southern district for the first two 
months of 1940 amounted to $92,057,506 an increase of 11.2 pe: 
compared with the same period in 1939, but a decrease of 21.1 per 
cent under the same period in 1930. Operating expenses in the firs! two 
months of 1940 totaled $68,852,480 an increase of 10.7 per cent above 
the same period in 1939, but a decrease of 24.9 per cent under 1930. 

Class I railroads in the southern district for the month of Febru- 
ary had a net railway operating income of $6,483,736 compared with 
$4,790,715 in February, 1939, and $8,074,668 in February, 1930. 

Western District 

Class I railroads in the western district for the first two months in 
1940 had a net railway operating income of $14,344,998 which was at 
the annual rate of return of 1.85 per cent on their property investment. 
For the same period in 1939, their net railway operating income 
amounted to $3,779,363, which was at the annual rate of return of 0.49 
per cent on their property investment, and for the same period in 1930 
was $32,195,258 or 2.99 per cent on investment. Gross operating revenues 
of the Class I railroads in the western district for the first two months 
in 1940 amounted to $226,406,700, an increase of 9.9 per cent above the 
same period in 1939, but a decrease of 27.4 per cent below the same 
period in 1930. Operating expenses in the first two months of 1940 to- 
taled $181,314,730, an increase of 5.4 per cent compared with the same 
period in 1939, but a decrease of 26.8 per cent under the same period 
in 1930. 

For the month of February alone, the Class I railroads of the West- 
ern district had a net railway operating income of $5,128,347 compared 
with an operating deficit in February, 1939, of $1,152,236 and an oper- 
ating income in February, 1930, of $18,065,660. 


cent 


Passenger Traffic Statistics 


Class I railroads in 1939 transported 200,084,939 revenue 
passengers in coaches and 19,838,116 in parlor and sleeping 
cars, according to a compilation by the Bureau of Statistics of 
the Commission, statement M-250. The coach patronage repre- 
sented an increase of 3.9 per cent over the 192,654,050 pas- 
sengers carried in such equipment in 1938. The patronage in 
parlor and sleeping cars represented a decline of 0.2 per cent 
compared with transportation of 19,870,672 persons in similar 
equipment in 1938. Revenue from coach travel for the year 
amounted to $200,464,636, an increase of 5.6 per cent compared 
with $189,760,255 in 1938. Receipts from parlor and sleeping 
cars travel in 1939 amounted to $175,294,050, an increase of 0.7 
per cent compared with such revenue of $174,130,839 in 1938. 

Coach travel of the railroads in December declined 0.6 
per cent to 16,772,056 from 16,875,412 revenue passengers In 
December, 1938. Receipts from this class of transportation, 
however, advanced 3.7 per cent to $20,149,172 from $19,421,991. 
Patronage in parlor and sleeping cars for the month dwindled 
4.6 per cent, compared with December, 1938, totaling 1,640,005 
revenue passengers as against 1,718,353. Receipts from this 
travel dropped 5.2 per cent to $14,327,680 from $15,114,537. 


ANTI-TRUST LAW IN RATE MAKING 


The time for the railroads to file answers to the sult 
brought against them by the Department of Justice because 
of the so-called anti-truck resolution of the Association of Amer- 
ican Railroads has been further postponed for two weeks from 
March 26. The postponement was made to permit continuation 
of the negotiations between the government and the railroads 
looking to the dismissal of the suit. A large majority of the 
A. A. R. member roads have approved the action of the A. A. R. 
board of directors rescinding the resolution (see Traffic World, 
March 9, p. 587). 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train serv- 
ice of Class I steam railways, including switching and terminal 
companies, in January this year amounted to $25,600,144 as 
compared with $22,064,665 in the same month last yea", a 
cording to a Commission compilation, statement M-230. 
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Decisions of Interstate Commerce Commission 
Railroad and Motor Transport 


Relief on Coal to Harlem River 


The New Haven and other railroads have been authorized 
by the Commission further to reduce their rates on coal from 
points in Pennsylvania to Harlem River, N. Y., without observing 
the long-and-short-haul part of section 4 of the interstate com- 
merce act. The authority has been given by division 2 by sup- 
plemental fourth section order No. 12915 in fourth section appli- 
cation No. 16824, coal to Harlem River, N. Y., embracing also 
fourth section application No. 17761. 

Establishment of rates lower than those authorized in the 
prior report in No. 16824, 223 I. C. C511, was asked by the 
roads in application No. 17761. Specifically, the Commission 
in this supplemental report, has authorized establishment and 
maintenance by the railroads over their routes by way of 
Campbell Hall or Maybrook, N. Y., from points in Pennsylvania 
to Harlem River, rates by the long ton of not lower than $2.88 
on pea coal and $2.63 on buckwheat No. 1 and smaller sizes. 
In the prior report the carriers were authorized to establish 
and maintain rates now lower than $3.10 on prepared sizes and 
pea, and $2.77 on buckwheat No. 1 and smaller sizes, without 
observing the long-and-short-haul part of section 4. Temporary 
relief was given in fourth section order No. 13423. 

The purpose of the relief, which results in modification of 
the prior report, is to enable the carriers to compete with the 
lower transportation costs for rail-barge movement. 


Rate Cut Held Destructive 


Reduced motor commodity rates on cement, lime, and dry 
building material, mortar, in truckloads, from all points in 
Alabama to destinations within 160 miles thereof has been 
found unlawful by the Commission, division 3, in I. and S. 
M-762, building material, Alabama to southern states. 

The Commission described the proposal as an “unfair and 
destructive competitive practice “referred to in the policy of 
Congress with respect to motor carriers in section 202 (a) of 
the motor carrier act, 1935, which, it said, was “our duty to 
discourage.” Accordingly, the Commission ordered cancella- 
tion of the schedules and discontinuation of the proceeding. 

The reduced rates were proposed by Deaton Truck Lines, 
of Birmingham, Ala., an irregular route carrier. They were 
proposed for application over the lines of 35 other regular 
and irregular route motor carriers. While the other 35 lines 
ecquiesced in the proposal, the Commission said it had no evi- 
dence as to their interest in the rates or as to the effect the 
schedules would have on their traffic. 

Under the proposal, new reduced distance commodity rates, 
minimum 15,000 pounds, would have been established on ce- 
ment, lime, and dry building material mortar from all points 
in Alabama to destinations within 160 miles thereof, in lieu 
of present higher class rates. These schedules met the pro- 
test of the southern rail carriers, the Chattanooga Manufac- 
turers’ Association, and the Louisville Cement Co., Inc. 

Respondents, the Commission said, did not participate in 
the transportation of the commodities in question under their 
class rates, which ranged from fourth to seventh class. It 
added that the chief point of difference between the proposed 
truck rates and the present rail carload rates for the same 
distances was one of minimum weights. The rail lines, the 
report said, generally observed minimum weights of 30,000 
pounds on lime and 50,000 pounds on cement. 

Present rail rates on cement and lime, the report said, 
Were the bases prescribed in Southern Cement Rates, 132 I. 
C. C. 427 and Lime Between Southern Points, 129 I. C. C. 
635, as modified by the emergency increase of 1935 and the 
general increase of 1938. Those rates were satisfactory to ship- 
Pers and allowed them to compete freely throughout southern 
territory, the Commission said. Protesting rail carriers feared, 
the report continued, that this long-established rate structure 
would be jeopardized under the proposal because competing 
Shippers would seek reductions in rail rates to equalize the 
advantages afforded Alabama producers by the proposed truck 
rates. Reductions would be made in the rail rates rather than 
In n'nima because reductions in minima would result in un- 
econ. mical and inefficient transportation, due to heavy loading 
char’ cteristics of those articles, the report said. 

- he railroads also attacked the propriety of the proposed 
truc’load minimum of 15,000 pounds, in view of the mainte- 





nance by motor carriers of volume minima in excess of 30,000 
pounds on many articles between southern points. 

A shipper at Sherwood, Tenn., opposed the proposed rates 
as unduly preferring Alabama origins and tending to disrupt 
long-established relations between the various points of pro- 
duction in southern territory. It expressed the fear, said the 
report, of the loss of business to Alabama producers. The 
Commission said it was of the opinion that there was consid- 
erable merit in this contention, adding that the proposed rates 
would be productive of undue preference to Alabama origins 
and undue prejudice to Tennessee producing points. 

The Commission said the record did not indicate the vol- 
ume of traffic that the motor carriers might handle, nor did 
it indicate their prospects for return movements. Most of the 
carriers were irregular route operators, the Commission said, 
and pointed out that they undoubtedly would experience dif- 
ficulty in obtaining return hauls following outbound move- 
ments of cement or lime. Those facts, it added, tended to 
cast doubt on the reasonably compensatory character of the 
proposed rates for distances of 120 to 160 miles. 

“In order to meet the competition that would be created 
if the suspended rates were to become effective,’ the Commis- 
sion said, “the rail carriers would be compelled to either 
reduce the rail rates or minima. In view of the capacity of 
their equipment and the high average loading of lime and ce- 
ment in the past it seems reasonable to assume that the re- 
ductions would be in the rates, as contended by protestants. 
If the motor carriers were to meet such reductions, the rail 
carriers would make still further reductions. The revenues 
of both respondents and protestants would be depleted and a 
satisfactory and reasonable adjustment of rail rates would be 
seriously disrupted.” 

It was immediately following those remarks that the Com- 
mission referred to the proposal as being an “unfair and de- 
structive competitive practice.” 


Carpeting to the South 


The purpose of the railroads, in schedules suspended in 
I. and S. No. 4467, carpeting, official territory to the south, in 
proposing to reduce ratings and rates, carload and less-carload 
on lineoleum and other hard surfaced floor coverings (see 
Traffic World, March 23), was to make a bid for tra‘fic now 
being carried by motor vehicles and boats. The report, written 
by Commissioner Rogers, shows that in the year preceding the 
hearing, $5,000,000 pounds of that class of traffic moved to 
Atlanta from the producing points but not a pound was carried 
by the railroads. 

A lower minimum by truck enables the distributor, accord- 
ing to the report, to save storage expense, obtain a quicker 
turnover and keep up with pattern changes. The railroads 
figured the trucks had an advantage in cost of 26.5 cents a 
hundred pounds, as a maximum. To a large distributor with a 
rail siding, and buying in quantities of 30,000 pounds or more, 
the savings by truck, the report said, would necessarily be 
predicated on time in transit and the bracing, loading and un- 
loading of rail cars. Time in transit, it said, was the. only 
advantage which less-truckload shipments had over less-carload 
shipments, since both rail and motor carriers provided free 
pick-up and delivery. The rail-water service the report said, 
was from three to five days slower than by truck and was more 
hazardous principally on account of the transfers between ves- 
sels and railroad cars. 

The rail and water carriers, Commissioner Rogers said, 
contended that because of the advantages the trucks had over 
the rail lines, their rates, necessarily must be lower than the 
truck rates. They submitted, he said, that the rail rates should 
be at least 15 percentage points, approximately 25 cents a 
hundred pounds, lower than the truck rates to enable them to 
obtain a fair share of the traffic. They suggested, according 
to the report, the truck rates, minimum 15,000 pounds, prop- 
erly should be based on column 60 (60 per cent of first class), 
as compared with their proposal of column 45, minimum 30,000 
pounds. It was admitted, said Commissioner Rogers, this 
spread might be narrowed to some extent if the truckload 
minimum were increased to 20,000 pounds. 

The motor carriers generally, said the report, were of the 
opinion that rates based on column 85 (second class), less- 
truckload, and column 50, truckloads, minimum 15,000 pounds, 
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would be appropriate for all motor carriers provided the present 
rail rates were maintained. They contended, however, that the 
establishment of rail rates lower than the truck rates would 
cause them to lose the traffic regardless of the lower truckload 
minimum weight. 

Shippers agreed, said Commissioner Rogers, with the rail 
contention that rail rates were too high to attract any ap- 
preciable amount of traffic. While admitting the motor carriers 
had afforded them some relief by establishing lower minimums 
and by giving more expeditious service than the railroads, they 
urged that all the rates be reduced so as to lower the trans- 
portation costs to southern destinations. They asserted, said 
the report, the motor carrier rates were also in need of revision 
to correct inconsistencies in origin and destination relations. 
For example, they pointed out that a truckload commodity rate 
of 83 cents, 12,000 minimum, applied from Philadelphia, to 
Asheville, N. C., while the truckload rate from Chester, Pa., 
to Asheville was 89 cents, minimum 15,000 pounds, although 
Chester was 17 miles nearer Asheville than was Philadelphia, 
and was intermediate thereto. 

Railroads precipitated this proceeding by filing their sched- 
ules reducing the ratings and rates. On protest of the Southern 
Motor Carriers Rate Conference, the schedules were suspended 
until October 3, 1938 in I. and S. No. 4467. Thereafter the 
conference motor carriers and motor carriers not members of 
the conference filed like reductions in the motor rates, dated 
to have been effective March 29, 1938. They have been post- 
poned. The rail tariffs have been held in abeyance by the 
action of the railroads. 

When the motor carriers proposed reductions, the Commis- 
sion, on its own motion instituted No. 28041, carpets and carpet- 
ing, official to southern territory, which became the title of the 
proceedings embracing the suspension case. The basic proposal 
of the railroads was to reduce the ratings and rates by rail 
and rail-water on hard surfaced floor coverings from column 85 
to column 70, less-carloads, and carloads from column 50 to 
column 45, minimum 30,000 pounds, from origins in official to 
southern territory. The motor carrier proposals were intended 
to maintain the existing relationships. In disposing of the 
controversy, the Commission found unreasonable present truck- 
load ratings and present rates on the commodities involved 
between the origins and destinations covered by the railroad 


proposals. In summing up and disposing of the matter, the 
report said: 


The 513 truckload shipments . . . described averaged 18,500 pounds 
per shipment, and 217 of the shipments averaged over 20,000 pounds 
per truckload. There is no apparent reason, therefore, for maintaining 
truckload minima of 15,000 pounds or less. On the contrary it appears 
that not less than 20,000 pounds would be a reasonable minimum to 
apply on this traffic in connection with the present or postponed rates 
or ratings carrying minima of over 5,000 pounds. 

We are not convinced that if would be reasonable for the motor 
carriers to establish a minimum of 30,000 pounds in connection with 
the postponed column 45 basis, because it would require more than one 
unit of equipment to transport 30,000 pounds. On this record, however, 
we are not prepared to say that the column 45 rates, minimum 30,000 
pounds, where not lower than the corresponding proposed rail-water 
carload rates, would be unlawful, provided that a rule is made appli- 
cable in connection therewith to the effect that shipments of not less 
than 30,000 pounds actually will be received at and transported from 
the point of origin from one shipper in one day and on one bill of 
lading. 

Likewise, the evidence is not persuasive that the proposal to reduce 
the less-than-carload and less-than-truckload column 85 basis to colmun 
70 would be unlawful, but we see in the evidence no apparent necessity 
for such a reduction. 

We find that the schedules suspended in I. and S. No. 4467, and 
those proposed at the hearing by the rail and rail-water carriers for 
application to certain destinations in Virginia and North Carolina, 
have not been shown to be unreasonable or otherwise unlawful. 

In No. 28041, we further find that (1) the continued maintenance 
of the present less-than-truckload commodity rates, including those 
subject to minimum of 5,000 pounds or less, will be unreasonable, and 
that such rates should be canceled, leaving the class rates to apply; (2) 
the other present truck commodity rates and the present truckload class 
rates or ratings are unreasonable to the extent that they are subject 
to minima less than a minimum of 20,000 pounds; and (3) that the 
postponed schedules of the motor carrier respondents have not been 
shown to be unreasonable or otherwise unlawful except to the extent 
(a) that they propose to retain a minimum of less than 20,000 pounds, 
(b) that they provide rates subject to a minimum of 30,000 pounds 
which are lower than the corresponding proposed carload rates for 
application jointly by railroad and water carriers hereinabove found 
not shown to be unreasonable or otherwise unlawful, and (c) that a 
rule is not provided in connection with the column 45 basis to the 
effect that shipments of not less than 30,000 pounds actually will be 
received at and transported from the point of origin from one shipper 
in one day and on one bill of lading. 


Commissioner Mahaffie, concurring, in part, said he found 
no justification for basing rates on a truck minimum that 
admittedly can not be loaded in a truck. 

Chairman Eastman and Commissioners Miller and Patter- 
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son, the report said, did not participate in the disposition of 
this proceeding. 


Circuity Limitation on Grain 


In a report on further hearing in fourth section applica- 
titon No. 16905, grain and grain products to Chicago, IIl., the 
Commission, by division 2. has withdrawn a 70 per cent cir- 
cuity limitation imposed on fourth section relief granted in 
the prior report on account of weird results produced by that 
limitation. In supplemental fourth section order No. 12923, 
issued as the result of the further hearing, the Commission 
authorized the Pennsylvania to establish and maintain pro- 
portional rates on grain from points on its line, Effner, Ind., 
to Lake Ciecott, Ind., to Chicago, Ill. The proportionals «re 
to be not less than 9.5 cents a hundred pounds. The relief 
authorizes the maintenance of higher rates from intermediate 
points. 

In the original report, the Commission said the relief 
rates would not apply over any line or route which was more 
than 70 per cent longer than the direct line or route. In this 
report, it said, that since the Pennsylvania’s single line route 
was more than 70 per cent longer than the direct route from 
four stations on the Effner branch the relief did not apply from 
those stations on the Pennsylvania’s direct line into Chicago. 

The Pennsylvania contended the circuity limitation pro- 
hibited its participating in line haul movement to Chicago of 
grain from elevators served by it at the four stations; that 
the earnings under the proposed proportional of 9.5 cents 
from those stations were abundantly compensatory; and that it 
Was error to measure distances and circuities from those 
points to Chicago as though Chicago were the ultimate des- 
tination when the fact was that the proportionals were for 
application to Chicago and were never used until the traffic 
was reshipped beyond Chicago. 

The Effner branch of the Pennsylvania is crossed by vari- 
ous railroads that have shorter lines into Chicago. At some 
of the junctions, by reason of the 70 per cent limitation, the 
Pennsylvania had to send grain originating at elevators served 
only by it into Chicago over its connecting lines, according to 
the report. 

The Commission in this report said it was stated in the 
prior report that the relief sought would enable elevators at 
local stations to meet the competition of elevators at common 
points; would remove the incentive of cross country hauling 
to other junctions to obtain the benefit of lower rates; and 
would enable the Pennsylvania to participate in traffic from 
the common points on the Effner branch at rates the same 
as those maintained over the direct routes from such com- 
mon points. 

The facts recited in the report persuaded the Commission 
that the circumstances and conditions presented by the record 
constituted a special case which warranted relief without the 
70 per cent limitation. 


Relief on Volcanic Slag 


There being no extinct volcanoes to produce competitive 
conditions between Amboy, N. M., and points in Kansas, Okla- 
homa and Texas and other states, the Commission, by division 
2, in fourth section application No. 17927, volcanic scoria from 
Amboy, N. M., by fourth section order No. 13761 has authorized 


* parties to Peel’s I. C. C. 3046 to establish and maintain rates 


on volcanic scoria or slag from and to the points mentioned 
without observing the long-and-short-haul part of section 4. 
The relief also applies to points in the line of the Kansas City 
Southern in Missouri and northwest Arkansas south of Pitts- 
burg, Kan., to Howe, Okla. Temporary relief was given in 
fourth section order No. 13516. No opposition the Commission 
said, was offered to the relief sought. 

There is a large mountain of volcanic scoria or slag at 
Amboy which in the past, according to the report, supplied 
material for railroad ballast. It has recently been discovered 
that this material is suitable for use as a concrete aggregate. 
A shipper requested a basis of rates which would enable him to 
compete with shippers of other concrete aggregate, such as 
coal cinders, sand, and gravel. The applicant’s proposed rates 
based on single and point line scales of rates up to 1,200 miles. 

According to the report, there did not appear any prob- 
ability of movement of the commodity from any origin other 
than Amboy. Applicants, therefore, suggested, said the re- 
port, there was no necessity for establishing the proposed rate 
from intermediate points. But, said the Commission, they had 
shown no justification for rates from any intermediate pro- 
ducing or shipping points which would exceed rates based on 
the scale. Therefore, the Commission made the relief subject 
to conditions. The chief of them is that the rates will be 
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uniformly on the distance basis and therefore in substantial 
compliance with the equidistant provision of section 4. 

The scales begin with a rate of 55 cents a net ton for 
single and 72 cents for joint line hauls. At 100 miles the rates 
are 110 and 127 cents. For the block between 470 and 500 
miles the rates become the same, namely, 275 cents for both 
single and joint line hauls. For the block between 890 and 900 
miles the rates are 429 cents. For the block between 980 and 
1,000 miles the rates are 457 cents; and for the block between 
1,150 and 1,200 miles the rates are 501 cents. 


Paper Box Rate Parity Broken 


Disruption of the parity between rail and truck rates on 
paper boxes from Portland, Ore., to Seattle, Wash., is not a 
valid reason for disapproving the creation of a parity in the 
rail rates to Seattle from the competitive origins of Long- 
view, Wash., and Portland, if distances are comparable, says 
the Commission, division 2, in I. and S. No. 4695, paper boxes, 
Portland, Ore., to Seattle, Wash. It found justified a reduced 
volume rate on paper boxes, not corrugated, knocked down flat 
in bundles from Portland to Seattle. The order or suspension 
is to be vacated, as of April 8, and the proceeding discontinued. 

In the suspended schedules the Union Pacific, Great North- 
ern and Northern Pacific proposed to reduce their volume rate 
from 32 to 25 cents, minimum 20,000 pounds, the rate includ- 
ing pick-up and delivery. The present carload rates are 17 
cents, minimum 40,000 pounds, and 22 cents, minimum 30,000 

ounds. 

, The schedules were suspended on protest of the Pacific 
Inland Tariff Bureau, representing motor common carriers, 
the suspension being to March 28, 1940. 

According to the report the rate was published at the 
request of a manufacturer at Portland who asked for a rate 
the same as applying from Longview to Seattle, on which a 
competitor shipped. The 25 cent rate from Longview to 
Seattle, the report said, was published by the rail carriers 
to meet a rate of similar amount, 20,000 pound minimum, main- 
tained by motor common carriers which had been required by 
the Washington Department of Public Service. The present 
carload rates to Seattle on paper boxes, according to the report, 
are the same from Longview as from Portland and that tariff 
contains a notation that they are made to meet truck compe- 
tition. 

The rail carriers admitted the rate was less than a rea- 
sonable maximum but showed car-mile earnings of 27.5 cents. 
That the report said, was substantially more than the yield 
of 21.2 mills a ton-mile resulting from a rate of 33 cents, min- 
imum 10,000 pounds, including pick-up and delivery, on gro- 
ceries between Portland and Yakima, Wash., found justified 
in Groceries Between Oregon and Washington, 234 I. C. C. 344. 

The protestant said boxes were frequently moving on the 
32 cent, 5,000 pound truck minimum rate, which was the same 
as the rail volume rate. But it complained that the rail pro- 
posal would destroy the present parity. However, the Com- 
mission said that the suggested destruction of parity was not 
of itself enough to warrant disapproval of the proposed rate. 
_ The Commission said that perhaps the most serious ob- 
jection urged by the truck tariff bureau was that the rate 
would not be compensatory. The truck bureau suggested that 
on account of the pick-up and delivery offered, the Commission 
should deduct 13 cents from the rate to arrive at the rate 
for the line haul. The Commission said that undoubtedly some 
allowance should be made, in computing the revenue, for the 
pick-up and delivery, but it said that the deduction suggested 
was probably much too large and that it was based on the 
assumption that pick-up and delivery expense would be in- 
curred on every shipment. Such an assumption, it added, was 
almost certainly erroneous because such expenses were not 
incurred when the shipment originated at or was delivered on 
tracks of the shipper or receiver. It said its conclusion was 
that the proposed rate was not less than compensatory. 

Protestant, according to the report, stated that if the 
proposed rate became effective the highway carriers would 
have to meet it and that that would not only affect the terri- 
tory immediately involved, but also territory beyond, wherever 
the rates were made on the Portland-Seattle combination. In 
that respect, the Commission said, the situation was analagous 
to that which confronted rail carriers when they were com- 
Pelled to reduce their rates on account of truck competition. 


Meats, Ete., Chieage to CFA 


\ proposed revision of rates by the railroads on fresh meats 
and packing house products from Chicago, Ill., to 27 points in 
Ceniral Freight Association territory has been found by the 
Commission, in I. and S. No. 4650, meats and p. h. p., Chicago, to 
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C. F. A., in certain instances, to be unduly prejudicial in viola- 
tion of the aggregate-of-intermediates provision of section 4. 
It was decided that the suspended tariffs were not in con- 
formity with the requirements of section 6 of the interstate 
commerce act. The suspended schedules otherwise were not 
unlawful, the Commission decided, and ordered cancellation of 
the schedules not later than April 24, without prejudice to the 
establishment of the rates found lawful. 

The Commission in the decision divided 8 to 3, with Com- 
missioners Porter, Caskie, and Rogers noting their dissent. 
The specific findings of the Commission follow: 


1. That the rates in the suspended schedules, except to the extent 
indicated in findings 2, 3, 4, and 5 below, are not unreasonably low, 
are not less than reasonably necessary to meet competition, and are not 
otherwise in violation of law. 

2. That the rates, in so far as they apply on carcass beef or other 
whole or part animals shipped suspended from hooks or racks, will be 
unduly prejudicial to competing shippers of the same articles and un- 
duly preferential of Chicago packers to the extent that such rates are 
less than the present basis applicable to fresh meats, in carloads. 

3. That the establishment of the suspended rates, without the es- 
tablishment of rates from Cudahy and Madison, Wis., Davenport and 
Waterloo, Iowa, and Austin, Minn., to the same destinations substan- 
tially equal to the actual motor-truck rates therefrom, minus a rea- 
sonable allowance for refrigeration, will be unduly preferential of 
Chicago and of packers there located, and unduly prejudicial to Cudahy 
and Madison, Wis., Davenport and Waterloo, Iowa, and Austin, Minn., 
and packers there located. 

4, That the rates proposed from Chicago would result in violations 
of the aggregate-of-intermediates clause of section 4 of the act in those 
instances where the applicable through charges from points beyond, 
joint or combination, are higher than the charges which would result 
from the application of the rates to Chicago plus the proposed rates 
beyond. 

5. That the suspended tariffs, particularly as they apply on fresh 
meats, are in violation of section 6 of the act and of our tariff rules 
in that they are unduly ambiguous, thus making it impracticable to 
determine with certainty therefrom the extent to which such rates ap- 
ply, or do not apply, on traffic from beyond Chicago. 

Finding 2 is without prejudice to the establishment of tariff pro- 
visions enabling carcass beef and other articles suspended from racks 
or hooks to be shipped in mixed carloads with the remaining articles 
covered by the suspended rates, such carcass beef, etc., to be subject 
to the fresh-meat rates at actual weight and, if the total weight of the 
ear is less than 30,000 pounds, the deficit in weight to be made up at 
the rates on packing-house products. 

An order will be entered requiring the cancellation of the sus- 
pended schedules without prejudice to the establishment of rates on 
the bases herein found justified. 


The revision proposed by the railroads would result in sub- 
stantial reductions, except on lard and glycerine. The latter 
rates would be increased on the average to the 27 destination 
points involved by 46.4 per cent. Lard would take a small 
fractional increase. The average reductions would range from 
2.8 per cent on canned goods to 42.3 per cent on fresh meats. 
The destination territory involved comprised generally Indiana 
and that part of Ohio as far east as Cleveland, Canton, Colum- 
bus, and Cincinnati, and the lower peninsula of Michigan. 

The announced purpose of the proposed reductions, accord- 
ing to the report, which was written by Commissioner All- 
dredge, was to enable the railroads to meet motor-carrier com- 
petition. This competition, the report said, comprehended to 
some extent operations of three large Chicago packers with 
their own trucks and of common carriers, but principally of 
contract carriers. 

Present rates on fresh meats, including such meats slightly 
salted, and packing house products from Chicago to the desti- 
nation territory average 46.6 and 33.3 per cent of the corre- 
sponding first class rates, respectively, the report says. The 
proposed rates, it added, would be 26.7 per cent of first class on 
articles in both descriptions. The present minimum carload 
weights are generally 21,000 pounds on fresh meats and 30,000 
pounds on packing house products. The proposed minimum is 
30,000 pounds on straight or mixed carloads. Icing charges, 
averaging 5.58 cents, would be imposed in addition to the 
transportation rates. 

The schedules were filed to become effective June 15, 1939, 
but on the protest of meat-packing companies in western trunk 
line, eastern trunk line, and central territories (other than 
those located at Chicago), dairy products companies, and or- 
ganizations of motor carriers, they were suspended until 
January 15. Since then they have been postponed indefinitely 
by the carriers. 

Except as indicated, the Commission said that the proposed 
revision was the same as that considered in I. and S. No. 4214, 
meats and packing house products from Chicago, 220 I. C. C. 
677. In that proceeding the proposed adjustment was found 
not justified. The problem presented in the instant case, the 
report said, was to determine what factual changes might have 
occurred since the previous proceeding and whether the changes 
called for different conclusions. 

In most instances, the report said, the proposed rail rates 
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plus the estimated cost of icing were higher than the rates of 
competing motor carriers, the excess ranging from 0.5 to 6.5 
cents. 

“According to respondents’ investigation,” the report said, 
“the large Chicago packer that still ships the greater part of 
its traffic by rail has made definite plans to divert the traffic 
to the trucks unless the rail rates are reduced. This change, 
it is indicated, would be essential to enable it to compete with 
the other packers that are now shipping largely by truck and 
has been deferred up to the present because of the considerable 
expense that would be entailed in adapting its facilities to 
motor carrier transportation and because of the possibility of 
reduced rail rates being finally established.” 





Paper from [Illinois 


Commodity rates on paper and paper articles from Chicago 
and Joliet, Ill., to certain points in Iowa, Omaha, Neb., and 
Sioux Falls, S. D., as proposed by members of the Western 
Trunk Line Common Carriers Bureau, have been found not 
unlawful by the Commission, division 2, in I. and S. No. M-727, 
paper and paper articles, Ill., to Iowa., Neb., and S. D. 

The common carriers, the report said, now maintained 
commodity rates on the commodities in question to Omaha, 
Neb., and 26 points in Iowa. The present rates, it said, were 
subject to minima of 5,000, 10,000 and 15,000 pounds to all 
points except Omaha and the following points in western Iowa: 
Atlantic, Carroll, Council Bluffs, Red Oak, and Sioux City. 
Rates to the excepted joints are subject to minima of 10,000 
and 15,000 pounds. The carriers, according to the report, pro- 
posed to complete this rate structure by establishing new com- 
modity rates to such points, in lieu of present higher less-than- 
truckload and volume class rates. 

The carriers also proposed to establish new commodity 
rates to the additional destinations of Cherokee, Ia., and Sioux 
Falls, S. D., in lieu of the presently higher class rates. Rates 
to those points also would be based on minimum of 5,000, 
10,000 and 15,000 pounds. 

Evidence was lacking, the Commission said, as to the trans- 
portation characteristics of the commodities and the circum- 
stances surrounding their movement. Revenue yielded by the 
proposed rates did not appear to be less than reasonably com- 
pensatory, considering the length of the hauls, it added. More- 
over, the Commission pointed out, the carriers had maintained 
comparable rates on those articles to other points in Iowa for 
more than a year. 


Door-to-Door Passenger Service 


With Chairman Eastman concurring in part, the Com- 
mission, by division 5, in MC 86772, Irving Nudelman, common 
carrier application, embracing also fifty-eight other applica- 
tions, has found applicants’ operations to be those of common 
carriers and to be special in character and has granted certifi- 
cates in the majority of instances authorizing the transportation 
of passengers and their baggage in New York. Specifically, the 
Commission has authorized the applicants, except those in MC 
Nos. 86950, 88899, 94274, 94293, 94300, 94311, 94360, and 94367, 
to perform special seasonal operations, either individually or 
jointly, as common carriers of passengers and their baggage, in 
door-to-door service, between New York, N. Y., or portions 
thereof, on the one hand, and Sullivan and Ulster counties, 
N. Y., or portions thereof, on the other, over irregular routes 
through New Jersey. Issuance of certificates is approved on 
compliance by applicants with the requirements of sections 
215 and 217 of the motor carrier act, and with the Commission’s 
rules and regulations thereunder. 


In the excepted cases, the Commission found that public 
convenience and necessity did not require operation as common 
carriers of passengers and their baggage between points in 
New York over routes through New Jersey. 

Chairman Eastman said he agreed with the conclusions 
reached in the main opinion, except that, like the joint board 
and the examiner, he believed that applicants should be limited 
in the type of vehicle that they might use. The joint board, 
he said, recommended a limitation to automobiles of the sedan 
type, which was the limitation that he favored in an expression 
of partial concurrence in Sullivan County Highway Line, Com- 
mon Carrier Application, a case quite similar to this (see 
Traffic World, March 2, p. 500). The examiner, he said, recom- 
mended that the service be limited to transportation of not 
more than 6 passengers in any one vehicle, which, he added, 
was perhaps a better way of accomplishing the same result. 

The report embrases MC Nos. 86950, Meyer Friedman, 
New York, N. Y.; 94212, Abraham S. Danishefsky, Brooklyn, 
N. Y.; 94214, Bernard Chustckie, Brooklyn, N. Y.; 94233, Max 
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Novack, Brooklyn, N. Y.; 94236, Joe Shapiro, Brooklyn, N. yY,, 
94239, Samuel Rosenblatt, Brooklyn, N. Y.; 94258, Isidor Spar, 
Brooklyn, N. Y.; 94259, Max Goldstein, Brooklyn, N. Y.; 94260, 
Max Pincus, Brooklyn, N. Y.; 94261, Louis Klayman, Brooklyn, 
N. Y.; 95262, Easy Baim, Brooklyn, N. Y.; 94264, Harry Pincus, 
Brooklyn, N. Y.; 94274, Leo Weiss, Brooklyn, N. Y.; 94275, 
Irving Edelson, Brooklyn, N. Y.; 94276, Benjamin Rosen, Brook- 
lyn, N. Y.; 94278, Samuel Gendelman, Brooklyn, N. Y.; 94279, 
Abraham Silberfarb, New York, N. Y.; 94280, Nathan Ce:er- 
baum Brooklyn, N. Y.; 94281, Isidore Walkin, New York, N. yY,; 
94282, Joseph B. Greener, New York, N. Y.; 94283, Wil'iam 
Rosenbaum, Brooklyn, N. Y.; 94293, Sam Starr, Brooklyn, N, 
Y.; 94297, Sol Bershadsky, Brooklyn, N. Y.; 94298, Alex A. 
Fabricant, Brooklyn, N. Y.; 94300, Michael Golden, Ellenville, 
N. Y.; 94301, Harry Farber, Brooklyn, N. Y.; 94309, Simon §. 
Feureisen, Brooklyn, N. Y.; 94310, Benjamin Bein, New York, 
N. Y.; 94312, Moe Goldstein, New York, N. Y.; 94313, Tobias 
Schwartz, New York, N. Y.; 94314, William Fisher, Brooklyn, 
N. Y.; 94315, Alex Smith, Brooklyn, N. Y.; 94359, Barnett Ber- 
land, Brooklyn, N. Y.; 94360, Michael Rothleder, New York, 
N. Y.; 94361, John Lefkowitz, Hurleyville, N. Y.; 95127, Leo 
Edelstein, Brooklyn, N. Y.; 95246, Jacob Goldberg, Brooklyn, 
N. Y.; 86920, Solomon Klinger, Mongaup Valley, N. Y.; 88078, 
Perez Gurwitz, Brooklyn, N. Y.; Alex Fleischer, New York, 
N. Y.; 93942, Abe and Dora Epstein, New York.; 94144, Mollie 
Cohen, New York, N. Y.; 94145, Joseph Cozoran, New York, 
N. Y.; 94162, Sam Casten, Brooklyn, N. Y.; 94186, Charles 
Peretz, Brooklyn, N. Y.; 94209, Abe Horowitz, Brooklyn, N. Y.; 
94210, Harry Horowitz, Brooklyn, N. Y.; 94217, Louis Kershner, 
Brooklyn, N. Y.; 94221, Harry Rothberg, New York, N. Y.: 
94237, Charles Rothberg, New York, N. Y.; 94247, Hyman 
Feller, New York, N. Y.; 94263, David Weintzweig, Mongaup 
Valley, N. Y.; 94273, Fred Fisher, Brooklyn, N. Y.; 94311, 
Robert Kimmelman, Brooklyn, N. Y.; 94367, Isadore Horowitz, 
Brooklyn, N. Y.; 86772, Irving Nudelman, New York, N. Y.: 
86827, Reuben J. Kleiman, Brooklyn, N. Y., and 86815, Robert 
Warsawer, Brooklyn, N. Y. 


Scrap Iron Rate Revision 


A revision of the rates on scrap iron from origins in south- 
ern territory in Virginia, North Carolina, except Asheville, 
South Carolina and Tennessee to Ashland, Ky., and Portsmouth, 
O., has been ordered by the Commission, division 3, in No. 
28167, Traffic Bureau, Lynchburg Chamber of Commerce for 
Lynchburg Iron & Metal Co. vs. Aberdeen & Rockfish et al., 
embracing also No. 27999, Nyman-Hichaels Co. vs. Atlantic 
Coast Line et al. The revision is to be effective not later than 
June 26. 

The Commission found that the rates assailed, minimum 
40,000 pounds, from Asheville to Ashland and Portsmouth were 
unreasonable to the extent they exceeded 400 cents a ton prior 
to and 420 cents subsequent to, the general commodity increases 
of 1937 and 440 cents subsequent to the general increases on 
March 28, 1938. Reparation was awarded to that basis. 

The Commission further found that the rates on scrap iron 
assailed from origins in North Carolina, other than Asheville, 
eastern Tennessee, and that portion of Virginia located in 
southern territory, to Ashland and Portsmouth were not un- 
reasonable in the past but that from points not already covered 
by orders for the future in prior proceedings, they would be 
unreasonable for the future to the extent they may exceed 
rates that are 15 per cent of the original K-2 first-class rates 
for short-line distances to Ashland, subject to the commodity 
rate increases as authorized October 19, 1937, or the general 
percentage increase as authorized March 8, 1938, minimum 
40,000 pounds. 

A further finding was that the rates assailed from origins 
in South Carolina to Ashland and Portsmouth were not un- 
reasonable in the past, but that for the future they will be 
unreasonable to the extent they may exceed rates that are 
15 per cent of the original K-2 scale first class rates for the 
short-line distances to Ashland, subject to the commodity rate 
increases authorized October 19, 1937, or the general percentage 
increase authorized March 8, 1938, minimum 50,000 pounds. 

The Commission affirmed the findings in No. 27999, 232 
I. C. C. 340, except as to the minimum weight, wh‘ch it said it 
found not unreasonable. It directed the issuance of an order 
for the future in the case as to rates from origins in South 
Carolina requiring the establishment of rates on the basis pre- 
scribed in the prior finding. 

Intra-territorial rates within official territory were also 
involved. The Commission found that rates assailed from 
origins on the defendants’ lines in official territory, except {rom 
short line points, to Ashland and Portsmouth, were and for 
the future will be unreasonable to the extent they exceeded, 
exceed or may exceed rates made 70 per cent of the basic scale 
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on iron and steel articles prescribed for official territory applied 
in the manner provided, minimum 44,800 pounds, subject to the 
commodity rate increases of October 19, 1937, and March 8, 
1938. 

The Commission further found that where arbitraries had 
been established for branch lines the rates herein assailed from 
branch line points in official territory were, are, and for the 
future will be unreasonable to the extent they exceeded, exceed, 
or may exceed rates hereinbefore found reasonable for the 
portion of the movement from the junction points of the branch 
lines, and adding thereto, for the movement over branch lines, 
to the junction points, arbitraries determined by the use of a 
scale which is also subject to the increases authorized October 
19, 1937, and March 8, 1938. The arbitrary scale begins with 
2.5 cents for 10 miles and under, stepped up half a cent for 
each 10-mile block until it reaches 7 cents for the block be- 
tween 90 and 100 miles and becomes 7.5 cents for distances 
over 100 miles. 

Commissioner Alldredge, dissenting in part, said he did not 
agree with the disposition made of the reparation claim on 
shipments involved in No. 27999. He said combination rates 
were applied on these shipments. Prior to their movement, 
he said, the carriers had asked the Commission for certain 
authority necessary to publish a scale which would have re- 
sulted in lower charges on the shipments in question if it had 
been promptly published. Publication, he said, was delayed, 
however, until a modification of the original authority could 
be obtained. The scale, he said, was finally published some 
eight months after the shipment moved. Still later, he ob- 
served, division 3 prescribed a different scale which produced 
further reductions. In view of these facts, he said, he thought 
complainant was entitled to reparation based on the rates 
established by the carriers December 1, 1936. 


Export Grain to Gulf Ports 


In further help for the Illinois Central in its fight with 
barge lines, chief of which is the government’s, and trucks 
for traffic, the Commission, division 3, in I. and S. No. 4689, 
grain, Illinois territory to Gulf ports, for export, has found 
that proposed reduced rates on grain have not been shown to 
be unlawful. It has discontinued the proceeding. 

The reductions, according to the report, range from one 
to six cents, but are predominately six cents. The rates were 
filed to have become effective August 10, last year. A sus- 
pension to March 10, 1940, has been continued in effect since 
then by the action of the Illinois Central, which proposed re- 
ductions from points on its own line in Illinois territory and 
some points on the Elgin, Joliet & Eastern to New Orleans, 
La., and Gulfport, Miss. The latter has no export grain ele- 
vator facilities, so the report was confined to New Orleans. 

Rates which the Illinois Central, by reason of this de- 
cision, is free to put into use as soon as it can do the neces- 
sary tariff work, breaks a relationship, deemed by some to 
be almost traditional, of an adjustment, New Orleans under 
Baltimore four cents. New Orleans, by reason of it goes to 
ten cents under Baltimore. 

The importance with which grain markets and marketers 
regarded the proceeding was suggested by the fact that re- 
quests for the suspension of the schedules were made by the 
Chicago Board of Trade, central territory railroads, the South 
Dakota commission, Sioux City, Ia., Grain Exchange, Minne- 
apolis Traffic Association, Indianapolis Board of Trade, Balti- 
more Chamber of Commerce, Philadelphia Commercial Ex- 
change, and New York Port Authority. The New Orleans 
Joint Traffic Bureau, St. Louis Merchants Exchange, Peoria 
Board of Trade, Illinois Agricultural Association, New Or- 
leans Public Belt Railroad and various grain dealers at St. 
Louis presented testimony in support of the proposals, the 
report said. 

The stated purpose of the reductions, according to the re- 
port, was to enable the Illinois Central to meet the competition 
of unregulated water carriers “which are handling enormous 
quantities of grain on the Illinois and Mississippi Rivers, aug- 
mented by unregulated trucks to the river ports; competition 
of all-water service from Chicago, Ill., to Montreal, Que., and 
New York, N. Y., and the all-water service from Chicago to 
Albany, N. Y., and north Atlantic ports.” 


“The all-water and the rail-water movements from Chi- 
cago,” says the report, “are in addition to the truck-and-barge 
movement to Chicago from Illinois origins. The most impor- 
tant competition, however, is that of the Inland Waterways 
Corporation on the Illinois and Mississippi Rivers to New 
Orleans.” . 

After pointing out the unique position of the Illinois Cen- 
tral, as one of the few north and south trunk lines generally 
paralleling the Mississippi and Illinois Rivers and the Chi- 
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cago drainage canal, the report tells of the losses it has suf- 
fered and says the proximity of the waterways and the prin- 
cipal lines of the Illinois Central make that carrier “pe- 
culiarly susceptible to the competition of the barge lines, 
especially in the movement of grain from the important pro- 
ducing section of central Illinois to New Orleans.” 

In the opinion of the Illinois Central, according to the 
report, reducing freight rates is the only way that it may 
hope to recapture a fair proportion of the traffic from its 
competitors. To illustrate what has been happening to the 
Illinois Central the report sets out that in the period 1925- 
1930 of a total of 66,573 cars of corn, wheat and oats going 
to New Orleans (90 per cent for export), 42,491 cars moved 
ali-rail and 24,072 all-water. In the period 1931-1936 there 
were 15,817 cars and of these only 3,272 moved all-rail. In 
1937, 1938, owing to an unexpected demand for corn which 
could not be handled by barges but needed fast service, the 
railroads got 13,962 cars out of a total of 28,276. On such a 
showing, according to the report, it was indicated the rails 
were successfully competing for the traffic. To show they 
were not, it explained the conditions that caused the rails to 
get such a large proportion of the traffic. From the figures 
as a whole, the report said, it was obvious that the Illinois 
Central’s grain traffic from Illinois to New Orleans for ex- 
port was rapidly diminishing and that the traffic by barge 
was steadily increasing. Among other things the report 
pointed out that in the period 1930-1938 the government barge 
line, without considering the other barge lines, increased the 
tow-boat power on the Mississippi division from 24,300 to 
33,160 and barge capacity from 270,000 to 422,000 tons. 

“The record is convincing,” says the report, “that re- 
spondent cannot compete at present rates with the water lines 
for the grain traffic from Illinois to New Orleans for export. 
In fact, no protestant denies the extent of the competition. 
The only question with respect thereto is how far from the 
rivers the competition is felt.” 

The report said there was accord that the competition 
of the waterways would be felt for a distance from the water- 
Way as great as from 50 to 75 miles, although one witness tes- 
tified that corn was trucked from Iowa 250 miles to the 
barges. 

The Illinois Central took the position, said the report, 
that since the suspended rates were considerably higher than 
the combination truck-barge rates there was considerable 
doubt that they were low enough to meet the actual competi- 
tion. It said that in its proposal it looked at the adjustment 
as a whole and endeavored to provide rates that would enable 
shippers to use the rails. It said that if the rates from the 
interior were not reduced the grain might move by rail to 
the nearest river landings and thence by barge to New 
Orleans. 

“Respondent submits,” says the report, ‘that it is some- 
thing more than a mere gatherer of grain originating at 
country stations on its lines for delivery to the barge lines at 
the river landings, and, therefore, cannot be expected to be 
content with a movement to East St. Louis, St. Louis or Cairo, 
when the grain is destined to New Orleans, particularly in 
view of the fact that it has its own rails for the entire distance 
to that point.” 


In support of its contention that the proposed rates were 
compensatory the Illinois Central submitted a cost study show- 
ing expenses and revenue, the latter ranging from 22.24 down 
to 17.24 cents a hundred on cars not accorded transit privileges 
and from 20.25 to 15.25 cents on traffic accorded transit priv- 
ileges. Revenues by the car not accorded transit, according to 
a table in the report, ranged from $158.17 up to $204.03, the 
majority car earnings being the first mentioned figure. On 
cars with transit the revenue ranged from $185.69 to $139.83, 
the latter figure being shown in most instances. The carrier 
contended that transit was necessary to assure the arrival of 
export traffic in proper condition. 


Most of the protestants, according to the report, were ap- 
prehensive that the proposed reductions would disrupt the 
present grain adjustment or prejudice their respective mar- 
kets, or both. 


“It is questionable whether the proposed rates would 
further materially disturb the present rate adjustment since 
it has already been disturbed by the export movement by 
truck and barge lines,” says the report. 

“That this is true is indicated by the fact that the Inland 
Waterways increased the tonnage of grain handled southbound 
on the lower Mississippi River division between St. Louis and 
New Orleans from 89,772 tons in 1937 to 796,170 tons in 1938, 
and on the Illinois River division from 20,581 tons in 1937 
to 177,685 tons in 1938. If rates are not established to meet 
the competition, Illinois grain will continue, in ordinary cir- 
cumstances, to be carried by the trucks and barges to New 
Orleans at the present low combination truck-and-barge rates. 
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By the proposed reductions respondent hopes to receive only 
a proportion of the traffic which is presently moving and, from 
the preponderance of testimony, will continue to move in in- 
creasing amounts by barge to New Orleans. 

“With respect to the allegations under section 3 of the 
interstate commerce act, the record shows that respondent 
does not effectively control the rates from Illinois to the north 
Atlantic ports and, therefore, can not be said by the pro- 
posed reductions to be creating preference of New Orleans and 
prejudice to the north Atlantic ports.” 


As to the position of Chicago grain interests the report 
says: 


The Chicago Board of Trade urges that the low rates of the trucks 
and barges are not peculiar to the competition of respondent in the 
movement of grain to New Orleans but extends to and adversely affects 
all the other railroads serving this territory, as well as the shippers lo- 
cated on those lines; that the proposed rates, if allowed to become ef- 
fective, will simply add to the existing demoralization; vastly increase 
the handicaps of other railroads, shippers, and markets, and vitally 
affect the interests of Chicago because that city draws its corn prin- 
cipally from Illinois. It contends that the suspended rates give an 
undue and unreasonable preference and advantage to New Orleans and 
subjects Baltimore and other Atlantic ports to an undue and unreason- 
able prejudice and disadvantage. The latter statement is based upon 
the fact that if the proposed rates become effective the rates to New 
Orleans will be, generally speaking, 10 cents under the rates to Balti- 
more, as compared to the present differential of 4 cents. 





Groceries to Willmar, Minn. 


A rate of 20 cents, minimum 10,000 pounds, on groceries 
and canned goods from Aberdeen, S. D., to Willmar, Minn.— 
proposed by Hyman Pikovsky, a motor common carrier doing 
business as Hyman Transportation Co.—has been found un- 
reasonable by the Commission, division 2, in I. and S. No. 
M-791, groceries, Aberdeen, S. D., to Willmar, Minn. The 
proposed rate was to have applied on approximately 212 com- 
modities listed under the general description of groceries and 
canned goods. 

The proposed rate, the Commission said, was 18.4 per cent 
of the first class rate of $1.09 between the two points on 
less-than-truckload shipments of certain items included in 
the grocery and canned goods lists. It was, the report added, 
about 40 per cent of the present rate of 51 cents, minimum 
12,000 pounds, from and to the same points on articles rated 
fourth class. 

The statement of the carrier that the proposed rate would 
yield more than sufficient revenue to cover operating costs 
could not be verified on the record, the Commission decided. 

“The suspended schedules can be justified only on the 
‘out-of-pocket’ cost or added traffic theory,” the report said. 
“Because of the probability that rates so made would result in 
a break-down of the rate structure, motor carriers have been 
permitted to establish them only in instances where it was 
necessary to meet rates of competitive agencies established 
on that theory. The rates of the motor and rail carriers on 
groceries and canned goods from Aberdeen to Willmar, as well 
as throughout the considered territory, are on a substantial 
parity.” 


Commodities in Atlantic States 


The Commission, by division 2, in I. and S. No. M-666, 
T. R. Monticue, commodities in middle Atlantic states, has 
found justified proposed increased rates on conduit pipe, in 
truckloads and less-than-truckloads, between Glendale, W. 
Va., and Baltimore, Md., New York, N. Y., Philadelphia, Pa., 
Washington, D. C., and Wilmington, Del., and points grouped 
therewith. The same finding was made as to proposed in- 
creased rates on petroleum and petroleum products, in con- 
tainers, minimum 10,000 pounds, from Baltimore to Pitts- 
burgh, Pa., and Clarksburg and Wheeling, W. Va. 

The Commission further found not unlawful proposed 
reduced rates on various other articles, in truckloads, less- 
than-truckloads and in any quantity, between points in Ohio, 
Pennsylvania and West Virginia, and points in Delaware, Dis- 
trict of Columbia, Maryland, New Jersey, New York and 
Pennsylvania, except as to certain items withdrawn from con- 
sideration or modified by respondents at the hearing. The 
excepted items were ordered canceled without prejudice to 
the filing of new schedules in conformity with the views ex- 
pressed by the Commission. In the latter connection, the 
Commission authorized the establishment of the rates pro- 
posed on plumbers’ goods, subject to a minimum of 10,000 
pounds. 

_ The respondent, T. R. Monticue, a motor common car- 
rier, filed the schedules, naming both increases and reduc- 
to correct departures from the Commission’s tariff circular 
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and other irregularities in two of his tariffs, both desig- 
nated as MF I. C. C. No. 1, according to the report. At the 
hearing, respondent stated he desired to withdraw or cance] 
item 2 of the tariff applying on beans, rice and soap, and that 
he had no desire to maintain any rates on those commodities. 
He also stated, according to the report, that rates in item 11 
on plumbers’ goods inadvertently were published to apply on 


any quantity but were intended to be subject to a minimum of 
10,000 pounds. 


Relief on Cottonseed Cake 


To meet existing water competition, the Commission has 
authorized the Missouri Pacific and other railroads to estab- 
lish and maintain an export rate not lower than 16 cents a 
hundred pounds, including handling, but not wharfage, on 
cottonseed cake, minimum 80,000 pounds, from Monroe and 
West Monroe, La., to New Orleans, La., and sub-ports, with- 
out observing the long-and-short-haul part of the fourth sec- 
tion. The relief was given in fourth section order No. 13767 
in a report by division 2 in fourth section application No. 
18002, cottonseed cake to New Orleans, La. 

The River Terminals Corporation and the New Orleans 
Joint Traffic Bureau appeared in opposition to the relief 
asked. River Terminals maintains a weekly service between 
New Orleans and West Monroe. It objected to the proposed 
rate on the ground that it was lower than necessary to meet 
existing water competition. Between New Orleans and West 
Monroe, River Terminals maintains a rate of $2.60 a net ton, 
or 13 cents a hundred pounds, on cottonseed cake, for export, 
minimum 300 tons. 

“It is asserted that the superior and more expeditious 
service rendered by the rail carriers, coupled with the privi- 
leges of reconsignment or diversion, lower minimum and other 
advantages not available in connection with shipments by 
water, will divert all of this traffic to the rail carriers,” said 
the report. 

River Terminals conceded that the railroads were en- 
titled to establish competitive rates on the traffic, but con- 
tended that in order for it to participate in the movements the 
rail rate should not be lower than 125 per cent of the barge 
rate, “which it asserts is the usual basis for all-rail rates es- 
tablished to meet water competition.” The New Orleans 
Joint Traffic Bureau also urged that a competitive rail rate 
on the traffic should not be lower than 125 per cent of the 
water rate. At the present time, the report said, an intra- 
state rate of 16 cents, minimum 40,000 pounds, applied over 
the Missouri Pacific from Monroe and West Monroe to New 
Orleans. The railroads proposed establishment of a rate of 
13 cents, minimum 80,000 pounds. 

Considering the superiority of rail transportation over 
water, the Commission said it was of the opinion that the 
competitive rail rate, including handling, but not wharfage, 
should not be lower than 16 cents, which was approximately 
125 per cent of the rate for like service by water. 


Rayon Yarn to Lawrence, Mass. 


A proposal of the Norfolk & Western and the Virginian 
to establish a reduced all-rail commodity rate of 75 cents, mini- 
mum 20,000 pounds, on rayon fibre or yarn, from Roanoke, 
Va., to Lawrence, Mass., has been found not justified by the 
Commission, division 2, in I. and S. No. 4681, rayon yarn, 
Roanoke, Va., to Lawrence, Mass. The suspended schedules 
have been ordered canceled on or before April 30. The rate, 
according to the report, was designed to meet motor truck 
competition. Opposition thereto was made by the Mason & 
Dixon Lines, Inc., the Middle Atlantic Motor Carrier Con- 
ference, Inc., and the Southern Motor Carriers’ Conference. 

According to the report, the routes over which the pro- 
posed rate would apply were those over which class rates 
between the points were applicable. 

The report said respondents proposed a reduction of 33 
cents under the present rate in order to obtain the traffic in 
competition with motor carriers. Protestants, according to the 
report, were strongly opposed to any further rate reductions 
on the traffic and asserted that there was no reason why the 
rail and motor carriers concerned, now that both were sub- 
ject to regulation, should not restore their rates to the normal 
first-class basis, except for the attitude of the rail carriers. 

“Protestants state,” says the report, “that the operation of 
the intermediate rule in connection with the proposed rate 
would not only cause sweeping reductions from and to inter- 
mediate points which no shippers or consignees have sought but 
that the proposed reduction, if established will break down 
even the present subnormal adjustment and compel the motor 
carriers to meet the reductions. They leave no doubt as to 
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their intention to do so, or publish even lower rates if neces- 
sary in order to retain the rayon traffic . . . Protestants regard 
the situation here considered as in the nature of an incipient 
rate war for which, in their opinion, there is no adequate 
justification, which can only have destructive results, and 
which they appeal to us to avert.” 

Respondents, the Commission said, were attempting to 
justify the initiation of a practice of making carload commodity 
rates on an article of relatively high value and risk of car- 
riage; which was of light traffic density and required more than 
ordinary care in handling; and which had long been included 
among the articles that for transportation purposes could 
properly bear rates on the classification basis. To depart from 
that basis by establishing lower commodity rates in reference 
to a particular movement, such as was here proposed, it said, 
would amount to a preference and break down the classification 
ipasis by the extension of reduced rates to other points that 
might be subjected to undue prejudice by the establishment 
of the proposed rate. The Commission said it was clear from 
the evidence before it that there was no general demand or 
necessity from a shipper standpoint for further reducing the 
rates on rayon. 

“Based on the experience of the past 10 years of competi- 
tion between the rail and motor carriers for this particular 
traffic,’ the Commission said, ‘‘it seems more than likely that 
the only result of this threatened rate war, if not checked, will 
be to accord whichever class of carriers transports it unduly 
low revenues from the traffic, which in the ordinary course 
would probably have to be supplemented by exacting a greater 
toll on some other class or classes of traffic which could less 
afford to bear it.” 


Central States Motor Rates 


Central territory motor carriers have been authorized by 
the Commission to reduce rates and ratings on automobile parts, 
drugs, medicines, chemicals, and toilet preparations, paper, 
and certain articles of rubber composition. Authority to make 
these reductions was given by the Commission, division 5, in 
its twelfth supplemental report in Ex Parte MC 21, central 
territory motor carrier rates. To give effect to its findings, the 
Commission modified its original report in the proceeding, 
8 M. C. C. 233, as subsequently modified. 

Action by the Commission was taken on petitions filed by 
the Central States Motor Freight Bureau, Inc., on behalf of 
motor carriers operating in central territory. No objections, 
the Commission said, were received to the granting of the peti- 
tions. The carriers were given authority to make the new rates 
effective on not less than five days’ notice. 

Ten separate proposals of the freight bureau were em- 
bodied in the report of the Commission. Nine of these were 
granted as asked, but in one the Commission, while prescribing 
most of the rates sought, ordered a change as to some of the 
proposed charges to avoid unjust discrimination to certain Wis- 
consin points. 

In the latter proposal, the bureau asked the Commission 
to permit the establishment of reduced commodity rates, 
minima 10,000 and 20,000 pounds, on straight and mixed ship- 
ments of approximately 60 articles composed in whole or in 
part of rubber or related to rubber manufacture or use from 
St. Marys, O., to destinations in central territory. The com- 
modities, in question, the Commission said, now were subject to 
rates, based on various minima, ranging from approximately 
35 to 95 per cent of first class. The proposed rates, the report 
said, were on approximately the same levels, distance consid- 
ered, as rates previously prescribed on the same articles from 
Akron, O., to points in central territory. New factories, it said, 
had been constructed at St. Marys, and it was desired to estab- 
lish rates from this point to known consuming points on ap- 
proximately the same basis as those maintained from Akron. 

‘The rates sought,” the Commission said, “subject to a 
minimum of 10,000 pounds are generally 52 per cent of the first 
class rates, and the rates sought subject to a minimum of 20,000 
pounds are generally 45 per cent of first class to other destina- 
tions. No reason, the report said, was given for rates to Wis- 
consin points, minimum 20,000 pounds, on a relatively higher 
basis than to destinations in other states. It does not appear 
that the higher level is justified by differences in operating 
conditions as the basis for the proposed rates, minimum 10,000 
pounds, is the same to all destinations. 

‘To avoid unjust discrimination to the Wisconsin points, 
the commodity rates, minimum 20,000 pounds, should be on the 
Same general basis to all destinations. We shall prescribe the 
rates sought except the rates, minimum 20,000 pounds, proposed 
to (1e Wisconsin destinations. To these points, we shall pre- 
Scribe minimum rates of 34 cents to Kenosha and Racine, 


cents to Milwaukee and West Allis, and 37 cents to Wau- 
esha.” 
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As to the other nine proposals, the Commission’s report 
recited what was asked for them, discussed each briefly, and 
authorized the rates proposed. 

At the same time, the Commission, division 5, entered 
another order in the proceeding reopening it for further hear- 
ings as to matters presented in petitions for modifications of 
outstanding orders. The matters in question are proposals of 
the Central States Motor Freight Bureau as contained in its 
fourteenth, sixteenth, eighteenth, twenty-first, twenty-sixth, 
twenty-eighth, twenty-ninth, thirtieth, thirty-fourth, and thirty- 
third petitions in the proceeding, as well as the petition of the 
Chicago-Milwaukee Motor Carriers, Inc., and the third petition 
of the Cleveland, Columbus & Cincinnati Highway, Inc. These 
petitions were set for hearing on April 9 at the Hotel Sherman 
in Chicago before Examiner T. B. Johnston. 


Reduced Rating on Bags 


A proposed reduced exception rating of fifth class on 
open-mesh fruit or vegetable shipping bags, made of cotton 
or water-proofed paper, in machine pressed bales, in less-than- 
carloads for application on interstate shipments over all-motor 
and motor-water routes between points in Florida, and between 
such points and Brunswick, Ga., has been found not unlawful. 
This was the determination made by the Commission, division 
2, in I. and S. No. M-269, rating on bags. 

The schedules were filed by common carriers by water and 
motor to become effective December 27, 1937. After suspen- 
sion by the Commission, the schedules were postponed vol- 
untarily until March 23, 1939, when they became effective. The 
respondents, the report said, canceled the suspended rating of 
fifth class—45 per cent of first class—on May 30, 1939, and 
established in lieu thereof an exception rating of 47 per cent 
of first class. No protest was lodged to the latter rating, but 
the issue was presented as to the lawfulness of the rating 
originally proposed. 

Protesting rail carriers and the Southern Motor Carriers 
Rate Conference contended that the normal classification basis 
was fourth class. The Commission, however, said that while 
the fifth class rating might be lower than the normal classifi- 
cation basis it had been maintained for several years and indi- 
cated that the rates, although depressed, were reasonably 
compensatory. 


Commodities to New York Harbor 


The Commission, by division 2, in I. and S. M-726, Con- 
necticut Motor Lines, Inc., commodities to New York Harbor, 
has found not shown to be less than minimum reasonable rates 
or otherwise unlawful, proposed reduced commodity rates on 
export, coastwise, and intercoastal shipments of iron and steel 
articles and mechanics’ tools from specified points in Con- 
necticut to New York Harbor points. The rates became effec- 
tive November 27, 1939. Schedules making the proposal were 
filed to become effective May 31, 1939, but were suspended 
until November 27 on protest of the Eastern Motor Freight 
Conference, Inc. The Connecticut points are New Haven, West 
Haven, Southington, Plantsville, Milldale and Southington. 


The rate proposed on iron and steel articles from New 
Haven and West Haven was 32 cents on quantities less than 
12,000 pounds. On the same commodities from the other 
origins, the proposed rates were 33 cents on shipments weigh- 
ing less than 14,000 pounds; 30 cents on a minimum of 14,000 
pounds; and 22 cents on a minimum of 20,000 pounds. The 
proposed rates on mechanics’ tools from Southington, accord- 
ing to the report, were 40 cents on shipments less than 14,000 
pounds; 30 cents, minimum 14,000 pounds; and 22 cents, mini- 
mum 20,000 pounds. The proposed rates on mechanics’ tools, 
it said, were intended to meet competitive rail rates on build- 
ers’ hardware from Southington to New York City. 

A witness for the protestant when asked by the examiner 
at the hearing whether protestant desired to offer evidence, 
according to the report, made the following statement: “I just 
came down to listen.” Because of the protest, which prot- 
estant did not attempt to support by affirmative evidence, the 
Commission said, respondent and the shipping public were de- 
prived of the benefit of the reduced rates in the suspension 
period. 


Commission Reports 
Corn 


Fourth section application No. 17686, corn from Chicago & 
Illinois Midland points, embracing also fourth section applica- 
tion No. 17688. By division 2. Applicants authorized by fourth 
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section order No 13758 to establish and maintain on corn, not 
including articles taking corn rates, from Parkland, Manito, 
Forest City, Bishop, Topeka, Eckard, Kelsey, Long Branch, 
Conover, Kilbourne, Oakford, and Atterbury, Ill, to New 
Orleans, La., and Mobile, Ala., for export, coastwise, or inter- 
coastal movement, in connection with a minimum of 80,000 
pounds, a rate not less than 17 cents a hundred pounds, ex- 
clusive of elevation charges where delivery of bulk corn is 
made through elevators, without observing the long-and-short- 
haul part of section 4. Temporary relief was authorized by 
fourth section order No. 13380. 


Sheet Steel Building Columns 


No. 28293, Union Metal Manufacturing Co. vs. A. T. & 
S. F. et al. By division 3. Ratings and rates, sheet steel build- 
ing columns, in less-than-carloads, from Canton, O., to points 
throughout the United States, found not unreasonable. Com- 
plaint dismissed. 


Piling 


No. 27901, Great Lakes Steel Corporation vs. Alton et al., 
embracing also No 27901, Sub. No. 1, Same vs. Belt Railway 
of Chicago et al. By the Commission. On reconsideration, 
findings in the prior report, 232 I. C. C. 597, that the rates on 
piling in multiple carloads from certain points in Oregon to 
Ecorse (Detroit), Mich., were unreasonable, affirmed. The 
Commission divided 5 to 4, with Chairman Eastman and Com- 
missioner Miller not participating. Commissioner Porter dis- 
sented for reasons stated when the case was before division 
2, 232 I. C. C. 597. Commissioners Lee, Mahaffie and Patter- 
son did not participate. In the prior report, division 2 found 
that rates of 85 cents a 100 pounds, charged on many ship- 
ments of piling in multiple carloads between the points men- 
tioned were unreasonable to the extent they exceeded 72 cents 
on the shipments made from November, 1935, to March 14, 
1936, and 78 cents on shipments made from February to April 
15, 1937, the contemporaneous rates on certain lumber articles 
described in the prior report. Reparation was awarded. In 
their petition for reconsideration, the Commission said, de- 
fendants contended that division 2 erred in finding that the 
principle announced in Arizona Grocery Co. vs. A. T. & S. F., 
284 U. S. 370, had no application, in failing to consider the 
findings in Hammond Lumber Co. vs. Southern Pacific, 156 
I. C. C. 731, and finding that the assailed rates unreasonable 
and awarding reparation. 


Bulk Corn 


No. 28267, James N. Russell and Russell Grain Co. vs. 
Atchison, Topeka & Santa Fe. By division 3. Applicable rates 
on three carloads of bulk corn from Rockwell City, Wieston, 
Alta, and Fonda, Ia., according transit at St. Joseph, Mo., and 
thence reshipped between December 31, 1934, and March 14, 
1935, inclusive, to DeSoto, Kan., and Tulsa, Okla., found to 
have been unreasonable. Waiver of collection of outstanding 
undercharges authorized. The Commission said the applicable 
rates of 26.5 cents to DeSoto and 31 cents to Tulsa were un- 
reasonable to the extent they exceeded 21 cents to DeSoto and 
25.5 to Tulsa. 


Abrasives 


Fourth section application No. 17817, crude artificial 
abrasives to Philadelphia, Pa. By division 2. Parties to 
Canadian National Railways (lines west Fort William, Ont., 
Armstrong, Ont., and east thereof) tariff I. C. C. No. E-366 
authorized in fourth section order No. 13760 to establish, over 
all-rail routes, in the season of open navigation from May 1 to 
November 30, a rate of $6.70 a long ton on aluminum oxide 
crude artificial abrasive, in packages or in bulk, minimum 
70,000 pounds, from Arvida, Que., to Philadelphia, Pa., without 
observing the long-and-short-haul part of section 4. The au- 
thority is subject to a 50 per cent circuity limitation. Tem- 
porary relief was given in fourth section order No. 13434. 


Scrap Iron and Steel 


Fourth section application No. 17939, scrap iron and steel 
to trunk line territory. By division 2. Carriers parties to 
Midvale Co. vs. Wheeling & Lake Erie, 231 I. C. C. 734, author- 
ized in fourth section order No. 13762 to establish rates, scrap 
iron and steel, over their long routes, from Zanesville, O., to 
Nicetown and Midvale-Nicetown (Philadelphia), Pa., from 
Martinsburg, W. Va., and Staunton, Va., to Johnstown, Pa., and 
from Goshen, Va., to Brackenridge, Pa., the same as those over 
direct lines or routes on a minimum of 44,800 pounds, without 
observing the long-and-short-haul part of section 4, the rates 
to be on the basis prescribed or approved in the case men- 
tioned. The relief is not to apply over any lines or routes 
except the line of the Pennsylvania from Martinsburg, W. Va., 
to Johnstown, Pa., that are more than 50 per cent longer than 
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the direct line or route. Temporary relief was granted in 
fourth section order No. 13503. 


Wrought Iron or Steel Pipe 


No. 28268, Amerada Petroleum Corporation vs. A. T. & &. 
F. et al. By division 2. Rates, wrought iron or steel pip, 
shipped in the years 1928 to 1932, inclusive, and 1935, from 
points in Arkansas, Kansas, Louisiana, Oklahoma, New Mexico 
and Texas, to destinations in those states, unreasonable to the 
extent they exceeded 35 and 38 per cent for single-line ard 
joint-line hauls, respectively, of the corresponding first class 
rates and differentials, wherever applicable, that were pre- 
scribed for application when the shipments moved, minimum 
36,000 pounds, based on distances computed in accordance with 
the formula prescribed in Prairie Pipe Line Co. vs. Arkansas 
Western Railway Co., 132 I. C. C. 56, 146 I. C. C. 149, 195 I. c, 
C. 486, and 213 I. C. C. 625. Reparation, with interest, awarded, 
In the majority of instances, according to the report, the charges 
were based on applicable commodity rates, and in other in- 
stances they were based on fifth class rates. 





Commission Motor Reports 


In MC 95136, Allen S. Yeatman, Templeman Crossroads, 
Va., contract carrier application, the Commission, by division 5, 
on finding applicant’s operation to be that of a common carrier 
has authorized operation as such in the transportation of pulp- 
wood, from points in Westmoreland, Essex, King George, and 
Richmond counties, Va., to Fredericksburg, Va., over irregular 
routes. Commissioner Lee concurred in part. 

In MC 89529, United Parcel Service of Pennsylvania, Inc., 
Philadelphia, Pa., contract carrier application, the Commission, 
by division 5, on further consideration, has further amended its 
findings in the prior report, 10 M. C. C. 83, as amended, so 
as to authorize transportation as a contract carrier of such 
commodities as are sold by retail specialty shops from such 
shops or warehouses thereof, in Philadelphia, Pa., to points in 
New Jersey, Delaware, Maryland, and the District of Columbia, 
with rejected shipments on return, over irregular routes. 

In MC 9770, Sub. No. 2, M. & M. Hauling & Distributing 
Co., New Jersey, N. J., extension—compressed gases, the Com- 
mission, by division 5, has authorized operation as a contract 
carrier of compressed gases, in cylinders, from Jersey City, 
N. J., to Plattekill, Modena, Gardiner, Hurleyville, Beacon, and 
Fishkill, N. Y., and points within 10 miles thereof, and of empty 
gas cylinders on return trips, over irregular routes. Issuance 
of a permit is conditioned on the ground that applicant comply 
with the requirements of sections 215 and 218 of the motor 
carrier act, with the Commission’s rules and regulations there- 
under, and with the requirements established in Contracts of 
Contract Carriers, 1 M. C. C. 628. 

In MC 31856, Chain Deliveries Express, Inc., New York, 
N. Y., broker application, embracing also MC 68893, Same, 
contract carrier application, the Commission, by division 5, on 
finding applicant to be neither a motor carrier nor a broker 
under the motor carrier act, has denied the applications. Ap- 
plicant sought a license authorizing operation as a broker in 
the transportation of general commodities in interstate or 
foreign commerce, or a permit or certificate authorizing con- 
tinuance of operation in the transportation of general com- 
modities between New York and all states and the District of 
Columbia. The Commission said that applicant’s operations, 
were, without a doubt, those of a forwarding company. In 
concluding that applicant was neither a motor carrier nor a 
broker, the Commission cited its decision in Acme Fast Freight, 
Inc., Common Carrier Application, 8 M. C. C. 211. Applicant's 
business, according to the report, merely relates to transporta- 
tion by motor vehicle which is performed by independent car- 
riers. Under contracts with certain chain stores, applicant 
offers a complete transportation service of small packages 
from store door to store door. It maintains terminals at 
Boston, Mass., Chicago, Ill., and four terminals in New York 
City, through which it handles all shipments. 

In MC 100429, Sub. No. 1, United Cartage Co., Ltd., Ander- 
son, Ind., common carrier application, the Commission, by di- 
vision 5, has authorized operation as a common carrier of malt 
beverages from Chicago, Ill., St. Louis, Mo., Louisville and 
Newport, Ky., Cincinnati, Columbus, and Cleveland, O., to 
specified points in Indiana, over regular and irregular routes, 
returning with empty containers, on compliance with sections 
215 and 217 of the motor carrier act. 

In MC F-1036, Frisco Transportation Co., purchase, Ozark 
Truck Lines, Inc., the Commission, by division 4, has authorized 
purchase by Frisco Transportation Co., of St. Louis, Mo., a sub- 
sidiary of the St. Louis-San Francisco Railway Co., of operat- 
ing rights and property of Ozark Truck Lines, Inc., of Spring- 
field, Mo. It is provided that if the authority granted is «*- 
ercised, the operating authority purchased from vendor shal! be 
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modified, coincident with such purchase, by excluding therefrom 
all irregular route operating rights and all rights to render 
service from or to, or interchange traffic at any point which 
is not a station on the railroad if such point is more than 10 
miles by highway from such a station. 

In MC F-1024, Milton J. and Harry D. Zabarsky, purchase, 
Harrison Edward Smith, the Commission, by division 4, has 
authorized purchase by Milton J. and Harry D. Zabarsky, of 
St. Johnsbury, Vt., dba St. Johnsbury trucking Co., of the 
operating rights and property of Harrison Edward Smith, of 
Barre, Vt., dba Smith’s Pioneer Motor Transportation. 

In MC 2222, Ray Elroy Riddle, Pennsboro, W. Va., common 
carrier application, the Commission, by division 5, has author- 
ized continuance of operation as a common carrier of household 
goods between points in Ritchie county, W. Va., on the one hand, 
and points in Maryland, Ohio, Pennsylvania, and West Virginia, 
on the other, over irregular routes. 

In MC 9223, William J. Hughes, Butte, Mont., common car- 
rier application, the Commission, by division 5, has authorized 
continuance of operation as a common carrier over irregular 
routes of household goods between points in Montana, on the 
one hand, and points in Idaho, Washington, and Utah, on the 
other. 

In MC 88413, Sub. No. 3, S. A. Markley, Denver, Colo., ex- 
tension, Ramah, Colo., the Commission, by division 5, has au- 
thorized operation as a common carrier of petroleum products, 
in bulk, in tank trucks, from Casper, Wyo., to a designated 
point near Ramah, Colo., over specified routes. 

In MC 89688, William Samet, New York, N. Y., contract 
carrier application, the Commission, by division 5, has author- 
ized operation as a contract carrier of new furniture from Han- 
over and Picture Rocks, Pa., to New York, N. Y., over specified 
routes, and from New York to points in Bergen, Hudson, Essex, 
Passaic, Morris, Somerset, Middlesex, Union, and Monmouth 
counties, N. J., over irregular routes, returning to points of 
origin with damaged, refused, and repossessed furniture. 

In MC 90992, William R. Green, Graceham, Md., common 
carrier application, the Commission, by division 5, has author- 
ized operation as a common carrier of coal from specified points 
in Pennsylvania to points in Frederick County, Md., over irreg- 
ular routes, and of fruit from Thurmont, Md., and points within 
10 miles thereof, to Washington, D. C., and empty containers 
in the reverse direction, over a specified route. Issuance of a 
certificate is authorized on compliance by applicant with the 
requirements of sections 215 and 217 of the motor carrier act 
and the Commission’s rules and regulations thereunder. 

In MC 30884, Sub. No. 1, Jack Cooper Transport Co., Inc., 
Kansas City, Mo., extension of operations, the Commission, by 
division 5, has authorized operation as a contract carrier of 
automobiles, trucks, chassis, bodies, cabs, unfinished automo- 
biles, all other automotive vehicles, and automobile parts and 
accessories, by truckaway and driveaway methods, in initial 
movements, from Kansas City, Mo., to points in Arkansas, Colo- 
rado, Oklahoma, Texas, and points in Iowa north of U. S. high- 
way 34, and in secondary movements, between points in 
Arkansas, Colorado, Oklahoma, Texas and points in Iowa north 
of U. S. highway 34, over irregular routes. The Commission 
said a permit would be issued on compliance by applicant with 
the requirements of sections 215 and 218 of the motor carrier 
act, with its rules and regulations thereunder, and with the 
requirements established in Contracts of Contract Carriers, 1 
M. C. C. 628. 

In MC F-829, R. G. Spitzer, Albuquerque, N. M., purchase, 
H. Howe, El Paso, Tex., embracing also MC F-887, R. G. 
Spitzer, purchase, Hedrick Truck Lines, Inc., Hot Springs, 
N. M., the Commission, by division 4, has authorized purchase 
by R. G. Spitzer, dba Rio Grande Truck Lines, of certain operat- 
ing rights and property of H. Howe, dba El Paso-Arizona Motor 


Freight Lines, and operating rights and property of Hedrick 
Truck Lines, Inc. 


Relief on Silo Material 


__ So as to permit mixture of related articles with silo mate- 
rial, the Commission, by division 2, by means of six supple- 
mental fourth section orders, has modified relief heretofcre 
granted on silo tile, silo blocks, or cement silo staves in western 
trunk line territory. The relief on silo tile, etc., was granted 
in connection with relief on brick and related articles. In con- 
nection with the relief it has prescribed a mixed carload rule. 

The mixed carload rule permits mixture with silo blocks 
or silo staves, clay, cement or concrete or clay silo tile, what 
are called accessories, such as concrete silo door frames, win- 
cow frames, glazed wooden windows, lumber, silo iron in coils, 
and galvanized ventilators. The list of accessories mentions 
about thirty articles. The rule provides that the weight of the 
accessories is not to exceed 20 per cent of the actual weight 
of the entire shipment. 
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On such mixed carloads, the rule says, freight charges 
will be assessed as follows: On the actual weight of the silo 
blocks or silo staves, clay, cement or concrete, or clay silo tile, 
the applicable carload rate and minimum weight. On the 
actual weight of the accessories 125 per cent of the rates pub- 
lished for application on silo blocks or staves will be applied. 
The rule says the weight of the accessories may be used to 
make up the minimum weight of the silo blocks, silo staves, 
or clay silo tile. 

The supplemental fourth section orders which make provi- 
sion for the mixing are: 

Fourth supplemental fourth section order No. 9384, brick 
and related articles in western trunk line territory; fourth sup- 
plemental fourth section order No. 11640, brick and drain tile 
from Omaha, Neb.; fifth supplemental fourth section order No. 
11016, brick and drain tile from Missouri River crossings; fourth 
supplemental fourth section order No. 10492, brick, related 
articles, and drain tile from Nebraska; fourth supplemental 
fourth order No. 12212, brick from Nebraska to Kansas and 
Missouri; and fourth supplemental fourth section order No. 
10444, brick to points in Nebraska, South Dakota and Minne- 
sota. 


Newsprint Demurrage Charges 


The Chronicle Publishing Co., publisher of the San Fran- 
cisco, Calif., Chronicle has brought a formal complaint, No. 
28446, against the Great Northern and Southern Pacific Co. 
about demurrage charges the railroads imposed on 48 car- 
loads of newsprint which was tied up on their lines in the 
1936 strike of longshoremen on the Pacific coast. The charges 
amounted to $2,399. In the course of the strike, the newspaper 
had consigned to it at San Francisco a cargo of newsprint from 
Sweden. Because of the strike, the traffic was lifted at Van- 
couver and New Westminster, British Columbia and dispatched 
by rail to San Francisco. Under an alleged threat of violence 
the striking longshoremen prevented delivery and unloading 
of the railroad cars. 

The complaint said the company sought the same relief 
that was granted by the Commission to petitioners in No. 
27217, Balfour, Guthrie Co, Ltd., et al. vs. Chicago, Milwaukee, 
St. Paul & Pacific. In that proceeding (see Traffic World, Dec. 
23, 1939, p. 1415). The Commission applied the principles it 
had used in disposing of the Chrysler sit-down demurrage 
strike case, 234 I. C. C. 755, so as to apply a demurrage charge 
of $1.20 a day on cars detained by the strike of longshoremen 
at Portland, Ore., and other Pacific ports. 

The demurrage charges complained of by the newspaper 
were based on a total of 743 days, consisting of 158 free (Sun- 
days and holidays) days, 172 days at $2 a day, 10 days at $4 
a day, and 403 days at $5 a day. 


COMMISSION ORDERS 


No. 28381, Houston Chamber of Commerce vs. A. T. & S. F. et al. 
Texas Interior Steel Fabricators Association and Wichita Chamber of 
Commerce permitted to intervene. 

No. 28416, Archer-Daniels-Midland Co. et al. vs. Alton et al. To- 
peka Chamber of Commerce and Topeka Traffic Association permitted 
to intervene. 

Finance No. 12306, Louisiana & Arkansas abandonment. Effective 
date of certificate issued under date of February 20, extended to May 1. 

MC 405, R. H. Michael and John Girard, common carrier application. 
Request of applicants for oral argument, denied. 

MC 2056, Charles J. Hopla and Curtis W. Clayton, dba Hopla Truck- 
ing Co., common carrier application. Request of applicants for oral 
argument, denied. 

MC 2309, Gillette Motor Transport, Inec., common carrier applica- 
tion. Request of applicant for oral argument and petition for further 
hearing, denied. 

MC 2401, Sub. 3, Motor Freight Corporation, common carrier ap- 
plication (between Indianapolis and Terre Haute, Ind.). Request of 
protestants, rail carriers in official classification territory and Central 
Freight Association territory, for oral argument, denied. 

MC 2607, L. F. Berry, common carrier application. Request of 
protestants, Interstate Common Carrier Council of Maryland and Joint 
Northeastern Motor Carrier Association, Inc., for oral argument, denied. 

McC 9259, Sub. No. 6, Bowen Motor Coaches, extension, Liberty, 
Tex. Request of protestants, Southwestern Greyhound Lines, Inc., and 
Airline Motor Coaches, Inc., for oral argument, denied. 

MC 11207, Sub. No. 3, Deaton Truck Lines, Inc., extension of op- 
erations. Horton Motor Lines, Inc., permitted to intervene. 

MC 28368, Sub. No. 1, F. Gilbert Congdon, common carrier applica- 
tion. Matter reopened for further hearing at time and place to be 
hereafter fixed. 

MC 48602, Sub. No. 2, Chicago, Rock Island & Pacific Railway Co., 
extension, between Herington and Hutchinson, Kan.; MC 48602, Sub. 
No. 3, Same, extension, between Eldon, Ia., and Trenton, Mo.; MC 
48602, Sub. No. No. 4, Same, extension, between St. Joseph, Mo., and 
Herington via Topeka, Kan.; MC 48602, Sub. No. 5, Same, extension, 
between Horton, Kan., and Fairbury, Neb. Brotherhood of Railroad 
Trainmen permitted to intervene. 

MC 60428, Sub. No. 1, Thomas E. Foley and Samuel Sheldon, dba 
Foley & Sheldon. Application dismissed on applicants’ request. 
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MC 70830, John F. Noble, dba Noble Transit Co., contract carrier 
application. Request of applicant for oral argument and petition for 
further hearing, denied. 

MC 94387, Harry Stein, common carrier application. Matter re- 
opened for further hearing at time and place to be hereafter fixed. 

No. 28428, Toledo Board of Trade vs. B. & O. et al. Board of Trade 

of City of Chicago and Port of New York Authority permitted to inter- 
vene. 
i MC 94411, Antti Nikander, common carrier application. Order dated 
: December 14, 1939, which by its terms denied the application herein, 
vacated and set aside. Matter reopened for further hearing at time 
and place to be hereafter fixed. 

MC 61004, Sub. No. 2, South Shore Bus Line Co. 
missed on request of applicant. 

MC 93196, A. E. Harrison, contract carrier application; and MC 
93196, Sub. No. 1, Same, extension of operations. Matter reopened for 
further hearing at time and place to be hereafter fixed. 

No. 28391, National China Co. vs. P. R. R. et al. 
missed on complainant’s request. 

Finance No. 12656, application of Henry A. Scandrett, Walter J. 
Cummings and George I. Haight, trustees of Chicago, Milwaukee, St. 
Paul & Pacific, for authority to construct a connecting track near 
Sponsler and operate over the so-called Bushrod branch in Indiana. 
Central Illinois Coal Traffic Bureau, Wisconsin Coal Bureau, Inc., and 
Illinois Coal Traffic Bureau permitted to intervene. 

No. 24641, Union Asphalt Co. vs. C. R. I. & P. et al. Order entered 
on March 21, 1933, as subsequently modified, further modified so as to 
permit defendants to file tariffs providing, in lieu of rates made in 
percentage relation to the first class rates prescribed or approved in the 
original report in Consolidated Southwestern Cases, 123 I. C. C. 203, 
as modified by supplemental reports to and including the twentieth 
in those proceedings, other rates from and to the points designated in 
said order made in percentage relation to the revised first class rates 
prescribed or approved 31n the twenty-first supplemental report in said 
Consolidated Southwestern Cases, as modified by the twenty-second and 
twenty-fourth supplemental reports therein. 

1. & S. No. 4721, meats, Oklahoma City, Okla., to Arkansas, Mis- 
souri and Tennessee. Order entered March 6, which was by its terms 
to become effective March 23, modified to become effective April 12, 
instead of March 23. 

Ex Parte MC 21, central territory motor carrier rates. Effective date 
of order entered August 3, 1938, as postponed by subsequent orders, 
further postponed to April 25 in so far as it prescribes the following: 
Rates on alcoholic liquors, minimum 15,000 and 20,000 pounds, from 
Lawrenceburg, Ind., to Canton, Cincinnati, Cleveland, Columbus and 
Toledo, O., and Detroit, Mich. 

No. 13535 et al., Consolidated Southwestern Cases. Order entered 
April 5, 1927, as since amended, further amended by providing for the 
application of 45 per cent of the April 8, 1937, first class rates increased 
under Ex Parte 123 as specifically set forth in petition filed by W. F. 
Knobeloch on behalf of southwestern lines defendants for approval 
under finding 27 and modification of prior findings and orders made 
and entered herein as to smoking tobacco and cigarettes, Durham, 
Reidsville, Winston-Salem, N. C., Petersburg, Richmond, Va., Louis- 
ville, Ky., and St. Louis, Mo., to Little Rock and Pine Bluff, Ark. 

No. 14880 et al., Consolidated Southwestern Cases. Order entered 
December 3, 1935, as since amended, prescribing ocean-rail, rail-ocean 
and rail-ocean-rail rates further amended so that so far as the same 
pertains to such rates on articles in carloads, produced or manufactured 
in the southwest or in Texas or Oklahoma differential territory, as 
severally defined in the proceedings, and shipped outbound therefrom, 
it shall become effective July 20, instead of April 20 as at present 
provided. 

Finance No. 12548, Yazoo & Mississippi Valley proposed abandon- 
ment. Proceeding assigned for further hearing at time and place here- 
after to be designated. 

MC 6981, W. H. Williams Freight Lines, Inc., common carrier 
application. Order of February 1, which by its terms denies the ap- 
plication herein, effective March 25, modified to the extent that such 
denial order is to become effective April 11. 

MC 20858, Sub. No. 2, James P. Hunter, dba James P. Hunter Trans- 
portation Co., contract carrier application. Rail carriers in official 
classification territory permitted to intervene. Exceptions to recom- 
mended order tendered by rail carriers in official classification territory 
for filing herein received. 

MC 30077, Monark Motor Freight System, Inc., common carrier ap- 
plication. Joint Northeastern Motor Carrier Association, Inc., per- 
mitted to intervene. 

MC 34712, J. L. Dean application. Matter reopened for further hear- 
ing before joint board No. 99, on April 12, at 10 o’clock a. m. (stand- 
ard time), at the Federal Building, Dothan, Ala. 

MC 72033, Interstate Magazine Hauling Corporation, common car- 
rier application. Joint Northeastern Motor Carrier Association, Inc., 
permitted to intervene. 

MC 72966, Independent Warehouses, Inc., broker application. Mat- 
ter reopened for further hearing at time and place to be hereafter fixed. 

MC 183, Sub. Nos. 2 and 3, Petroleum Transport Co. Orders entered 
January 5, in so far as they refer matters to Examiner A. J. Sullivan 
for hearing and for recommendation of an appropriate order thereon, 
accompanied by reason therefor vacated and set aside. Matter reopened 
and assigned for further hearing on April 5, at 10 o’clock a. m. (stand- 


ard time), at the Hotel Adelphia, Philadelphia, Pa., before Examiner 
A. J. Sullivan. 


Application dis- 


Complaint dis- 


PETITIONS FOR REHEARING, ETC. 

1. & S. No. 4366, New Orleans Public Belt Railroad switching and 
absorptions. New Orlears Public Belt Railroad asks that footnote on 
sheet 36 of report of division 2 herein be stricken from the report. 

Ex Parte MC 22, New England motor carrier rates. Rival Foods, 
Inc., asks addition of Cambridge, Mass., as a point of origin to Agent 
Bailey’s MF I. C. C. 34 and Agent Doebener’s MF I. C. C. 20, tariffs 
on groceries and related articles. 

Ex Parte MC 21, motor carrier rates in central territory. Central 
States Motor Freight Bureau, Inc., asks further modification of orders. 
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MC-F 1163, Red Arrow Freight Lines, Inc., lease, Willie O. Brown. 
Red Arrow Freight Lines, Inc., asks temporary authority for 180 days 
to transport commodities generally in interstate and foreign commerc« 
between Fort Worth, Tex., and Cleburne, Tex., under a lease agree- 
ment with Willie O. Brown, owner of said operating rights. 

MC-F 1161, Luper Transportation Co. of Oklahoma, purchase, K. M. 
Fisher, dba Fisher Truck Line. Luper Transportation Co. of Oklahom: 
asks temporary authority to operate the motor carrier properties sought 
to be acquired. 

1. & S. No. 4595, excursion fares for C.C.C. camp enrollees in the 
west. Respondents ask for a postponement until July 1 of the effective 
date of the order of June 16, 1939, as modified by subsequent orders. 

No. 28150, industrial sand within western Pennsylvania. Industrial 
Silica Corporation, Mesta Machine Co., United Engineering & Foundry 
Co., Allegheny-Ludlum Steel Co., Continental Roll & Steel Foundry 
Co., Erie Forge Co. and National-Erie Corporation ask Commission to 
vacate and set aside its order of November 8, 1938, instituting an in- 
vestigation into the rates and charges on sand in open top cars from 
Polk and Utica, Pa., to intrastate destinations in western Pennsylvania, 
and to dismissed the proceedings. 

1. & S. No. 4772, rosin, turpentine and pine oil, Hattiesburg and 
Laurel, Miss., to New Orleans, La., for export and coastwise movement. 
New Orleans & Northeastern asks reconsideration by entire Commission 
of its order of March 8, and that order be vacated and set aside and that 
tariffs be permitted to become effective without further delay. 

No. 28229, National Radiator Corporation vs. P. R. R. et al. De- 
fendants ask reopening for reconsideration, oral argument and/or oral 
hearing. 

Il. & S. No. 4698, cotton linters, Texas to Louisiana and Texas ports. 
Protestant, Port Commission of the City of Beaumont, Tex., asks re- 
consideration by entire Commission of decision of division 3. In a 
separate motion the Port Commission of the City of Beaumont, pro- 
testant, asks that the reply of the Galveston Chamber of Commerce, 
Galveston Cotton Exchange and Board of Trade and the Texas City 
Board of Trade to its petition for reconsideration by the entire Commis- 


sion of report and order of division 3 be stricken from the Commis- 
sion’s files. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 12749, Chestnut Hill Railroad Co. 
control, authorizing acquisition by the Reading Co. of control of the 
Chestnut Hill Railroad Co. by purchase of capital stock. Approved. 

Report and order in F. D. No. 12644, Arkansas Valley Railway, 
Inc., stock, authorizing issuance of not exceeding 1,093 shares of com- 
mon stock with par value of $100 a share in connection with the 
acquisition of the properties formerly owned by the Arkansas Valley 
Interurban Railway Co. Approved. 

Report and certificate in F. D. No. 12777, Due West Railway Co. 
abandonment, permitting abandonment as to interstate and foreign 
commerce, its entire line of railroad in Abbeville county, S. C. Approved. 

Report and certificate in F. D. No. 12771, Illinois Central Railroad 
Co. operation, authorizing the Illinois Central Railroad Co. to operate, 
under trackage rights, cver the Municipal bridge and approaches, 
crossing the Mississippi river between St. Louis, Mo., and East St. 
Louis, Ill. Approved. 


Class Rate Investigation 


All railroads, members of the Association of American 
Railroads, to the extent that orders of the Commission in No. 
28300, class rate investigation, 1939, and No. 28310, Consoli- 
dated Freight Classification, relate to them, and all members 
of the American Short Line Raliroad Association have asked 
the Commission to postpone indefinitely the date specified in 
each of the two orders dated January 9 as the date on or 
before which information called for is to be compiled and fur- 
nished to the Commission. The data required were to be 
furnished not later than April 15. 

The two associations say that a study of the orders has 
disclosed that with respect to some of their requirements 
compliance would be impractical and with respect to others 
would be unnecessarily burdensome. The request for indefinite 
postponement pointed out that, for example, the information 
called for with respect to the movement of traffic covered 12 
specified days in 1939. It said it was the view of the railroads 
that not only would such expense be avoided, but more satis- 
factory data would be obtained if a future rather than a past 
period were selected for the purpose of the test. The request 
also expressed the view that a shorter period would give a 
proper cross section of the traffic and meet the purposes of the 
Commission as well as would the 12-day period prescribed 
in the order and that better results would be obtained by a 
separate treatment of carload and less-carload traffic. 


TAX STATUS OF S. F. & N. V. 


The San Francisco & Napa Valley Railroad and its prede- 
cessor, the San Francisco, Napa & Calistoga Railway do not 
come within the terms of the exemption provisos of the railroad 
retirement act of 1937, the railroad unemployment insurance 
act, the carriers’ taxing act of 1937, and section 1 of the rail- 
way labor act, the Commission, division 3, has dceided in 
electric railway docket No. 11, in re: status of San Francisco 
& Napa Valley Railroad. The carrier operates approximately 
14 miles of electric railway from Napa through Napa Junction 
to Mare Island, Calif. 
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March 30, 1940 


Proposed Reports in I. C. C. Cases 


Railroad and Motor Transport 





Pick-Up and Delivery Operators 


Joint board No. 164, composed of Alex Grouchy, of Louisi- 
ana, in two cases, has recommended that the Commission deny 
certificates to motor operators who perform pick-up and de- 
livery services for railroads. His recommended denial is based 
on the conclusion drawn by him from Scott Bros., Inc., Col- 
lection and Delivery Service, 4 M. C. C. 551, that such an 
operator is subject to part I of the interstate commerce act 
and not to the motor carrier act. 

The recommendation was made by the joint board in MC 
89937, Harvey H. Huth, dba St. Charles Transfer Co., com- 
mon carrier application, and MC 18902, S. Jackson & Son, Inc., 
common carrier application, embracing also MC 89388, Same, 
contract carrier application, served March 23. The first men- 
tioned applicant operates in New Orleans, and between New 
Orleans and all points within 7 miles thereof. As to services 
other than for the railroads, the joint board pointed out that 
the operations would be in New Orleans and contiguous munic- 
ipalities which are not subject to regulation, such as requires 
authority from the Commission. In the other report, the ap- 
plicant sought a certificate or a permit authorizing operation 
as a common or contract carrier by motor vehicle from docks 
or warehouses to warehouses or freight depots in New Orleans 
and contiguous territory. 


Status of Pick-Up Carrier 


Applying the findings made by division 5 in Railway Express 
Agency, Inc., Determination of Status, decided December 27, 
1939, Examiner L. R. Conley in a proposed report in MC 92376, 
Raymond F. Sheridan, common carrier application, served March 
27, has recommended that the Commission find applicant’s 
operation as a common carrier by motor vehicle of general com- 
modities in the performance of collection and delivery service, 
within an area embracing Pawling, N. Y., railway express ter- 
minal district, for the Railway Express Agency, Inc., not subject 
to regulation under the motor carrier act. He proposed denial 
of the application. 

Applicant has been operating in collection and delivery 
service for the Railway Express Agency, Inc., since prior to 
June 1, 1935. The service, the examiner said, was one associated 
with a prior or subsequent express service by railroad, or partly 
by railroad and partly by water, within the Pawling railway 
express terminal district, which service the Railway Express 
Agency undertook to perform for the public with no charge 
being made for the service in addition to that applicable to such 
prior or subsequent express service. 

In the Railway Express case the Commission found that an 
operation similar to the one conducted in this case to be subject 
to the provisions of part I of the interstate commerce act, and not 
subject to the provisions of part II (the motor carrier act); and 
that authority for such operations was not required to be obtained 
from the Commission (see Traffic World, Jan. 13, p. 68). 

The case was handled under a modified procedure. Hearing 
may be had on request. Exceptions, if any, to the report, must 
be filed within 30 days from date of service. 


Motor Dairy Products Rates 


A general proceeding covering all common and contract 
motor carriers squinting at an adjustment of motor rates on dairy 
products in relation to all-rail rates on them, rather than approval 
of motor proportionals earning less than two cents a truck-mile, 
is suggested by Examiner C. J. Peterson in a recommended 
report in MC C-98, dairy products in the northwest and embraced 
cases, served March 27. The embraced proceedings are I. and S. 
M-452, dairy products, Minnesota and North Dakota to Illinois, 
Minnesota and Wisconsin, and I. and S. M-660, dairy products, 
Minnesota to Chicago, Ill. He made recommendations dealing 
with situations needing change before a general proceeding 
could be completed. 

_ In these cases the examiner deals with reduced motor rates, 
in the nature of proportionals, proposed for hauls, eastbound, by 
truck, supposed to be about equal to divisions paid by railroads 
out of joint rates on traffic from the near northwest to the At- 
lantie seaboard, made necessary by the refusal, according to the 
report, of railroads to become parties to joint rates between 


themselves and motor carriers. Shippers, according to the report, 
expressed the idea that that was the only way the motor carriers 
could meet the situation. The motor carriers proposed the rates 
yielding low earnings on the theory that because the preponder- 
ance of their traffic was westbound the eastbound traffic was in 
the nature of return loads, just the reverse of railroad traffic. 

In behalf of the railroads it was shown that they departed 
from the level of rates set by the Commission in National Poultry, 
Butter and Egg Association vs. A. & R., 192 I. C. C. 13, on account 
of motor competition. 

Some of the rates here considered, says the examiner, pro- 
duce truck-mile earnings of less than two cents, or a fraction of 
the truck-mile expenses indicated in annual reports to the Min- 
nesota commission. He pointed out that in Tallow from Tulsa, 
Okla., to Missouri, Illinois, Indiana and Kentucky, 19 M. C. C. 
751, the Commission found unreasonably low, rates on inedible 
tallow yielding minimum revenues of 8.8 to 11:8 cents, or con- 
siderably higher than the revenue yielded by many of the rates 
dealt with in this report. In the circumstances it seemed, said the 
examiner, clear that many of the rates proposed, would not even 
yield out-of-pocket costs. Assuming, said he, that the motor 
carrier rates to the concentration points should be related to the 
joint all-rail or joint rail-lake-rail rates, via the Great Lakes, 
from the points of shipment to the final eastern destinations, 
they should not return less than the out-of-pocket costs. In that 
connection, added he, it should be borne in mind that the rail 
carriers stated that only because of the compelling truck com- 
petition on all-rail traffic did they reduce their all-rail rates 
below the basis the Commission found reasonable by it in 214 
I. C. C. 727, Dairy Products from W. T. L. Territory to Official 
Territory. 

“The motor carriers now desire approval by the Commis- 
sion,” says Examiner Peterson, “of the low level of rates on 
dairy products which has resulted from cut-throat competition, 
simply because that level applies on return hauls.” 

That declaration is followed by the recommendation that 
the Commission institute a proceeding to adjust the motor rates 
herein considered in relation to the rail rates. He says: 


The record indicates that the basis of rates found to be reasonable 
maximum in 192 I. C. C. 13, supra, for application by rail, plus 5 cents 
per 100 pounds on account of the accessorial services charged for by 
the rail lines and not by the motor carriers, would not be too high for 
application by motor carriers between the same points. However a 
general adjustment of the rates here considered or a definite deter- 
mination of the relation that motor-carrier rates should bear to the 
all-rail rates should not be made without the Commission in a general 
investigation on its own motion adjusting the motor carrier rates on 
dairy products from all of the points considered in 192 I. C. C. 13, 
supra, and making respondents all of the common and contract motor 
carriers operating therefrom. That case should also be reopened with 
the view of entering an appropriate order against the rail carriers. 


By schedules filed to become effective September 1, 1938, and later, 
Agent A. F. Muehring proposed to establish for several motor carriers, 
hereinafter referred to as respondents, reduced rates on dairy products, 
viz.: Butter, eggs, cheese, dressed poultry, casein, dried and powdered 
milk, and buttermilk, from origins in Minnesota and North Dakota to 
points in Illinois, Minnesota, and Wisconsin. Upon protest of Agent 
Lou Hosking on behalf of motor carrier members of the Northwest 
Tariff Bureau, operation of the schedules was suspended under I. 
and S. M-452, Dairy Products, Minn. & N. D. to Ill., Minn. & Wis., until 
February 28, 1939, and respondents voluntarily postponed the effective 
date thereof until November 28, 1939, wffen they became effective. In 
Supplement 12 to Agent Muehring’s tariff MF-I. C. C. No. 15, partici- 
pation of several carriers parties to MF-I. C. C. No. 15 was cancelled 
and their rates published in their individual tariffs or in other agency 
issues. 

By order of October 22, 1938, the Commission instituted an investi- 
gation on its own motion into and concerning the lawfulness of the 
rates, charges, rules, regulations, and practices applicable to the 
transportation of the above-named dairy products and flaked milk from 
points in western Minnesota, North Dakota, and South Dakota, prin- 
cipally to Minneapolis, St. Paul, and Duluth, Minn., Superior and 
Milwaukee, Wis., and Chicago, Ill., published in Agent Hosking’s tariff 
MF-I. C. C. No. 154, and in Agent A. F. Muehring’s tariff MF-I. C. C. 
No. 15, and effective supplements thereto, except matter under sus- 
pension in I. and S. M-452, with a view of making such findings in the 
premises and prescribing such just, reasonable, and otherwise lawful 
rates, rules, regulations, and practices, if any, as the facts and cir- 
cumstances should appear to require. All common carriers by motor 
vehicle participating in the rates referred to were made respondents 
in this proceeding. By order of February 9, 1939, the order of in- 
vestigation was amended to include the reasonableness and lawfulness 
otherwise of rules, regulations, and rates on the said dairy products 
to the extent they are participated in by many specifically-named motor 
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carriers between the points named in the tariffs and effective sup- 
plements thereto. Most of the carriers named are or claim to be 
common carriers. A few are or claim to be contract carriers. The 
common carriers constitute the majority of common motor carriers serv- 
ing the states named. 

By schedules filed to become effective April 10, 1939, Agent Lou 
Hosking proposed to establish reduced less-than-truckload and truck- 
load so-called proportional commodity rates on dairy products from 
Minnesota points to Chicago, Ill., and Milwaukee, Wis. Upon protest 
of the Duluth Chamber of Commerce and certain rail carriers, the 
schedules were suspended under I. and S. M-660, Dairy Products, Min- 
nesota to Chicago and Milwaukee, until October 7, 1939, and respondent 
has voluntarily postponed the effective date thereof until April 4, 1940. 


Examiner Peterson said the evidence dealt principally with 
the relationship of the rates from western Minnesota, North 
Dakota and South Dakota to Duluth with those to Minneapolis 
and St. Paul, the Twin Cities, for movement beyond Duluth by 
lake-rail to eastern cities, and beyond the Twin Cities by rail- 
lake-rail to the same destinations, under I. and S. M-452. In 
a general discussion and in disposing of the proceedings before 
him the examiner said: 


Following 19 M. C. C. 460, supra, it is apparent that the adjustment 
of rates Twin Cities versus Duluth need readjustment, and that the only 
equitable way that readjustment should be made is on a mileage basis 
to Duluth and the Twin Cities. For example, it seems clear that the 
rates from Bemidji to Duluth and Minneapolis, 165 and 18 miles, re- 
spectively, should not be 10 cents. However, in view of the fact that 
the rates here considered involve only a portion of the territory con- 
sidered in 192 I. C. C. 13, supra, and rates from some points outside 
of the territory here considered are on a lower basis, a finding that 
respondents must at this time establish reasonable rates from the ori- 
gins here considered to Duluth and the Twin Cities would manifestly 
be unduly prejudicial not only to the producers in this territory, but 
also to the Duluth and Twin Cities interests. But under the existing 
rate situation, Duluth is unduly preferred from some points, and the 
Twin Cities from others. This situation should be remedied by adjust- 
ing the rates from points in North Dakota and Minnesota to WVuluth 
and the Twin Cities on a mileage scale, pending decision by the Com- 
mission in a general investigation upon its own motion, such as that 
hereinbefore suggested. 

In I. & S. No. M-452, the examiner finds that the proposed rates 
are unlawful to the extent that they are relatively lower, distance con- 
sidered, than the rates contemporaneously in effect from the same 
points of origin to Minneapolis and St. Paul, using the average dis- 
tances to the latter points, and that respondents should establish rates 
on dairy products from the same points of origin to Duluth, based on 
a mileage scale. 

In No. MC-C-98, the examiner finds that the rates on dairy products 
maintained by respondent from all points in North Dakota and Min- 
nesota covered by I. & S. No. M-452 and named in tariffs published 
by respondents in No. MC-C-98 from the same points of origin to 
Duluth, Minneapolis and St. Paul, are unlawful to the extent that they 
are relatively lower, distance considered, than the rates contempor- 
aneously maintained from the same points of origin to Duluth by re- 
spondents in I. & S. No. M-452, using the average distances to Min- 
neapolis and St. Paul, and that respondents should establish rates on 
dairy products from said points in Minnesota and North Dakota to 
Duluth, Minneapolis, and St. Paul, based on a mileage scale. 

In I. & S. No. M-660, the examiner finds that the proposed reduc- 
tion in minimum weight on eggs from 15,000 pounds to 2,500 pounds 
provided in column 2 of the suspended schedules, is lawful, but that 
the proposed reduction in minimum weight from 5,000 pounds to less 
than truckloads and the provisions in the other suspended items have 
not been shown to be lawful. 

These findings are without prejudice to the conclusions that may 
be reached in a more comprehensive proceeding that may be instituted 
by the Commission on its own motion. 


Proposed Reports 


Dry and Liquid Cement Compounds 


No. 28330, Tuco Products Corporation vs. Bush Terminal 
Railroad Co. et al. By Examiner Leland F. James. Applicable 
rates charged or sought to be collected, mixed carloads of dry 
cement flooring compound, in bags, and liquid cement mixing 
compounds (containing not to exceed 25 per cent magnesium 
chloride), in drums, from West Pullman (Chicago), Ill., to 
Coney Island (Brooklyn), N. Y., proposed to be found unreason- 
able. Reparation proposed on certain shipments and waiver 
of collection of outstanding undercharges recommended on 
others. The examiner said the only conclusion to be drawn 
from the evidence submitted was that the complainant was 
compelled to pay higher rates in certain instances due solely 
to defendants’ own mistake. He suggested that the Commis- 
sion find that the applicable rates of 53 cents and 58 cents 
charged on eight shipments were unreasonable to the extent 
they exceeded 42 and 46 cents respectively. Shipments in ques- 
sed were made between January 12, 1937, and August 17, 
1939. 


Petroleum Products 


No. 28321, Brown Garage & Oil Co., Inc., et al. vs. C. M. 
S. P. & P. et al. By Examiner Carl A. Schlager. Rates, petro- 
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leur products, from points in Kansas, Oklahoma, and Texas 
in the midcontinent field, group 3, to Bristol, Britton, Cresbard, 
Langford, and Vermilion, S. D., proposed to be found unrea- 
sonable. Reparation proposed. The examiner recommended 
that the assailed rates be found unreasonable to the extent they 
exceeded 44, 57, 62, and 62 cents on refined oils and 35, 45.5. 
49.5, and 49.5 cents on low grade oils from group 3 to Ver- 
milion, Bristol, Britton, Cresbard, and Langford, respectively. 
The defendants advised that since the rates prescribed by the 
Commission in Brownell Corporation vs. Atchison, Topeka & 
Santa Fe, 192 I. C. C. 89, 196 I. C. C. 638, and South Dakota 
Independent Oil Men’s Association vs. A. & S., 229 I C. C. 681, 


had been established the cause of the complaint had been re- 
moved. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Indiana (Gary)—MC 101096, Sub. No. 1, Construction 
Service Corporation, common carrier application. Examiner 
Virgil J. Livingstone. Served March 25. Denial recommended. 
Steel, piling, tile concrete forms, concrete, pipe, contractors 
equipment, tools, rigging, booms, winches, machinery, trans- 
formers, electrical equipment, lumber, logs, poles, boilers, and 
tanks, between Chicago, Chicago Heights, Kankakee and 
Peotone, Ill., South Bend and Hobart, Ind., and points located 
in Indiana, Illinois, and Ohio, the lower penisula of Michigan, 
and points in Wisconsin, south of La Crosse, Wis., points in 
Kentucky north of Owensboro, Ky., and points in Iowa east of 
Mason City, Ia., over irregular routes. 

Kentucky (Junction City)—-MC 100883, Sub. No. 1, Leslie 
Sanders, contract carrier application. Joint board 37. Served 
March 25. Permit recommended. Bakery products from Cin- 
cinnati, O., to Junction City, Ky., and empty bakery product 
containers on return trips, over a regular route. 

New York (Fredonia)—-MC 65626, Sub. No. 1, Thomas 
Deceilio, extension, seeds. Examiner B. Freidson. Served 
March 25. Certificate proposed. Seeds from Fredonia, N. Y., 
to points in Pennsylvania in the season from December 1 to 
April 30, and from points in Pennsylvania to Fredonia in the 
season from July 5 to December 31, over irregular routes. 

Kentucky (Elsmere)—-MC 503, Sub. No. 1, Dixie Traction 
Co., Inc., extension North Fort Thomas Ave.-Waterworks Ave. 
Joint board 37. Served March 25. Certificate recommended. 
Passengers, and newspapers in the same vehicle with pas- 
sengers, between Covert Run Pike and Waterworks Ave., over 
Fort Thomas Ave., in Fort Thomas, Ky., and between Wilson 
Road and Washington Ave., over Waterworks Ave., and Tenth 
St., in Newport, Ky. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Ilinois (Peoria)—-MC 100874, Charles Franklin Creamer, 
common carrier application. Examiner Virgil J. Livingstone. 
Served March 22. Denial of certificate proposed. Household 
goods between points in Illinois, and point in Illinois, Indiana, 
Iowa, Kansas, Kentucky, Michigan, Missouri, Ohio, Pennsyl- 
vania, and Wisconsin, over irregular routes. 

New York (Binghamton)—-MC 100871, Steven Kabanek, 
common carrier application. Examiner B. Freidson. Served 
March 22. Denial of certificate recommended. Specified com- 
modities between points in New York, New Jersey, Pennsy]- 
vania, Massachusetts and Connecticut, over irregular routes. 

Arkansas (Russellville)—-MC 100480, Sub. No. 1, D. W. Lee 
and Ray Lee, a co-partnership, dba Lee Brothers, contract car- 
rier application. Examiner U. E. Conlon. Served March 22. 
Permit proposed. Lumber from points in Pope county, Ark., to 
points in Missouri on and south of U. S. highway 40, points in 
Kansas on and east of U. S. highway 81 and on and south of 
U. S. highway 40, and points in Oklahoma on and east of 
Oklahoma highway 34; brick and tile from points in Sebastian 
and Hot Springs counties, Ark., to points in Oklahoma within 
a radius of 125 miles of Fort Smith, Ark.; sand and gravel 
from points in Sebastian and Crawford counties, Ark., to points 
in Adair, Cherokee, Haskell, Latimer, Le Flore, and Sequoyah 
counties, Okla.; and feed and meal from points in Missouri on 
and south of U. S. highway 40 and on and west of U. S. highway 
65 and points in Kansas and Oklahoma on and east of U. S 
highway 77, over irregular routes. 

South Carolina (Jefferson)—-MC 95998, H. C. Summers, 
dba Summers Truck Line, common carrier application. Ex- 
aminer W. W. McCaslin. Served March 22. Certificate recom- 
mended. Specified commodities between specified points in 
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North Carolina, South Carolina, and Georgia, over irregular 
routes. 

New York (Windsor)—MC 78982, Sub. No. 1, Richard W. 
Colpitts, extension— salt. Examiner B. Freidson. Served 
March 22. Certificate recommended. Salt, from Myers, N. Y., 
to points in Susquehanna county, Pa., with no transportation 
for compensation on return, over irregular routes. 

Massachusetts (Newton)—-MC 76180, Sub. No. 1, Clarence 
Oliver Ashforth, dba Clarence O. Ashforth, extension. Ex- 
aminer Frank Hand. Served March 22. Permit proposed. 
Specified commodities between points in New Jersey, Penn- 
sylvania, Connecticut, Rhode Island, New Hampshire, Vermont, 
New York and Maine, over specified routes. 

Mississippi (Jackson)—-MC 75839, Sub. No. 1, Magee Truck 
Lines, Inc., Clarksdale-Vicksburg extension. Joint board 4. 
Served March 22. Certificate recommended. General com- 
modities, with exceptions, between Clarksdale and Vicksburg, 
Miss., over U. S. highway 61, with service at all intermediate 
points south of Leland, Miss. 

Pennsylvania (Turtlepoint)—-MC 73716, Sub. No. 1, 
Marguerite E. Tubbs (Administratrix for the estate of Kenneth 
E. Tubbs), dba Tubbs Truck Transportation, extension of oper- 
ations. Examiner G. E. Proudley. Served March 22. Permit 
proposed. Specified commodities, from and to specified points 
in Pennsylvania, New York, New Jersey, Maryland, Delaware, 
and Ohio, over regular and irregular routes. 

Massachusetts (New Bedford)—-MC 71673, George Vigeant, 
dba G. Vigeant Trucking, contract carrier application. Joint 
board 18. Served March 22. Denial of permit proposed under 
the grandfather clause. General commodities, with exceptions, 
between Fall River, Mass., and Newport, R. I., and between 
Swansea and Marion, Mass., over regular routes, serving all 
intermediate and many off-route points. 

New Jersey (Hillsdale)—-MC 71420, Frank Schwarz, com- 
mon carrier application. Examiner G. E. Proudley. Served 
March 22. Certificate recommended. Continuance of opera- 
tion, horses, agricultural commodities, fertilizer, cinders, and 
cement blocks, between Hillsdale, N. J., and points in New 
Jersey and New York within 20 miles of Hillsdale, on the one 
hand, and points in Rockland, Orange, and Westchester coun- 
ties, N. Y., and points on Long Island, N. Y., on the other, over 
irregular routes. 

Washington (Seattle) —-MC 70863, Hamilton Trucking 
Service, common carrier application. Examiner William A. 
Maidens. Served March 22. Certificate recommended. Con- 
tinuance of operation, machinery and other heavy loading com- 
modities, between certain points in Washington, on the one 
hand, and Oregon, Idaho, and Montana, on the other. Excep- 
tions, if any, must be filed within 25 days from date of service. 

Nevada (Winnemucca) —MC 65175, George Pengelly 
Schmid, successor in interest to Elmo Recanzone, dba City 
Transfer, common carrier applications. Joint board 128. 
Served March 22. Denial of certificate or permit proposed 
under the grandfather clauses. General freight in Winnemucca, 
Nev., with occasional out of town trips; and ore and mining 
supplies within 100 miles of Winnemucca, over irregular routes. 
With respect to the transportation of ore and mining supplies, 
the joint board said that applicant had failed to show that 
existing transportation facilities were inadequate. Exceptions, 
if any, must be filed within 25 days from date of service. 

Vermont (Burlington)—-MC 54430, Philip H. Marcell, dba 
Marcell’s Motor Express, common carrier application. Ex- 
aminer M. D. Miller. Served March 22. Certificate proposed. 
Continuance of operation, general commodities, with exceptions, 
between Burlington, Vt., and New York, N. Y., over regular 
routes, serving specified intermediate and off-route points in 
Vermont, New York and New Jersey. 

Pennsylvania (Eddystone)—-MC 42934, Sub. No. 1, Walter 
W. Hilyard, extension—Essington-Annapolis. Joint board 74. 
Served March 22. Permit proposed. Electrical machinery and 
parts, between Essington, Pa., and Annapolis, Md., over irreg- 
ular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Missouri (Kansas City)—-MC 35334, Sub. No. 9, Cooper- 
Jarrett, Inc., extension—Aitchison, Kan. Examiner P. H. Daw- 
son. Served March 22. Dismissal of application for a certificate 
proposed at request of applicant. Dairy products, eggs, and 
dressed poultry from Aitchison, Kan., to specified points in 
Illinois, Indiana, Massachusetts, New Jersey, New York, Ohio, 
and Pennsylvania, over regular routes. 


New York (Milton)—-MC 34736, Sub. No. 1, Dirago Broth- 
ers, extension of operations—New Jersey. Examiner F. W. 
Denniston, Jr. Server March 22. Denial of certificate proposed. 
Specified commodities between Milton and Marlboro, N Y., on 
the one hand, and New York, N. Y., and Bound Brook, N. J., on 
the other, over irregular routes. 

Louisiana (New Orleans)—-MC 31825, Sub. No. 1, Mike 
Heck’s Delivery Service, Inc., Picayune extension. Joint board 
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28. Served March 22. Certificate proposed. Motion picture 
films, theatre equipment and advertising matter, and news- 
papers between New Orleans, La., and Picayune, Miss., and 
intermediate points; and packing house and dairy products and 
such merchandise as is dealt in by wholesale, retail and chain 
grocery and food business houses, and, in connection therewith, 
equipment, materials and supplies used in the conduct of such 
business, from New Orleans to Picayune and all intermediate 
points, over described routes. 

Oregon (Baker)—MC 30251, Sub. No. 1, Gordon Ray, ex- 
tension of operations. Joint board 81. Served March 22. 
Permit recommended. Petroleum products, in bulk, from Port- 
land, The Dalles, and Umatilla, Ore., to points in Malheur 
county, Ore., and Canyon and Ada counties, Ida., over irreg- 
ular routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

Vermont (Burlington)—-MC 20956, M. D. Perelman, cba 
Mayflower Supply Co., common carrier application, embracing 
also Sub. No. 2, Same, extension—Vermont. Examiner F. H. 
Schweickhardt. Served March 22. Denial of certificate pro- 
posed. Petroleum products, from Troy, N. Y., and all points 
within 20 miles thereof to points in Vermont, over irregular 
routes. 

Oklahoma (Shawnee)—-MC 15897, Roscoe Davis, common 
carrier application, embracing also Sub. No. 1, Same, mid-west 
extension. Examiner C. E. Simmons. Served March 22. Cer- 
tificate proposed. Continuance of operations, household goods, 
between points within the area of 135-mile radius of Shawnee, 
Okla., on the one hand, and points in Arkansas, Kansas, Louisi- 
ana, Missouri, Nebraska, New Mexico and Texas, on the other, 
over irregular routes. Denial of applications in all other re- 
spects proposed. 

North Carolina (Raleigh)—-MC 13300, Sub. No. 5, Carolina 
Coach Co., extension—Wilson-Greenville, N. C. Joint board 
103. Served March 22. Certificate proposed. Passengers and 
their baggage, and express mail and newspapers in the same 
vehicle with passengers, between Wilson and Greenville, N. C., 
over a regular route, serving the intermediate point of Farm- 
ville, N. C. The joint board also recommended that applicant 
be authorized to transport passengers and their baggage in spe- 
cial or charter service, from the territory served by its regular 
route, to any point in the United States. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

Oregon (Canyon City)—MC 4136, Sub. No. 2, Freda 
McNutt, executrix of estate of Louis Woldenberg, dba Biue 
Mountain Stage Co., extension of operations—John Day-Baker, 
Ore. Joint board 172. Served March 22. Certificate proposed. 
General commodities, with exceptions, between John Day and 
Baker, Ore., over a specified route, including service at inter- 
mediate points, subject to certain limitations, and serving cer- 
tain off-route points. Exceptions, if any, must be filed within 
25 days from date of service. 

Louisiana (New Orleans)—-MC 2579, Sub. No. 2, Alphonse 
Scariano, contract carrier application. Joint board 28. Served 
March 22. Denial of permit proposed. General commodities 
between New Orleans, La., and Kreole, Miss., over U. S. high- 
way 90, with service at certain intermediate points. 


New York (LeRoy)—MC 1558, A. W. Smith, dba Smith 
Truck Lines, common carrier application. Examiner James C. 
Cheseldine. Served March 22. Certificate proposed. Con- 
tinuance of operation, food products, and incidental thereto 
such materials and supplies as are used in the manufacture and 
distribution thereof, between specified points in New York, New 
Jersey, Pennsylvania, Ohio, Massachusetts, and Rhode Island, 
and household goods, between LeRoy, N. Y., and points within 
50 miles thereof, on the one hand, and points in New York, 
New Jersey, Pennsylvania, Ohio, Maryland, Connecticut, and 
Massachusetts, on the other, over irregular routes. 

West Virginia (Wardensville)—-MC 1539, Sub. No. 2, Inter- 
Mountain Transportation Corporation, extension of operations. 
Examiner L. A. Riegel. Served March 22. Certificate proposed. 
Specified commodities between points in West Virginia, District 
of Columbia, Virginia and Maryland, over described routes. 

Idaho (Silver City)—MC 100897, Fred W. Foster and 
Lawrence L. Siggelkow, dba Foster and Siggelkow, contract 
carrier application. Joint board 346. Served March 23. Permit 
proposed. Ore and concentrates from mines in the Silver City, 
Ida., area to certain Utah smelters; coal from Helper, Utah, 
mines to the Silver City area; and mining machinery equipment 
and supplies from Salt Lake City, Utah and Boise, Ida., to 
mines in the Silver City area. Exceptions, if any, must be filed 
within 25 days from date of service. 

Washington (Asotin)—-MC 100886, G. W. Clarneau, com- 
mon carrier application. Joint board 169. Served March 23. 
Certificate proposed. Agricultural commodities, wool, fuel- 
wood, used farm machinery, and live stock in truckloads be- 
tween points in defined areas of Idaho and Washington and 







































































758 






lumber from retail lumber establishments in defined areas of 
Idaho and Washington to farms and ranches in such areas, 
over irregular routes. Exceptions, if any, must be filed within 
25 days from date of service. 

Washingten (Seattle)—-MC 100569, Charles McArt and 
George E. Brown, a partnership, dba McArt Transfer Co., com- 
mon carrier application. Joint board 80. Served March 23. 
Certificate recommended. General commodities, in the per- 
formance of terminal collection and delivery service for line- 
haul motor carriers, between points within 3 miles of the cor- 
porate limits of Seattle, Wash., including Seattle. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

South Dakota (Aberdeen)—-MC 100231, Harold D. Dufloth, 
dba Security Warehouse Co., common carrier application. Joint 
board 230. Served March 23. Certificate recommended. Gen- 
eral commodities, in the performance of terminal collection 
and delivery service for line-haul motor carriers at Aberdeen, 
S. D. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

New Jersey (Trenton)—-MC 100198, W. C. Hillman & H. A. 
Wright, dba Hillman Transportation Co., contract carrier ap- 
plication. Joint board 67. Served March 23. Dismissal of 
application for a permit proposed at request of applicants. Gen- 
eral commodities between Trenton, N. J., on the one hand, and 
points in Pennsylvania within 25 miles of Trenton, on the other, 
over irregular routes. 

Washington (Tacoma)—-MC 95061, Clarence Okeson, dba 
Delivery Service Co., common carrier application. Joint board 
80. Served March 23. Certificate recommended. General 
commodities, in the performance of terminal collection and de- 
livery service for line-haul motor carriers, between points 
within 3 miles of the corporate limits of Tacoma, Wash., in- 
cluding Tacoma. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Rhode Island (Cranston)—-MC 94607, Charles Leo Fitz- 
patrick, dba Comstock Express, common carrier application. 
Joint board 232. Served March 23. Denial of certificate pro- 
posed on finding applicant’s motor carrier operations between 
points in Rhode Island not to be interstate or foreign commerce. 
Applicant sought a certificate to transport general commodities 
between Providence, East Providence, Pawtucket and Cranston, 
R. I., over irregular routes. Applicant, according to the report, 
does not need authority from the Commission to carry on his 
present operations. 

Rhode Island (Providence)—-MC 93422, Sub. No. 2, Nathan 
Slobodinsky, dba Nathan’s Express, common carrier application. 
Joint board 134. Served March 23. Certificate recommended. 
General commodities, with exceptions, in collection and delivery 
service at Providence, R. I., and between Providence, on the 
one hand, and Cranston, East Providence, Pawtucket, and John- 
son, R. I., on the other; and cotton piece goods from North 
Grosvernordale, Conn., and Webster, Mass., to Providence, over 
a specified route. 

Michigan (Elk Rapids)—-MC 92329, Mert Schuler, common 
carrier application. Joint board 76. Served March 23. Cer- 
tificate proposed. General commodities, with exceptions, be- 
tween Elk Rapids, Mich., and Traverse City, Mich., over U. S. 
highway 31. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 

New York (Binghamton)—-MC 89076, Sub. No. 2, Loretta 
Hughes Mitchell, extension—sugar—containers. Examiner B. 
Freidson. Served March 23. Permit recommended. Sugar 
from Philadelphia, Pa., to Binghamton, N. Y., and tin con- 
tainers, from Kingston, Pa., to Binghamton, with no transpor- 
tation for compensation on return. 

New Jersey (Newark)—MC 88808, Sub. No. 1, Parcel De- 
livery Service, Inc., extension—points within 20 miles of New- 
ark, N. J. Joint board 119. Served March 23. Certificate 
recommended. General commodities in packages, in motor- 
cycle traffic cars, over irregular routes, between Newark, N. J., 
on the one hand, and, on the other, points in New Jersey with- 
in 20 miles of Newark. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within 30 days from 
date of service. 

iNinois (Peoria)—-MC 77789, Truck Terminal Co. of Peoria, 
broker application. Joint board 149. Served March 23. Li- 
cense proposed. General commodities, with exceptions, from 
Peoria, East Peoria, Peoria Heights, Bartonville, and Pekin, 
Ill., to points in 38 states. 

New Jersey (Trenton)—MC 73396, Sub. No. 1, James F. 
Haymond, extension—automobile parts. Joint board 67. Served 
March 23. Denial of certificate proposed. Automobile parts, 
—_ Trenton, N. J., and Philadelphia, Pa., over U. S. high- 
way 1. 

New York (Albany)—-MC 60223, A. Filkins, Inc., com- 
mon carrier application. F. W. Denniston, Jr. Served March 23, 
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Dismissal of application for a certificate or permit proposed 
at request of applicant. General commodities and household 
goods between points in New York, New Jersey, Pennsylvania 
and Massachusetts, over irregular and regular routes. 

Arkansas (Waldron)—MC 52557, Sub. No. 1, Fred E. Har- 
ris, contract carrier application. Joint board 288. Served 
March 23. Permit recommended. Lumber from points in Le 
Flore County, Okla., to points in Arkansas and Missouri, over 
irregular routes. 

Washington (Seattle)—-MC 47842, Sub. No. 1, Hood Canal 
Auto Freight, Inc., extension of operations—Port Townsend 
and Port Angeles. Joint board 80. Served March 23. Cer. 
tificate proposed. Household goods and general commodities, 
with exceptions, between Seattle, Port Ludlow, Port Townsend, 
Port Angeles and Brinnon, Wash., over regular routes, serving 
specified off-route points and all intermediate points. Excep- 
tions, if any, must be filed within 25 days from date of service, 

Michigan (Grand Rapids)—-MC 41257, Sub. No. 1, North 
Star Line, Inc., Big Rapids-Mount Pleasant, Mich., extension. 
Joint board 76. Served March 23. Certificate recommended. 
Passengers and their baggage, and express, mail and newspapers 
in the same vehicle with passengers, between Big Rapids and 
Mount Pleasant, Mich., over Michigan highway 20, serving all 
intermediate points. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

New Jersey (Newark)—-MC 37417, Sub. No. 1, Charles 
Burnett Trucking Co., Inc., common carrier application. Joint 
board 42. Served March 23. Denial of application for a cer- 
tificate proposed under the grandfather clause. General com- 
modities, with exceptions, in New York, New Jersey and Penn- 
sylvania, over specified routes. 

Missouri (Kansas City)—-MC 35334, Sub. No. 10, Cooper- 
Jarrett, Inc., extension—Manhattan, Kan. Examiner P. H. 
Dawson. Served March 23. Dismissal of application for a certifi- 
cate proposed at request of applicant. Dairy products, eggs and 
dressed poultry from Manhattan, Kan., to specified points in 
Illinois, Indiana, Massachusetts, New Jersey, New. York, Ohio 
and Pennsylvania, over regular routes. 

New York (New York)—MC 23625, Eastern Transportation 
Co., Inc., contract carrier application, embracing also MC 59223, 
Same, common carrier application. Joint board 305. Served 
March 23. Certificate proposed. Continuance of operation, 
general commodities, with exceptions, between New York City 
and Chauncey, N. Y., and between New York City and Chaun- 
cey, on the one hand, and on the other, points within a speci- 
fied territory in New York and New Jersey, over irregular 
routes. Permit proposed. Continuance of operation, electrical 
household appliances, oil burners, refrigerators, refrigerating 
and air-conditioning equipment, between New York City, on 
the one hand, and points within specified territories in Con- 
necticut and New Jersey, on the other, over irregular routes. 
Holding by applicant of both a certificate and permit, the joint 
board said, would be consistent with the public interest. 

Pennsylvania (New Bethlehem)—-MC 22966, Sub. No. 1, 
Paul E. Shaffer, extension of operations. Examiner C. Garofalo. 
Served March 23. Denial of certificate recommended. Specified 
commodities between points in Pennsylvania and New York. 

Pennsylvania (Philadelphia)—-MC 10413, Sub. No. 1, James 
M. Naye—New Jersey area extension. Joint board 67. Served 
March 23. Certificate proposed. Sugar from Philadelphia, Pa., 
to points in New Jersey, over irregular routes. 

Ohio (Cleveland)—-MC 1503, Sub. No. 22, Central Grey- 
hound Lines, Inc., extension—Whitehall, Mich. Joint board 
76. Served March 23 Certificate recommended. Passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers, in the season extending gen- 
erally from May 15 to September 30, between points in 
Michigan, over a regular route. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

New York (Central Square)—-MC 100924, Roy C. Penoyer, 
contract carrier application. Examiner F. W. Denniston, Jr. 
Served March 26. Permit proposed. Lubricating oils and 
greases in packages from Bradford, Pa., to Syracuse, Theresa, 
and Heuvelton, N. Y., over irregular routes, with no transpor- 
tation for compensation on return. 

Washington (Asotin)—-MC 100875, George Malcom, com- 
mon carrier application. Joint board 169. Served March 26. 
Certificate recommended. Agricultural commodities, stock-salt, 
processed feeds, seed, hay, straw, livestock, and wool between 
points in Asotin, Garfield, Columbia, Walla Walla, Whitman 
and Spokane counties, Wash., and Nez Perce and Latah coun- 
ties, Ida., over irregular routes. Exceptions, if any, must be 
filed within 25 days from date of service. 

Kansas (Abilene)—-MC 100868, H. A. Veltman, dba Velt- 
man Freight Dock & Transfer, common carrier application. 
Joint board 52. Served March 26. Certificate proposed. Gen- 
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erai commodities, with certain exceptions, in the performance 
of collection and delivery service at Abilene, Kan., and between 
Abilene and points within three miles thereof. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

Kansas (Abilene)—-MC 100207, W. K. Wright, Sr., dba 
Wright Transfer, common carrier application. Joint board 52. 
Served March 26. Certificate recommended. General com- 
modities, with certain exceptions, in the performance of collec- 
tion and delivery service at Abilene, Kan. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

Michigan (Detroit)—-MC 96031, E. A. Baca, dba Spee Dee 
Cartage Co., contract carrier application. Joint board “76. 
Served March 26. Certificate recommended. General com- 
modities in pick-up and delivery service at Detroit, and includ- 
ing points within eight miles of Detroit, Mich., over irregular 
routes. 

Kansas (Garnett)—MC 95102, D. D. Richards, common 
carrier application. Joint board 52. Served March 26. Certifi- 
cate proposed. General commodities, with certain exceptions, 
in the performance of collection and delivery service at Garnett, 
Kan. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of srevice. 

idaho (Payette)—-MC 94989, Sub. No. 2, Frank Barrett, 
extension of operations, Idaho-Oregon. Joint board 6. Served 
March 26. Certificate recommended. Agricultural commodities 
and building materials between points in Baker, Union and 
northern Malheur counties, Ore., and Payette, Washington, 
Canyon and Gem counties, Ida., over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 

‘South Carolina (Columbia)—-MC 29148, Wade Hampton 
Hicklin, dba W. H. Hicklin Motor Freight Lines, common car- 
rier application, embracing also MC 18535, Osmond Alexander 
Hicklin, Saint Matthews, S. C., dba O. A. Hicklin, common 
carrier application. Examiner W. W. McCaslin. Denial of 
certificates proposed. In No. 29148, applicant sought a certifi- 
cate under the grandfather clause to transport general com- 
modities, with exceptions, between points in South Carolina, 
Georgia, Florida, North Carolina, Virginia, West Virginia, 
Maryland, and the District of Columbia. In MC 18535 appli- 
cant sought certificates to transport general commodities, with 
exceptions, between points in South Carolina, Georgia, North 
Carolina, Virginia, Maryland, Tennessee, Kentucky, Ohio, West 
Virginia, New Jersey, New York, Delaware, Pennsylvania, and 
the District of Columbia, over irregular routes. 

Washington (Bellingham)—MC 18725, Model Truck & Stor- 
age Co., Inc., common carrier application, Washington. Joint 
board 45. Served March 26. Certificate proposed. Household 
goods and machinery between points in Washington, on the one 
hand, and Portland, Ore., on the other, and of general com- 
modities between specified points within Washington under the 
grandfather clause. Exceptions, if any, must be filed within 
25 days from date of service. 

lowa (Webster City)—-MC 4657, Minnie K. Thierman, dba 
Webster City Truck Line, common carrier application. Exam- 
iner F. Roy Linn. Served March 26. Denial for want of prose- 
cution recommended. Household goods and general commodi- 
ties between Webster City, Ia., and vicinity, Des Moines, Ia., 
Chicago, Ill., Minneapolis and St. Paul, Minn., Kansas City 
and St. Louis, Mo., and Omaha, Neb., on the one hand, and 
points in Illinois, Iowa, Minnesota, Missouri, Nebraska, South 
Dakota and Wisconsin, on the other, over irregular routes. 

lowa (Ottumwa)—MC 842, Sub. No. 2, H. J. Willison, ex- 
tension of operations. Examiner H. J. Vinskey. Served March 
26. Permit proposed. Malt beverages from Peoria, IIl., to 
Albia, Ia., and of empty containers on return, over a regular 
route. 

Massachusetts (Salem)—-MC 94742, Michaud’s Bus Line, 
Inc., common carrier application. Examiner John P. McCarthy. 
Served March 26. Certificate proposed. Passengers, in round- 
trip charter operations beginning and ending at points in 
Massachusetts within 5 miles of Salem, Mass., including Salem, 
and extending to points in Maine, New Hampshire and Rhode 
Island, over irregular routes. 

_Maine (Bangor)—MC 94191, Lore M. Coffin, dba L. M. 
Coffin, common carrier application. Joint board 70. Served 
March 26. Certificate recommended. Such merchandise as is 
deait in by wholesale, retail, and chain grocery and food busi- 
ness houses from Bangor, Me., to Bucksport, Winterport, and 
Castine, Me., over specified routes with return movements of 
darmaged or rejected merchandise. 

Maryland (Baltimore) —MC 92257, Frank Russo, dba 
Frenk’s Transfer, common carrier application. Joint board 112. 
Served March 26. Certificate recommended. General com- 


mo cities, in the performance of collection and delivery service, 
Witiiin an area embracing Baltimore, Md., and points within 7 
Miles thereof. 


Modified procedure. Hearing on request. Ex- 
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ceptions, if any, must be filed within 30 days from date of 
service. 

New Mexico (Gallup)—-MC 89947, William Jenning Rucker, 
dba Rucker Transfer, common carrier application. Joint board 
87. Served March 26. Certificate proposed. General com- 
modities, with exceptions, in the performance of terminal col- 
lection and delivery service for line-haul motor carriers, at 
Gallup, N. M. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

New York (New York)—-MC 89575, William Kozlik, com- 
mon carrier application. Examiner C. I. Kephart. Served 
March 26. Denial for lack of prosecution proposed. Ma- 
chinery and safes between points in New York, Connecticut, 
Massachusetts, New Jersey, and Pennslyvania, over irregular 
routes. Applicant, the examiner said, should be required to 
cease and desist from any and all motor-vehicle operations 
that were unlawful under the motor carrier act. 

Idaho (Boise)—-MC 88757, Sub. No. 1, Forrest H. McClure, 
extension of operations. Joint board No. 6. Served March 26. 
Permit proposed. Shingles, posts, lumber and lumber products 
in truckloads, and cement, in truckloads, from certain points 
in Oregon to a defined area in Idaho, over described routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

Illinois (Cairo)—-MC 67464, C. R. Grindler, dba Cairo 
Freight Terminal, broker application. Joint board 149. Served 
March 26. Denial for want of prosecution proposed. Ap- 
plicant sought a license to arrange for the transportation of 
property as a broker at Cairo, Ill. 

South Dakota (Rapid City)—-MC 66686, Clifford Maurice 
Tucker, contract carrier application. Examiner John P. Mc- 
Carthy. Served March 26. Certificate proposed on finding 
applicant’s operations to be those of a common carrier. Con- 
tinuance of operation, oil, greases, acetylene and oxygen, in 
containers, and groceries, and tires, over a regular route, be- 
tween Denver, Colo., and Lead, S. D. 

New York (Watertown)—MC 65313, Marcy-Buck & Wins- 
low, Inc., common carrier application. Examiner F. W. Den- 
niston, Jr. Served March 26. Certificate recommended. Con- 
tinuance of operation, household goods, between Watertown, 
N. Y., and points within 25 miles thereof, on the one hand, and 
points in Connecticut, New Hampshire, New York, New Jersey, 
Pennsylvania, Maryland, Ohio, West Virginia, and Massachu- 
setts, on the other, over irregular routes. 

Oklahoma (Keota)—-MC 40084, A. B. Campbell, common 
carrier application. Examiner G. E. Sullivan. Served March 
26. Certificate proposed. Specified commodities from and to 
certain points in Arkansas, Kansas, Missouri, and Oklahoma, 
over irregular routes. 

Maine (Portland)—-MC 31440, Sub. No. 6, Maine Central 
Transportation Co., extension—Bingham to _ international 
boundary. Joint board 115. Served March 26. Certificate 
proposed. Passengers and their baggage, express, mail, and 
newspapers, in the season extending from May 1 to October 31, 
between Bingham, Me., and the international boundary be- 
tween the United States and Canada, serving intermediate 
points. 

Kansas (Wichita)—-MC 30605, Sub. No. 6, Santa Fe Trail 
Transportation Co., Oklahoma City extension, embracing also 
Sub. No. 9, Same, Blackwell-Ponca City extension. Joint 
board 88. Served March 26. Certificate recommended. Gen- 
eral commodities, with exceptions, between points in Oklahoma, 
over regular routes. 


Pennsylvania (Philadelphia)—-MC 60102, Joseph Love, con- 
tract carrier application, embracing also Sub. No. 1, Same, 
contract carrier extension—Alexandria, Va. Examiner Alfred 
B. Hurley. Served March 26. Permit proposed. Electric 
storage batteries and parts, and accessories therefor between 
Philadelphia, Pa., on the one hand, and points within 40 miles 
of the City Hall of New York, N. Y., Gloversville, Middletown, 
Patchogue and Poughkeepsie, N. Y., Trenton and Asbury Park, 
N. J., Waterbury, Conn., Wilmington, Del., Baltimore, Md., 
and the District of Columbia, on the other, and points within 
40 miles of the City Hall of New York, over irregular routes. 
Denial of applications in all other respects proposed. 


New Jersey (Lodi)—-MC 59193, Sub. No. 1, Fisher’s Ex- 
press, extension—Claymont, Del. Joint board 272. Served 
March 26. Certificate proposed. Extension of applicant’s 
present operation in MC 59193 for the purpose of serving Clay- 
mont, Del., in the transportation of general commodities, with 
exceptions. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Ohio (Middletown)—MC 101049, C. W. Van Horn and C. 
E. Van Horn, dba Miami Terminals, common carrier applica- 
tion. Joint board 117. Served March 27. Denial of certifi- 
cate proposed. General commodities, between points within 
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Middletown, O., and between points within 2 miles of Middle- 
town, on the one hand, and points within Middletown, on the 
other, over irregular routes. 

South Dakota (Sioux Falls)—-MC 100989, K. D. Frank, 
dba Frank Transfer, common carrier application. Joint board 
230. Served March 27. Certificate proposed. General com- 
modities, in the performance of collection and delivery serv- 
ice at and between Sioux Falls, West Sioux Falls, East Sioux 
Falls, South Sioux Falls, North Sioux Falls and Riverside, 
S. D., for line-haul motor carriers. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

Montana (Ekalaka)—-MC 100647, William E. Kirkwood 
and J. A. Kirkwood, dba Kirkwood Brothers, common carrier 
application. Examiner Herbert P. Haley. Served March 27. 
Certificate recommended. Various commodities in a certain 
described territory in Montana, North Dakota and South Da- 
kota, traversing highways in Montana, Wyoming, North Dakota 
and South Dakota. 

Missouri (Liberal)—-MC 100606, R. H. Compton, dba Comp- 
ton Truck Line, common carrier application. Examiner M. B. 
Driscoll. Served March 27. Certificate recommended. Coal, 
live stock, general commodities, with exceptions, and household 
goods, between specified points in Kansas. 

New Jersey (Lodi)—-MC 95990,, Joseph Tortorici, common 
carrier application. Examiner B. Freidson. Served March 27. 
Certificate recommended. Dresses from Lodi, N. J., to Has- 
brouck, N. J., over city streets, to Carlstadt, N. J., over New 
Jersey highway 2, to Weehawken, N. J., over New Jersey high- 
way 3, and to New York, N. Y., through the Lincoln Tunnel, 
and return over the same route with materials and trimmings 
therefore. 

Kansas (Abilene)—-MC 95925, W. S. Keller, dba Keller 
Transfer Co., common carrier application. Joint board 52. 
Served March 27. Certificate proposed. General commodities, 
with exceptions, in the performance of collection and delivery 
service within an area embracing Abilene, Kan., and points 
within 3 miles thereof. Modified procedure. Hearing on re- 


quest. Exceptions, if any, must be filed within 30 days from 
date of service. 


Nebraska (Falls City)—-MC 90563, Marvin Cudney, con- 
tract carrier application. Examiner Beverley S. Simms. Served 
March 27. Denial for want of prosecution proposed. General 
commodities between Falls City, Neb., and Kansas City, Mo., 
over regular routes, and from Falls City to Kansas City, St. 
Joseph, Mo., Topeka, Kan., and Omaha, Neb., over irregular 
routes. 

New York (Ovid)—-MC 90240, Harry Blew, common car- 
rier application. Examiner F. W. Denniston, Jr. Served March 
27. Denial for want of prosecution proposed. General com- 
modities between points in New York and Pennsylvania, over 
irregular routes. 


New Jersey (Somerville)—-MC 89480, C. Russell Sammis, 
common carrier application. Examiner C. I. Kephart. Served 
March 27. Denial of certificate recommended. Household 
goods between Somerville, N. J., and points in New York, Con- 
necticut, Rhode Island, Massachusetts, New Hampshire, Ver- 
mont, Pennsylvania, Delaware, Maryland and the District of 
Columbia, and rigging equipment and machinery to be in- 
stalled by applicant between Somerville and points in southern 
New York and Pennsylvania, over irregular routes. 


Washington (Seattle) MC 89294, F. H. Whitworth, Jr., W. 
H. Wright, and Alex Bryce, dba Canada-California Transport, 
common carrier application. Joint board 5. Served March 27. 
Denial of certificate proposed on finding evidence insufficient to 
enable the making of findings required by the provisions of 
section 207 (a) of the motor carrier act. Applicant sought a 
certificate to transport general commodities, with exceptions, 
between Los Angeles, Calif., and Port of Pacific Highway, 
Canada (Port of entry near Blaine, Wash.), over U. S. high- 
way 99, serving all intermediate points. The report said that 
the application stated that a partnership was formed on June 
10, 1938, in King county, Wash., consisting of Alex Bryce, F. 
H. Whitworth, Jr., and W. H. Wright. It also stated the pro- 
portion of interest of each in the partnership. On cross-ex- 
amination of one of the alleged partners, however, the report 
said, it was brought out that no partnership actually existed 
or ever did exist. In view of this, the report added, protestant 
rail and motor carriers moved for dismissal of the application 
on the ground that there was no application before the Com- 
mission in support of the application. No attempt, the joint 
board said, was made to amend the application. In the cir- 
cumstances, it said, it was of the opinion that the motion 
should be granted as it would not be possible to make the 
necessarv findings that applicant was fit, willing and able to 
perform the proposed service. Exceptions, if any, must be 
filed within 25 days from date of service. 

Arizona (Yuma)—MC 89198, Ed. D. Hodges, common car- 
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rier application. Joint board 47. Served March 27. Denial 
of certificate proposed. General commodities, between Yuma, 
Ariz., on the one hand, and points in Arizona and California 
within 25 miles of Yuma, on the other, over regular and ir- 
regular routes. Exceptions, if any, must be filed within 25 
days from date of service. 

California (Los Angeles)—-MC 89045, Jack Gonzales, dba 
Gonzales Truck Co., contract carrier application. Joint board 
75. Served March 27. Permit recommended. Pipe from Los 
Angeles Harbor, Calif., to Los Angeles, Calif., over Alameda 
Street and Avalon Boulevard, with no transportation for com- 
pensation in the reverse direction. Exceptions, if any, must 
be filed within 25 days from date of service. 

California (San Francisco)—-MC 78786, Sub. No. 38, Pa- 
cific Motor Trucking Co., Elko-Wells extension. Joint board 
128. Served March 27. Certificate recommended. General 
commodities, with exceptions, between Elko and Wells, Nev., 
over U. S. highway 40, serving all intermediate points and cer- 
tain off-route points located on the rail line of the Southern 
Pacific Co. Exceptions, if any, must be filed within 25 days 
from date of service. 

Oklahoma (Tulsa)—-MC 74075, Earl Wheeler, common 
carrier application. Joint board 170. Served March 27. Denial 
of permit or certificate proposed under the grandfather clauses, 
Heavy machinery, oil field equipment and supplies between 
points in Kansas, Oklahoma and Texas, over irregular routes. 

California (Upland) MC 68800, Sub. No. 1, Walter E. 
Allen, extension of operations. Examiner Allan F. Borroughs. 
Served March 27. Agricultural commodities and products, 
grape products, wines, brandy and cordials between points 
within 5 miles of U. S. highway 66 between Rialto and Upland 
and Los Angeles and Long Beach Harbors, Calif., over irreg- 
ular routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

California (Corning) MC 62151, Sub. No. 1, A. W. Hays, 
extension—lumber-lumber products. Joint board 75. Served 
March 27. Certificate proposed. Lumber and lumber products, 
between points in a specified territory in California, over ir- 
regular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Missouri (St. Louis)—-MC 59125, Sub. No. 1, Harry Wheat 
—first extension of operations. Joint board 135. Served March 
27. Denial of certificate proposed. Coal from points in Illinois 
to Missouri points defined in St. Louis, Mo., East St. Louis, 
Ill., Commercial Zone, 1 M. C. C. 656 and 2 M. C. C. 285, over 
irregular routes. 


Nebraska (Lincoln)—-MC 48958, Sub. No. 1, Rocky Moun- 
tain Lines, Inc., extension of operations. Examiner H. J. 
Vinskey. Served March 27. Denial of certificate proposed. 
Alcoholic liquors and high wines between Peoria, Ill., and Den- 
ver, Colo., over a specified route. 


IWinois (Belleville)—-MC 45579, Julius F. Seib, dba Seib 
Travel Bureau, broker application. Joint board 149. Served 
March 27. Denial for want of prosecution proposed. Appli- 
cant sought a license authorizing operation as a broker of 
passenger transportation at Belleville, Ill. 


Wisconsin (Janesville)—MC 45429, Arthur Ward, dba 
Ward Bros. Transfer & Storage Co., common carrier applica- 
tion. Examiner Herbert P. Haley. Served March 27. Cer- 
tificate proposed. General commodities, including household 
goods, in the performance of pick-up and delivery service for 
line-haul carriers by motor vehicle, at Janesville, Wis., and of 
household goods between points in Wisconsin, on the one hand, 
and Davenport, Ia., and points in Illinois, Michgian, Minnesota, 
and Indiana, on the other, over irregular routes. Denial of 
application in all other respects proposed. 

Oregon (Portland)—MC 44191, John G. Lundstrom and 
W. B. Lundstrom, dba Western Auto Express, broker applica- 
tion. Joint board 172. Served March 27. Denial for want of 
prosecution proposed. Applicant sought a license to operate 
as a broker in arranging for the transportation of general com- 
modities, in interstate or foreign commerce. Exceptions, if any, 
must be filed within 25 days from date of service. 


Nevada (Las Vegas)—-MC 30633, Sub. No. 1, Lee Spiers, 
dba Las Vegas—Needles, Phoenix Stage Line, extension, 
Needles-Phoenix. Joint board 47. Served March 27. Denial 
of certificate proposed. Persons, light express, mail and news- 
papers between Needles, Calif., and Phoenix, Ariz., over a 
regular route. Exceptions, if any, must be filed within 25 days 
from date of service. 

California (Los Angeles)—-MC 7318, Marr Freight Transit, 
Inc., common carrier application, embracing also MC 47403, 
Same, contract carrier application. Joint board 75. Served 
March 27. Certificate recommended. Continuance of opera- 
tion, general commodities, with exceptions, between Los Angeles 
and Long Beach Harbors, Calif., and points in described area 
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in and near Los Angeles, over irregular routes. Exceptions, if 
any, must be filed within 25 days from date of service. 

Nebraska (Nemaha)—MC 90136, Herman C. Barnes, com- 
mon carrier application. Examiner Beverley S. Simms. Served 
March 28. Certificate recommended. Specified commodities, 
between Fall City, Neb., and a defined area thereof, and St- 
Joseph, Mo., and Kansas City, Mo.-Kan., over irregular routes. 

California (Los Angeles)—-MC 89128, Clayton E. Lyster, 
common carrier application. Joint board 75. Served March 
98. Denial of certificate proposed. Scrap iron and steel, be- 
tween Los Angeles, Calif., and Los Angeles Harbor and Long 
Beach Harbor, Calif., over regular routes. Exceptions, if any, 
must be filed within 25 days from date of service. 

New Jersey (Jersey City)—-MC 89041, Sub. No. 1, Alfred J. 
Ferraro, common carrier application, extension of operations— 
Trenton. Joint board 67. Served March 28. Denial of certifi- 
cate proposed. Passengers and their baggage, and mail, ex- 
press, and newspapers in the same vehicle with passengers 
between Trenton, N. J., and Bristol, Pa., over a specified route. 

California (Sacramento)—MC 88957, Louis E. Smith, com- 
mon carrier application. Joint board 11. Served March 28. 
Denial of certificate proposed. General commodities between 
Sacramento, Calif., and Lakeview, Ore. Exceptions, if any, 
must be filed within 25 days from date of service. 

Pennsylvania (Milton)—-MC 81353, Martin M. Derr, con- 
tract carrier application. Examiner C. Garofalo. Served 
March 28. Permit recommended. Continuance of operation. 
Malt beverages, over a specified route, from Shamokin, Pa., to 
Binghamton, N. Y., and empty containers in return movement. 

Ohio (Cincinnati)—-MC 80510, Security Storage Co., com- 
mon carrier application. Examiner H. L. Hanback. Served 
March 28. Certificate recommended. Continuance of opera- 
tion, household goods, from and to points within Connecticut, 
Delaware, Illinois, Indiana, Iowa, Kentucky, Maryland, Mas- 
sachusetts, Missouri, Michigan, New Hampshire, New Jersey, 
New York, North Carolina, Ohio, Pennsylvania, Rhode Island, 
Tennessee, Virginia, West Virginia, Wisconsin, and the District 
of Columbia. ; 

New Jersey (Bridgeton)—-MC 75527, Milton L. Lahn, dba 
Lahn Motor Transportation, common carrier application. Ex- 
aminer M. D. Miller. Served March 28. Certificate proposed. 
Continuance of operation, general commodities, with exceptions, 
from Bridgeton, N. J., to New York, N. Y., Baltimore, Md., 
Philadelphia, Pa., Washington, D. C.; of the same commodities 
from New York City to Baltimore, Philadelphia, and Bridgeton 
and Vineland, N. J.; of glassware between Millville, N. J., on 
the one hand, and on the other, New York City, Philadelphia, 
Baltimore, and Relay, Md.; of glassware between Bridgeton 
and Vineland, N. J., on the one hand, and on the other, Tucka- 
hoe, N. Y.; of food products from Baltimore to Philadelphia, 
points in the New York commercial zone, Passaic and Union 
counties, N. J., and points in New Jersey south of Elizabeth, 
east of Trenton, and south and east of U. S. highway 1; and of 
prepared mustard from New York City to Washington and to 
points in New Jersey south of Elizabeth, east of Trenton, and 
south and east of U. S. highway 1, over irregular routes. 

Nebraska (Omaha)—MC 70470, Sub. No. 1, Film Transport 
Co., extension—films. Joint board 185. Served March 28. 
Certificate proposed. Motion picture films and accessories, in- 
cluding advertising matter, between Omaha, Neb., and Sioux 
Falls, S. D., on the one hand, and points in Iowa on and north 
of U. S. highway 20 and on and north of U. S. highway 71, 
and between Omaha and Sioux Falls, over irregular routes. 

Pennsylvania (Erie)—-MC 66736, Sub. No. 2, Stanley J. 
Mattis, extension of operations—flour. Examiner F. W. Den- 
niston, Jr. Served March 28. Denial of permit proposed. 
Flour, feed, and fertilizer, from Buffalo and North Collins, N. 
Y., to points in Pennsylvania, over irregular routes. 

California (Stockton)—-MC 46804, Overland Transfer Co., 
common carrier application, embracing also MC 47856, W. H. 
Sheets and Harley Higdon, dba Overland Transfer Co., common 
carrier application, and MC 47857, Overland Transfer Co., con- 
tract carrier application. Joint board 75. Served March 28. 
Certificate proposed. Continuance of operation, general com- 
modities, with exceptions, between Stockton, Calif., and points 
in Butte, Glenn, Yuba, Sutter, Colusa, Yolo, Placer, Sacramento, 
Eldorado, Amador, Calaveras, San Joaquin, Stanislaus, 
Tuolumne, Mariposa, Madera, Merced, Fresno, Kings, and 
Tulare counties, Calif., and canned goods from Stockton, to 
Oakland and Alameda, Calif., over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 


California (San Francisco)—MC 83482, San Francisco 
Warehouse Co., broker application. Joint board 75. Served 
March 28. Denial of license proposed on finding that applicant 
had failed to establish that its operations had been or were 
those of a broker under the motor carrier act. Applicant sought a 
license authorizing continuance of operation as a broker in 
arranging transportation of general commodities, with excep- 
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tions, in interstate or foreign commerce. The joint board said 
that in view of the fact that applicant’s operations in interstate 
or foreign commerce were those of a warehouseman, for which 
the authority sought was not necessary, or as a motor carrier, 
a broker’s license need not be granted. Exceptions, if any, 
must be filed within 25 days from date of service. 

North Dakota (Robinson)—-MC 100879, Lawrence Knarr, 
common carrier application. Joint board 24. Served March 
28. Certificate proposed. Live stock between points within 
a 25-mile radius of Robinson, N. D., on the one hand, and 
South St. Paul and Newport, Minn., on the other, over irregular 
routes. 

Rhode Island (Providence)—-MC 100744, Anna Marsella, 
common carrier application. Joint board 134. Served March 
28. Certificate recommended. Such equipment, materials, and 
supplies as are used in road building between all points in the 
territory composed of Rhode Island, Connecticut, east of Con- 
necticut highway 32, and that part of Massachusetts within 
20 miles of the Rhode Island-Massachusetts state line, over 
irregular routes. 

Rhode Island (Providence)—-MC 100674, Turnia Tartag- 
lione, common carrier application. Joint board 134. Served 
March 28. Certificate proposed. Such equipment, materials 
and supplies as are used in road building between all points 
in the territory composed of Rhode Island, Connecticut, east of 
Connecticut highway 32, and that part of Massachusetts within 
20 miles of the Rhode Island-Massachusetts state line, over 
irregular routes. 

Connecticut (Greenwich)—-MC 100632, Jessie A. DeVoretz, 
common carrier application. Examiner B. Freidson. Served 
March 28. Certificate recommended. Packages and parcels of 
merchandise between points in the territory comprising Fair- 
field County, Conn., and Westchester, N. Y., within 25 miles 
of Greenwich, Conn. 

Rhode Island (Warren)—MC 100124, Michael Diodati, com- 
mon carrier application. Joint board 134. Served March 28. 
Certificate proposed. Such equipment, materials, and supplies 
as are used in road building between all points in the territory 
composed of Rhode Island, Connecticut, east of Connecticut 
highway 32, and that part of Massachusetts within 20 miles 
of the Rhode Island-Massachusetts state line, over irregular 
routes. . 

Arkansas (Malvern)—MC 96025, Dewell William Hoskins, 
dba Hoskins’ Motor Service, contract carrier application. Ex- 
aminer W. R. Frizzell. Served March 28. Permit recom- 
mended. Lumber from points in Hot Spring, Clark, Dallas, 
and Grant counties, Ark., to points in Missouri, on and south 
of U. S. highway 60, Kansas City, Mo., Memphis, Tenn., and 
— in Tennessee within 10 miles of Memphis, over irregular 
routes. 

Louisiana (New Orleans)—-MC 95734, Joe Tedesco, dba 
Tedesco Cartage, common carrier application. Joint board 
164. Served March 28. Certificate proposed. General com- 
modities, with certain exceptions, in the performance of collec- 
tion and delivery service between points within seven and one- 
half miles of, and including, New Orleans, La. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 


Maine (Lewiston)—-MC 95238, Alcide Dumais, Arthur J. 
Dumais, Sr., and Roland Dumais, a partnership, dba Arthur J. 
Dumais, Jr., and Brothers, common carrier application. Joint 
board 115. Served March 28. Certificate recommended. Pas- 
sengers and their baggage in a seasonal operation extending 
from May 15 to October 31 between Lewiston, Me., and an 
unnamed point on the international boundary between the 
United States and Canada, about 17 miles north of Jackman, 
Me., on U. S. highway 201, over a specified route. 


California (Covina)—-MC 95169, Ben F. Hepner, contract 
carrier application, embracing also MC 95169, Sub. No. 1, 
Same, Examiner Allan F. Borroughs. Served March 28. Per- 
mit proposed. Oranges from Covina, Calif., to Los Angeles and 
Long Beach Harbor, Calif., over irregular routes. The joint 
board found that proposed transportation by the applicant of 
fertilizers from Los Angeles and Long Beach Harbor, Calif., 
was an intrastate operation and not subject to provisions of 
the motor carrier act. Exceptions, if any, must be filed within 
25 days from date of service. 


New Jersey (Jersey City)—MC 93207, Tar Asphalt Co., 
Inc., contract carrier application. Examiner G. E. Sullivan. 
Served March 28. Permit proposed on finding that applicant’s 
operation was that of a contract carrier. Coal tar products, 
asphalt, road oils, emulsions and coalkote from certain points 
in New Jersey and Pennsylvania to specified points in Connecti- 
cut and Pennsylvania and to certain points and counties in New 
Jersey and New York, over irregular routes. 

California (Oakland)—-MC 92508, B. L. Stebbin, dba West 
Coast Trucking Co., common carrier application. Joint board 
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75. Served March 28. Denial recommended. General com- 
modities in interstate and foreign commerce between San Fran- 
cisco Bay points in California and Los Angeles Harbor, Calif., 
over irregular routes. Exceptions, if any, must be filed within 
25 days from date of service. 

Pennsylvania (Philadelphia)--MC 21576, Sub. No. 2, 
Schultz Refrigerated Service, Inc., common carrier application. 
Examiner U. E. Conlon. Served March 28. Certificate pro- 
posed. Frozen fruits and vegetables from Bridgeton, N. J., to 
New York, N. Y., Wilmington, Del., Baltimore, Md., Washing- 
ton, D. C., and points in Pennsylvania east of U. S. highway 
15; and such commodities as require refrigeration and empty 
containers between Philadelphia, Pa., Wilmington, Del., Balti- 
more, Md., and Washington, D. C., over irregular routes. 

California (Mountain View)—MC 16951, C. & M. Trucking 
Co., common carrier application, embracing also MC 16951, 
Sub. No. 1, C. & M. Trucking Co., extension, California. Joint 
board 75. Served March 28. Denial of applications proposed. 
General or specified commodities between points in California. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

California (San Francisco)—-MC 83907, Haslett Warehouse 
Co., broker application. Joint board 75. Served March 28. 
Denial recommended. Operation as a broker in arranging 
transportation by motor vehicle of general commodities, except 
live stock and liquids in tank trucks in interstate and foreign 
commerce. 

California (Oakland)—-MC 36756, Aetna Shipping Co., Inc., 
dba Yellow Shipping Van Co., common carrier application, 
embracing also MC 76608, Aetna Shipping Co., Inc., broker 
application. Joint board 75. Served March 28. Applications 
proposed to be denied, on a finding that the operations of the 
company neither were those of a common nor a contract car- 
rier. Applicant sought a certificate or a permit under the 
grandfather clause authorizing continuance of operation as 
either a contract or a common carrier of household goods to 
various unnamed points, and a license authorizing operation 
as a broker for the purpose of arranging transportation by 
motor vehicle of household goods in interstate or foreign com- 
merce. The examiner found Acme Fast Freight, Inc., common 
carrier application, 8 M. C. C. 211 controlling in his recom- 
mendations. Exceptions, if any, must be filed within 25 days 
from date of service. 


Care of Displaced Labor 


Five railroad labor organizations, in No. 28000, Sub. No. 
26, proposed modification of signal systems or devices by the 
Pennsylvania, have protested against the ruling of Commis- 
sioner Patterson and Examiner Homer C. King that the Com- 
mission is barred by law from considering in connection with 
changes which would throw men out of work, testimony bear- 
ing on the so-called economic phase of the matter. 

At a hearing on the subject it was ruled that questions 
as to whether the Pennsylvania had taken any steps toward 
taking care of men who would be thrown out of work had 
nothing to do with this case. An attorney for the labor organ- 
izations took an exception with the view to appealing from 
that ruling to the entire Commission. Commissioner Patter- 
son in ruling on the point said the question of employment 
was not involved in the case. 

Installation of centralized traffic control between Macks- 
ville, Ind., and Casey, Ill., approximately 33 miles, would throw 
21 telegraph operators out of employment. 

The protesting labor organizations, in addition to asking 
the Commission to rule on whether economic testimony is or is 
not admissible in such cases, argue that dismissal compensa- 
tion as a special treatment for technological unemployment 
such as is in prospect by reason of the proposed change, should 
be established in addition to unemployment insurance. Unem- 
ployment insurance, they argued, was proposed for more gen- 
eral functions and did not adequately serve to palliate the 
effects of permanent displacement such as here would result. 

The protesting labor organizations are the Brotherhood of 
Locomotive Engineers of Indiana, Brotherhood of Locomotive 
Firemen & Enginemen of Indiana and Illinois, Brotherhood 
of Railroad Trainmen of Indiana, Railroad Conductors of In- 
diana, and the Order of Railroad Telegraphers. 


SIGNAL SYSTEMS 


The Northern Pacific; and Pennsylvania, lessee of Elmira 
& Lake Ontario, have filed applications with the Commission 
for approval of proposed modifications of signal systems or 
devices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission in writing within 15 days from March 27. 

_ The Pennsylvania; and Baltimore & Ohio have filed appli- 
cations with the Commission for approval of proposed modifi- 
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cation of signal systems or devices under paragraph (b) sec. 
tion 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from March 25. 

The New York, New Haven & Hartford; and Reading Co, 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b) section 26 of the interstate commerce Act. Any 
interested party desiring hearing should advise the Commission 
in writing within 15 days from March 22. 

The New York, New Haven & Hartford; Panhandle & 
Santa Fe; and Providence, Warren & Bristol have filed appli- 
cations with the Commission for approval of proposed modifica- 
tion of signal systems or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party desir- 
ing hearing should advise the Commission in writing within 15 
days from March 23. 


NORTH WESTERN SIGNAL HEARING 


Hearing was held at Chicago March 25 before Commis- 
sioner Patterson and Examiner King, in No. 28000, Sub. No. 
29, application of the Chicago and North Western for approval 
of a proposed modification of signal systems or devices, involv- 
ing eleven miles of single track between Siemens and Wake- 
field, Mich., on the road’s Ashland division, which line is used 
for iron ore traffic, principally between April 15 and late fall. 
In the ore season a manual block signal would be used for 
trains moving in opposite directions, under the proposal, while 
for trains moving in the same direction, time spacing would be 
used, as is used for all movement in winter months. E. Jordan, 
appearing for the Order of Railway Conductors, which had 
protested the proposal, asked J. E. Garvey, trainmaster of the 
Ashland division, about responsibility of conductors for the 
safety of their trains, but did not state specifically the basis 
of his objection. No objection had been advanced by conductors 
working the route under discussion, W. A. Kraemer, assistant 
general superintendent of the railway, said. 


FINANCE APPLICATIONS 


MC F-1174, Gulf Transport Co., Mobile, Ala., ask authority to pur- 
chase certain properties of W. B. Crane, dba Crane Transportation Co., 
Mobile, Ala. The application said that 97 per cent of the stock of Gulf 
Transport was owned by the Gulf, Mobile & Northern railroad, which 
was merged with the Mobile & Ohio into the Gulf, Mobile & Ohio. The 
latter has pending an application to acquire control of Gulf Transport. 

MC F-1172. Rocky Mountain Lines, Inc., Lincoln, Neb., asks au- 
thority to purchase the operating rights of McMaken Transfer Co. 

MC F-1173. Western Auto Transports, Inc., Chicago Heights, IIl., 
asks authority to purchase certain operating rights and properties of 
the Contract Trucking Co., Inc. By a petition accompanying the ap- 
plication, applicant asks authority to lease the rights and properties 
for a temporary period not exceeding 180 days pending disposition of 
the application. 

Finance No. 12812. Los Angeles & Salt Lake Railroad Co., and 
Union Pacific ask authority to operate under trackage rights over a 
portion of the single track line of the Utah-Idaho Sugar Co., approxi- 
mately 1.03 miles; over a single main track of the Tintic branch of 
the D. & R. G. W., less than one-half mile; and over certain side and 
industrial trackage owned by the D. & R. G. W., and the Salt Lake & 
Utah Railroad Corporation, and used in connection with serving the 
plant of the Utah-Idaho Sugar Co., approximately 1.59 and 0.50 miles, 
respectively. All the mentioned trackage is located at Spanish Fork, 
Utah. Applicants also ask authority to construct and operate a set- 
out track and the necessary trackage connections between ‘“‘its own 
main line at mile post 743.72 and the single track railroad owned by 
the Utah-Idaho Sugar Co., the length of said set-out track and con- 
nection being approximately 1,980 feet, near Spanish Fork, Utah.” 
According to the application, the properties of the Los Angeles & Salt 
Lake are operated by the Union Pacific under lease. Construction of 
the set-out track, the cost to be borne by applicants, is estimated at 
$6,885. The main purpose of the proposal is to expedite the movement 
of inbound and outbound traffic at the sugar plant. 

MC F-1169. United Truck Lines, Inc., Spokane, Wash., asks au- 
thority to purchase all operating rights, permits, and certificates and 
six pieces of equipment from Beardmore Transfer Line. By a petition 
accompanying the application, the company asks authority to take over 
operations of the Beardmore Transfer Line for a temporary period not 
exceeding 180 days. 

Finance No. 12811. Ashland Railway Co. asks authority to abandon 
its line extending approximately 7.10 miles between Pyriton and Ash- 
land, Ala. In the last 9 years, according to the application, the road 
has lost over $10,000 from operation. Busses and trucks, it said, were 
handling the majority of the business formerly handled by it, at rates 
less than it could possibly handle it for. 

MC F-1170. Cranberry Corporation, Wilmington, Del., and ET&WNC 
Motor Transportation Co., Johnson City, Tenn., jointly ask authority 
for Cranberry Corporation to acquire and. continue control of ET&WNC 
Motor Transportation Co., as successor of Cranberry Iron & Coal Co.; 
for merger by liquidation of ET&WNC Motor Transportation Co. into 
Cranberry Corporation as ET&WNC Transportation Co.; and for 
ET&WNC Transportation Co. to acquire the franchises of W. S. Magill, 
dba Motor Express, between Chattanooga, Tenn., and Cedartown, (a., 
via Rome, Ga. 

MC F-1171. H. & K. Motor Transportation, Inc., Toledo, O., asks 
authority to acquire the stock of C. & L. E. Truck Co., Dayton, O. 
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March 30, 1940 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. M-995, the Commission has suspended 
from March 25, until June 23, the operation of certain schedules 
as published in supplement No. 15 to tariff MF-I. C. C. No. 2 
of Linnea Nelson, Charles Chilberg and Herbert Chilberg, 
doing business as L. Nelson & Sons Transportation Co., Rock- 
ville, Conn. The suspended schedules propose to establish new 
reduced commodity rates of 67 cents a 100 pounds on quanti- 
ties up to 6,000 pounds, and of 58.5 cents a 100 pounds on 
quantities over 6,000 pounds, on wool in grease and wool tops 
from Montgomery, N. Y., to Boston, Mass., and Providence and 
Woonsocket, R. I., and in the reverse direction. This carrier 
has no present rates on this traffic. 

In I. and S. No. M-994, the Commission has suspended 
from March 26, until June 24, the operation of certain sched- 
ules as published in tariff MF-I. C. C. No. 3 of Fred T. Naugle, 
Orrtanna, Pa. The suspended schedules proposed to establish 
new commodity rates on canned goods, minimum 10,000 pounds, 
from points in Adams county, Pa., to points in New York, 
Virginia, West Virginia and Ohio. This carrier has no present 
rates on this tarffic. Illustrative of the proposed rates are rates 
of 42, 30, 45 and 40 cents a 100 pounds to Buffalo, N. Y., Rich- 
—_. Va., Charleston, W. Va., and Cleveland, Ohio, respec- 
tively. 

In I. and S. M-992, the Commission has suspended from 
March 23 until June 21, the operation of certain schedules as 
published in blanket supplement No. 8 to tariff MF-I. C. C. 
No. 1 and eight other tariffs of Agent R. L. Askea, Wilson, 
N. C. The suspended schedules proposed to cancel the par- 
ticipation of Bass Bonded Trucks, Inc., Tarboro, N. C., from 
tariffs MF-I. C. C. Nos. 1, 3, 4, 5, 18, 21, 23, 25 and 27 of 
Agent R. L. Askea; thereby leaving the carrier without rates. 

In I. and S. M-993, the Commission has suspended from 
March 24 until June 22, the operation of certain schedules as 
published in supplements 28, 32 and 33 to Alternate Agent J. R. 
Shumate’s tariff MF-I. C. C. No. 133. The suspended sched- 
ules propose to reduce the less-truckload ratings on cigarettes, 
smoking tobacco, and plug or twist tobacco, from Durham, 
Reidsville and Winston-Salem, N. C., and Richmond, Va., to 
southern territory. An illustrative proposal is to establish 
a rating of 70 per cent of first class on cigarettes, less-carloads, 
in lieu of the present 85 per cent of first class rating. 

In I. and S. No. 4776, the Commission has suspended from 
March 27, until October 27, the operation of certain schedules 
as published in supplements Nos. 22 and 24 to Agent J. R. Peel’s 
tariff I. C. C. No. 3191. The suspended schedules propose to 
reduce the carload rates on malt liquors, from New Orleans, 
La., to Breckenridge, Cisco and Wichita Falls, Tex., and on the 
empty containers, returned in the reverse direction. The follow- 
ing is illustrative: 


On malt liquors, carload, from New Orleans, La., to Breckenridge, 
Cisco and Wichita Falls, Tex. Present, minimum weight 40,000 pounds, 
45; proposed, minimum weight 60,000 pounds, 35. Rates in cents a 
hundred’ pounds. 


In I. and S. M-996, the Commission has suspended from 
March 28 until June 26, the operation of certain schedules as 
published in tariff MF I. C. C. No. 4 of Clyde H. Renninger, dba 
Mid Valley Motor Co., Pennsburg, Pa. The suspended schedules 
propose to establish new commodity rates of 40 cents a 100 
pounds, minimum 20,000 pounds, on rough sawed granite blocks 
and polished granite slabs between St. Peters, Pa., and Milford, 
Mass. This carrier has no present rates on this traffic. 

In I. and S. M-997, the Commission has suspended from 
March 30 until June 28, the operation of all schedules as 
published in supplement 6 to tariff MF-I. C. C. 2 of G. O. 
Deardorff, dba Reliable Transfer of York, York, Pa. The 
Suspended schedules propose to establish, for application be- 
tween points in Maryland, North Carolina, Pennsylvania, Vir- 
ginia, West Virginia and District of Columbia, a new reduced 
less-truckload classification exceptions rating of 70 per cent 
of first class on envelopes, printed or not printed, or seed en- 
Velopes or packets, in lieu of the present classification rating 
of 85 per cent of first class. 


BURLINGTON ABANDONMENT 


__ Examiner A. G. Nye in a proposed report in Finance No. 
12574, Chicago, Burlington & Quincy abandonment, has recom- 
mended that the Burlington be authorized to abandon the parts 
of a branch line from Ayr Junction to Alma Junction and from 
Fairfield Juction to Clay Center, Neb. The former segment 
ls 18 miles long and the latter is 7.16 miles in length. The 
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examiner also recommended that the road be permitted to 
abandon operation under trackage rights between Alma Junc- 
tion and Fairfield Junction, Neb., a distance of 2.34 miles. 
While abandonment would result in some inconvenience to 
shippers, the examiner said, transportation needs of the terri- 
tory could be served adequately by other railroads nearby or 
existing highway facilities. The road, the examiner added, 
had sustained substantial losses over a period of years, and the 
record did not indicate any prospect for improvement in the 
future. 


Transcontinental Time Cut 


A 24-hour cut in time in transit on all railroad freight 
service to the entire Pacific Coast was announced, March 26, 
by the Chicago Association of Commerce, through its vice- 
president of transportation, C. J. Whipple. Chicago shipments 
to Pacific Coast terminal points, extending from San Diego on 
the south to Seattle on the north, will receive sixth morning 
delivery instead of seventh morning. There will be comparable 
savings in time on shipments to intermediate points in Pacific 
Coast and intermountain territory. The new schedules will 
become effective April 1, Mr. Whipple said, adding that the 
improvement was the culmination of long effort on the part of 
the association and Chicago shippers. 

“While, for several years, shipments have been arriving at 
Pacific Coast terminal cities via direct lines in ample time 
to make sixth morning delivery, they have been held over to the 
next morning,” he said. “This practice has occasioned sharp 
protest from those Chicago business interests who are in keen 
competition with Atlantic seaboard shippers who have been 
using the Panama Canal with its low water rates. Such com- 
petition renders it necessary that the middle west shipping 
interests be accorded the best service attainable.” 


Rail Merchandise Proposals 


An announcement by the Association of Railroads, March 
27, revealed that the merchandise committee of that organiza- 
tion had been going over Rule 34 of the classification, about 
which a memorandum prepared by three Bureau of Traffic staff 
men was made public by the Commission recently. (See Traffic 
World, March 23, p. 697.) 

The association announced that traffic executives of the 
east, west and south had approved additional recommendations 
and conclusions made in a further report to them by the mer- 
chandise committee. The recommendations of the committee 
with respect to Rule 34 were formulated, but were not ready 
for publication, it was said at the association offices, long before 
the Commission promulgated the views of its Bureau of Traffic 
men about what they referred to as abuses of Rule 34. The 
changes recommended by the merchandise committee pertain 
to and are intended to change practices under Rule 34. They 
do not, however, bear directly on the points made by the 
Commission men. 

The most noticeable thing about the recommendation con- 
cerning Rule 34 is that it is proposed to reduce the minimum 
on so-called 40-foot cars to the minimum of the so-called 36-foot 
cars. Thereby, it is pointed out, increasing the spread in the 
minimum between the smallest cars and the 50-foot cars. 

The announcement said the merchandise committee was a 
sub-committee of the Association’s Traffic Advisory Committee 
working under the supervision of a special committee of nine 
chief traffic officers with instructions to ascertain from the 
shipping public views as to the modern needs of the shipping 
public in the matter of service, practices and rates. Continu- 
ing, the announcement said: 


The following recommendations tend toward a marked improve- 
ment in railroad service, traffic practices, tariffs and other features 
which were brought to the attention of the Merchandise Committee by 
the shipping public. 

RECOMMENDED, (a) that Rule 34 be revised, as to closed cars 
only, to provide for three groups, viz: 

(1) The first group to include closed cars to and including 40’7” in 
length in connection with which group the present minimum carload 
weight for cars 36 ft. 6 in. in length will apply; 

(2) The second group to include closed cars over 40’7” and not 
over 50’6” in length in connection with which group the present mini- 
mum carload weight for cars 50’6” in length will apply; 

(3) The third group to include closed cars over 50’6” in length in 
connection with which group the present minimum carload weights 
provided for such cars in Rule 34 will apply. 

(b) that a note in substantially the following form be added to 
Section 1: 

Note 1: Closed cars exceeding 40 feet 7 inches but not exceeding 
41 feet 6 inches and not exceeding 3900 feet cubic capacity will be con- 
sidered as 40 foot 7 inch cars. 

(c) that no change be made in the present provisions of Rule 34 
as to open cars. 
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Recommended, (A) that Rule 23 be eliminated from the Classifica- 
tion (split delivery). 

(B) that Rule 14 be changed to read substantially as follows: 

“Section 1. Carload ratings or rates apply only when a carload of 
freight is loaded by shipper and unloaded by consignee and shipped 
from one station, in or on one car, except as provided in Rule 24, in 
one calendar day from midnight to midnight, by one shipper for de- 
livery to one consignee at one destination. Only one bill of lading from 
one loading point and one freight bill shall be issued for such C. L. 
shipment. The minimum C. L. weight provided is the lowest weight 
on which the C. L. rating or rate will apply. 

“Section 2. Carload ratings or rates also apply on carload ship- 
ments (as described in Section 1), which, under tariffs lawfully on file 
with the Interstate Commerce Commission (on interstate traffic) and 
State Commissions (on intrastate traffic) are accorded additional serv- 
ices or privileges described below: 

(a) Loading by the carrier, under the provisions of the tariff ap- 
plicable at shipping station or stopover station. 

(b) Unloading by the carrier, under the provisions of the tariff ap- 
plicable at destination station or stopover station. 

(c) ‘Split deliveries’ (delivery to more than one party) at destina- 
tion by the carrier, under provisions of the tariff applicable at destina- 
tion station. 

(d) Stopover privileges to complete loading or to partly unload 
while en route under provisions of tariffs carriers serving the stopover 
stations.’’ 

(C) that the railroads provide, where advantageous and practicable, 
split deliveries of carload traffic. 

(D) that a compensatory charge for unloading in each territory 
will be established. 

(E) that rail carriers will afford complete transportation of pool 
carload traffic from break-bulk points to final destination. 

(F) that these arrangements be established by tariff provisions. 

Recommended, that the shipping public be kept informed of 
scheduled merchandise car service and that cars once scheduled be not 
discontinued without advance notice. 

Recommended, that railroad pick-up and delivery service be more 
closely supervised; that there be more direct railroad control over 
pick-up and delivery operations and that duplication of coverage by the 
same railroad in the same area in the larger cities be avoided. 

Recommended, that to the extent preaticable the closing time of 
freight houses be set back to meet the necessities of the competitive 
situation and train schedules be adjusted to such closing hours; further, 
that freight house servicing of pick-up trucks be thoroughly explored 
that railroad service in these particulars may be improved. 

Recommended, that tracing of L. C. L. freight be studied to develop 
what can be done to improve this situation. 

Recommended, that the Classification Committees study the penalty 
provisions in Section 7 2f Rule 5 with view to relaxing these provisions. 

Recommended, that the Classification Committees be requested to 
give consideration to rewriting Rule 12 to provide that where a package 
contains freight of more than one class charges will be based upon the 
applicable rate on each article in the mixture at the weight thereof, 
provided the shipper furnishes specific descriptions and weights; when 
that is not done the highest rate to apply. 

Recommended, that the question of allowance for weight of dun- 
nage in closed cars be restudied by the classification committees. 

Recommended, that a study be made by the A. A. R. to the end 
that portable refrigerators may be made use of wherever and when- 
ever found practicable, and arrangements for interchange between con- 
nections, as well as rules and proper compensation in connection there- 
with, be considered. 


Chicago Station Financing 


“A sort of a sit-down strike of capital,” interrogatively sug- 
gested Commissioner Porter to George H. Pabst, vice-president 
and treasurer of the Chicago Union Station Co., commenting 
on the failure of investment houses to bid for an issue of its 
bonds. 


“T’ve heard it referred to as such,” said Mr. Pabst, who 
was the only witness in a hearing held by Commissioner 
Porter and A. C. Devoe of the Commission’s Bureau of Finance 
securities division, March 23, in Finance No. 12797, application 
of the station company to issue and sell $16,000,000 of 3% per 
cent bonds, guaranteed by the holders of the station’s stock, 
the Pennsylvania, the Milwaukee, the Burlington and the 
Pittsburgh, Cincinnati, Chicago & St. Louis railroad companies. 

The observation about a sit-down strike was made by 
Commissioner Porter after Mr. Pabst had detailed the fact 
about the station company’s futile effort to obtain competitive 
bids for the issue by sending letters to 107 banks, insurance 
companies and investment houses. The effort resulted in a bid 
of Halsey, Stuart & Co. to take the issue at 98.05. The sta- 
tion company rejected the bid and accepted an offer which 
Kuhn, Loeb & Co. had made, before requests for bids were 
sent out. The Kuhn, Loeb & Co. bid was 99.43. 

In this matter the Commission, informally, suggested to the 
station company that this was a good place to try for competi- 
tive bidding. The company accepted the suggestion, sent out 
the letters before mentioned. It received acknowledgments 
from about a dozen of those solicited to bid but only the one 
offer, from Halsey, Stuart & Co. which prompted Commissioner 
Porter to suggest a sit-down strike by capital. 

Commissioner Porter asked Mr. Pabst whether he had any 
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explanation for the fact that only one bid, which was rejected 
had resulted from the use of the competitive bidding method. 
and that none came from the Kuhn, Loeb & Co. who bid higher 
than Halsey, Stuart & Co. 

Mr. Pabst said he did not know of any explanation 
except, as he understood the matter, those invited to bid were 
not in sympathy with the competitive bidding idea. 

Commissioner Porter wanted to know whether there was 
an understanding among those who might be expected to bid 
that they would not bid. Mr. Pabst said there was none that 
he knew of. It was that answer which Commissioner Porter 
commented on about there having been a sit-down strike of 
capital. 

Albert Ward, of the law staff of the Pennsylvania ruil- 
road, who represented the station company, at the suggestion 
of Commissioner Porter put into the record copies of letters 
received from possible bidders. Two of them, Evans, Stillman 
& Co. and Goldman, Sachs & Co. definitely said they were 
opposed to competitive bidding for new issues except in the 
case of state and municipal obligations. 

The hearing was on the application of the station company 
for permission to issue and sell $16,000,000 of 3% per cent 
bonds, due in 1963, and for authority to the four stockholding 
railroad companies to guarantee them. The purpose is to 
redeem a like issue of 4 per cent bonds maturing July 1, at 
105, in accordance with the redemption terms of that issue. 

Mr. Pabst estimated that the saving in the period of the 
proposed bonds would be $2,000,000, the uncertainty as to the 
amount of the saving being due to uncertainty as to expenses 
that would be incurred in the transaction. The premium to be 
paid for the privilege of redemption is $800,000. To obtain 
money for that the company and the guarantors propose to 
borrow $600,000 on five-year notes, from the Northern Trust 
Co. of Chicago, an institution selected as a result of shopping 
among banks, according to the testimony. 

The Commission intervened in the transaction to suggest 
that it would be a good opportunity to try the competitive 
bidding scheme. The station company, before rejecting the 
Halsey, Stuart & Co. bid consulted the Commission so as to 
make certain that in the event it did so it could be reasonably 
certain the Commission could be ready to act, timely, on its 
application. Therefore to complete the record so there would 
be action by it in time to enable the company to proceed 
with its plan on time, the hearing was held. 

Mr. Pabst, in answer to a question from the bench, said 
there was newspaper publicity in connection with the proposed 
redemption, one of the station company officers having told a 
newspaper reporter about the move. He said the redemption 
was the result of a direction late in 1939 from M. W. Clement, 
president of the station company and the Pennsylvania, that 
it be undertaken when the market was favorable. 

Informal discussion about the matter, according to Mr. 
Pabst, was had with Kuhn, Loeb & Co without that investment 
house knowing what Halsey, Stuart & Co. had bid. Other in- 
vestment houses were also consulted, the result being the bid 
from Kuhn Loeb & Co. which would give the company 
$220,800 more than offered by Halsey, Stuart & Co. Mr. Pabst 
said, in answer to a question, whether Halsey, Stuart & Co. 
had offered objections, that the station company had received 
no communication from that firm since the rejection of its bid. 

Before closing the hearing Commissioner Porter asked 
the few in the hearing room whether anybody else had any 
questions to ask or say anything. No one had anything to offer. 

The Commission announced in an uncontested finance 
memorandum March 28 that it had approved the application 
of the company to issue the $16,000,000 of bonds and $600,000 
of guaranteed notes of 1940. It also announced approval of 
the sale of the bonds at a price of 99.43 and of the notes at 
par. Railroad owners of the property were authorized to 
assume obligation and liability of the securities. 


NORTH SHORE LINE MODERNIZATION 


Judge Michael L. Igoe of the federal district court at Chi- 
cago on March 20 authorized A. A. Sprague, receiver of the 
Chicago, North Shore and Milwaukee Railroad, to proceed 
with the second installment of its $466,645 building and mod- 
ernization program. It will consist of modernizing and re- 
equipping 15 coaches and two dining cars. The road modernized 
25 cars as the first part of its program. The third part will be 
delivery, by June 1, of two four-car streamlined trains. Cost 
of modernizing the first 25 cars was $89,450, of the 15 cars 
and two diners will be $78,195, and of the streamliners, $299,- 
000 for the pair. 


REPARATION ORDERS 


A reparation order has been issued in No. 26954 (supple- 
mental), South Dakota Independent Oil Men’s Association et 
al. vs. Abilent & Southern et al. 
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March 30, 1940 


Cc. M. & G. Chandler Act Plea 


Splitting 6 to 4, the Commission has approved a plan of 
the Chicago, Memphis & Gulf, under the Chandler act, to 
modify the interest charges and the maturity of its $735,000 of 
first mortgage 5 per cent gold bonds. This decision was made 
in Finance No. 12663, Chicago, Memphis & Gulf financial ad- 
justment. 

In taking this action, the Commission certified the road, a 
Jeased line of the Illinois Central, was not in need of financial 
reorganization of the character provided for under section 77 
of the bankruptcy act. It further certified that the road’s in- 
ability to meet its debts matured or about to mature reasonably 
could be expected to be of a temporary nature. 

The conclusions of the Commission differed from the rec- 
ommendations of Examiner C. A. Bernhard, who in a proposed 
report (see Traffic World, Feb. 10, p. 337), expressed the belief 
that section 77 of the bankruptcy law afforded the only adequate 
means of dealing with the problem. 

Commissioner Mahaffie, in a dissenting view, said in his 
judgment the road now was in need of finanical reorganization. 
He declared the plan approved “merely defers the proceeding.” 
Chairman Eastman and Commissioners Miller and Patterson 
joined in that expression. Commissioner Splawn did not par- 
ticipate in the disposition of the case. 

The mortgage bonds of the road matured January 1, 1940, 
and under the plan as approved the due date will be extended 
to December 31, 1962. The prevailing interest rate is to be 
reduced from 5 to 3 per cent for the extended period. The 
Illinois Central has agreed to pay the interest on the bonds for 
the extended period but not the principal. 

The Commission attached a condition to its approval. That 
was that the terms of the Illinois Central’s lease on the prop- 
erty be modified so that it would not be terminable by the I. C. 
prior to December 31, 1962, the new maturity date of the 
C. M. & G. bonds. Under present terms, the lease may be termi- 
nated at any time by either party. The condition imposed by 
the Commission is in accordance with a suggestion made by 
both parties. 

The C. M. & G. is a non-operating lessor company with a 
line extending from Dyersburg, Tenn., to Hickman, Ky., a dis- 
tance of 48.53 miles. The Illinois Central purchased the stock 
of the road in 1913 and operated it as a separate entity until 
1922. Subsequently, the property was leased to the Illinois 
Central for a term of 40 years from December 31, 1922. The 
Illinois Central has paid the interest on the bonds in question 
in the last several years, despite the fact that it was not earned. 

The Commission said the C. M. & G. could not exist as an 
independently operated railroad, and that its existance de- 
pended on the continuation of the Illinois Central lease. 


Transit Cotton Substitutes 


Three hours of argument were made March 25 by seven 
lawyers and traffic men, before Commissioners Aitchison, 
Splawn and Alldredge, the latter sitting as a substitute for 
Commissioner Caskie, on the substitution of one bale of un- 
compressed cotton for another at a transit point, one of if 
not the most complex questions before the Commission. It 
has bobbed up many times in the last thirty years. 

Specifically the three commissioners and seven makers of 
argument were dealing with questions put forward by the 
tariffs of southwestern railroads under suspension in I. and S. 
No. 4646, substitution of cotton in the southwest. 

In a proposed report Examiner Myron Witters (see Traffic 
World, Jan. 27, p. 215) referred to the proposed changes in 
rules governing substitution as a liberalization of those rules. 
He recommended a finding of justification. In his argument 
Nuel D. Belnap, speaking for L. T. Barringer & Co., Memphis, 
Tenn., treated the proposals as an enlargement of the oppor- 
tunity for rate defeats by the so-called manipulation of freight 
bills on cotton into the concentration or transit point; that 
is to say, aS an increasing of opportunities over the present 
number for matching of freight bills in such a manner as to 
bring about a defeat of the through rate on a given bale of 
cotton from original point of origin to final destination. His 
client was opposed to that. 

The heart of the proposal is that a bale of cotton brought 
to a transit point by a truck, wagon, boat or any other method 
of conveyance may be substituted there for a bale that has 
been brought in by rail, for the haul beyond the transit point. 

.t present such substitution is not permitted, the idea on the 
part of the railroads being that they should be permitted to 
perform the whole service. 

In the tariffs under suspension the railroads put into tariff 
iorm a new idea on the subject. The new idea was, in sub- 

cance, that a bale of cotton was a bale of cotton, no matter 
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how it go to a certain point and that, inasmuch as they were 
obligated, under transit, to carry a bale out from that point, 
it made no difference which bale they hauled. So they changed 
the rule so as to permit substitution of truck or boat cotton 
for rail cotton when the cotton so substituted originated within 
fifty miles of the transit or concentration point. In that way 
they figured they could reclaim some cotton from the other 
methods of transport. 

Application of the new idea was opposed by the Bar- 
ringer firm and the Houston Traffic Bureau, for which H. B. 
Cummins was the speaker. The St. Louis-San Francisco, al- 
though a party to the suspended tariffs, under subpoena of one 
of its traffic officers, opposed the idea. That carrier has transit 
rules of its own. 

The new idea was supported, in the argument, by Toll 
R. Ware for the respondent railroads; J. H. Todd, S. B. Locke 
& Co.; L. D. Estes, American Cotton Cooperative Association, 
and Willis Crane, Department of Agriculture, the head of that 
department having intervened in behalf of the shippers who 
supported the new rules. 

All agreed that the new transit rules had to be considered 
in connection with the local disposition rule. That is, the rule 
prescribing treatment of the freight bill covering bales of cot- 
ton sold or otherwise disposed of at the transit or concentra- 
tion point. That rule itself provides for treatment in one 
way at an interior point and a different way at a port through 
which much of the cotton is handled for export or coastwise 
transportation. 

No one denied that by carefully matching inbound and 
outbound freight bills charges less than the through charges 
from original point of origin to final destination could be and 
were being obtained. That result was made possible by the 
multiplicity of operations of some cotton merchants, their busi- 
ness being export, coastwise and to mills in the Carolinas 
and New England, it was explained in the argument. In 
behalf of the L. T. Barringer & Co. it was argued that mer- 
chants requiring services not required by that firm should pay 
for them. A merchant not able to use all of his transit billing 
was referred to as being “long” on his billing. Mr. Belnap, in 
his argument, said that in handling 900,000 bales over a given 
period, the Barringer firm was long on only 800 bills, indicated 
to be of little importance. 

Much of the time allotted to arguments was spent in’ 
questions and answers between the bench and bar. Questions 
as to whether what the man who had the floor was saying was 
to be found in the record were frequently raised. The railroads 
contended that the new rules would decrease the amount of 
policing required while those in opposition asserted with equal 
conviction that the amount of policing would be increased and 
the railroads, even with an increase in policing efforts, would 
sustain losses instead of increases in revenue. 

The examiner dealt with the contention that there would 
be rate defeats by saying that under the normal operation of 
most transit arrangements rate defeats were possible. His 
idea was that there would be increases in rate defeats only 
to the extent there was increase in inbound freight bills—the 
thing the railroads most desired in their competition with 
wagons, trucks and boats. 


All-Freight Rates to South 


“It is our position that the establishment of all-freight 
rates is a forward step on the part of the rail carriers in the 
handling of merchandise tarffic and is necessary to meet 
changed conditions in industry and to keep pace with new 
methods of merchandising,” say the Chicago Association of 
Commerce and Sears Roebuck and Company in a joint brief 
in Docket 28323, all-freight rates to points in southern terri- 
tory, mailed to the Commission March 26. Establishment of 
such rates, it says, is in line with “the need for new methods 
of operation, manner of service and modernization of rate 
structures” to which the Commission has directed the railroads’ 
attention in several of its recent annual reports. 

The brief says that all-freight rates should not be con- 
fused with less-carload rates. They are assessed only on car- 
loads of mixed freight, it points out, and under them shippers 
are required to load the cars at origins and consignees to unload 
them at destinations, thus eliminating the expense to the rail- 
road of pick-up and delivery services. The railroads also avoid 
extra billing expense, because each all-freight carload is billed 
as single units, it adds. 

The need for some such adjustment as the all-freight rates 
in order to meet increasing motor competition, the brief says, 
is attested by the fact that there was a decrease of 262,491 in 
the number of package cars leaving Chicago between 1929 and 
1938, or 36.5 per cent. In addition to their importance in that 
respect, it continues, they are also important “in order to 
permit industry to continue to distribute and sell articles of 
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merchandise which the rate structure previously maintained 
by the rail carriers has substantially retarded.” It describes 
in detail the change from distribution through jobbers to that 
of “hand-to-mouth” buying by retailers necessitating the mixing 
of many varied articles in carload shipments. 

“It is not contended that this adjustment will be the final 
solution for the handling of merchandise traffic,” it says, ‘‘but it 
will provide a material improvement over the old adjustment 
under which merchandise items were forced to other forms of 
transportation.” 

It contends that, while a modification of the classification 
mixed carload rule, Rule 10, “will be of some assistance,” the 
revised rule “will not take care of the kind of traffic that is 
moving under the all-freight rates. In principle, however, it 
says, there is no real difference between all-freight rates, on 
the one hand, and the application of carload commodity rates 
on mixtures of more-or-less related commodities, on the other. 

All-freight rates, it says, make it possible for the shipper 
to ship in carload quantities without the intervention of a 
freight forwarding agency, because the graduated minimums 
under which they are published—upwards from 12,000 pounds 
to 40,000 pounds—makes their use possible by shippers who 
would have difficulty in accomulating carloads of the higher 
weights. The rates do not destroy the usefulness of the 
classification, it continues, because, generally, they are ap- 
plicable only on commodities rated at column 46 or higher. 
They thus apply only “to a very small proportion of the traffic” 
in the so-called “higher bracket,” it says. 

Finally, the brief asks for the retention of the two-for-one 
rule where cars shorter than those asked for by the shipper 
are furnished. It suggests this rather than a reduction of the 
highest minimum weight from 40,000 to 30,000 pounds, because 
such a reduction would result in a “material lowering of the 
carriers’ rate structure.” If, however, the Commisison sees fit 
to abolish the two-for-one rule, it suggests adoption in its 
stead of a rule providing that, where freight is tendered in 
excess of the quantity that can be safely loaded in one car, all 
cars except the one carrying the excess be loaded to graduated 
minimums, ranging from 25,000 in a 36%-foot car to 40,000 in 
a 46%-foot car. 


Wabash Abandonment 


The Commission has denied an application of Norman B. 
Pitcairn and Frank C. Nicodemus, Jr., receivers of the Wabash 
Railway Co., for permission to abandon that road’s Glasgow 
branch, extending approximately 15.37 miles from Salisbury to 
Glasgow, Mo. The decision was made by division 4 in Finance 
No. 12473, Wabash Railway Co., receiver’s abandonment. It 
was made without prejudice to the right of the receivers to 
renew their application, after the expiration of one year from 
March 18, if it could be shown that operation could be con- 
ducted enly at a loss. 

The branch, constructed in 1873, handles both freight and 
passenger traffic. The Commission said the record indicated 
that operation of the branch from the standpoint of the Wabash 
system as a whole resulted in net profits averaging $11,444, 
annually, in the years 1934 to 1937, inclusive, and a net loss 
of only $2,323 in 1938. For the last few years, it added, a 
considerable portion of the revenues accruing to the Wabash 
from the branch-line traffic had been derived from the move- 
ment of grain to and from a grain elevator at Glasgow, having 
a capacity of 170,000 bushels. 

“It would appear,” said the Commission, “that the appli- 
cants’ chief reason for the proposed abandonment is the appre- 
hension that the branch will lose the greater portion of the 
outbound traffic of the Glasgow grain elevator, because the 
latter is likely to ship considerable grain by water in preference 
to the railroad. Such anticipation on the part of the applicants 
may not materialize. Sufficient time has not elapsed to permit 
of a definite conclusion as to whether the branch should be 
abandoned immediately. There appears to be sufficient traffic 
in the tributary territory to warrant continued operation if the 
shippers continue to patronize it, as in the past. The industries 
serviced by the branch should be given full opportunity to 
demonstrate their ability to provide sufficient traffic to insure 
continued operation on a protfiable basis.” 

The application should be granted, said Commissioner 
Mahaffie in a dissenting expression. The figures relied on to 
show the property operated at a system profit in most of the 
years referred to, seemed to him not to be dependable, said 
the commissioner. If the Wabash in a fourth section case at- 
tempted to show that its cost of handling traffic represented 
only about 20 per cent of revenues, he said, the Commission 

would be greatly surprised. Yet, here, he added, the Commis- 
sion accepted that result. 


“When it is apparent, as it is here, that future operations 
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can be conducted only at a loss, and when public inconvenience 
is so slight, we ought not to demand a record of historical 
losses before authorizing abandonment,” said Commissioner 
Mahaffie. “Regulation to be sound must not only look back- 
ward.” 


E. J. & E. Financing 


The $20,000,000 refunding proposal of the Elgin, Joliet & 
Eastern railway has been approved by the Commission, Secre- 
tary Bartel has announced in a memorandum in Finance No. 
12795, Elgin, Joliet & Eastern Railway Co. bonds. The com- 
pany proposed to issue $20,000,000 of 3% per cent thirty-year 
bonds to provide funds for the retirement of $10,000,000 of its 5 
per cent bonds, which mature May 1, 1941, and $9,000,000 of 4% 
per cent obligations of the Chicago, Lake Shore & Eastern, 
which become due June 1, 1969. 

Specifically, the Commission gave the road authority to 
obtain the authentication and delivery of the bonds, to sell 
$19,000,000 of the new issue at 99%, and to pledge the remain- 
ing $1,000,000 for notes. The bonds were sold to Morgan Stan- 
ley & Co., Inc. 

The proposal of the road resulted in an appeal by certain 
investment banking interests that the Commission require com- 
petitive bidding for the issue. The bonds were sold privately 
to Morgan Stanley & Co. Robert J. Bulkley, formerly senator 
from Ohio telegraphed this request to Commissioner Porter 
and suggested that the application of the road be held in abey- 
ance until the Commission could investigate the matter (see 
Traffic World, March 9, p. 580). 


P. & E. Financial Adjustment 


The Peoria & Eastern Railway Co.’s plan for modification 
of the maturity of its $8,586,000 first consolidated mortgage 
50-year 4 per cent bonds has been approved by the Commission 
in Finance No. 12753, Peoria & Eastern financial adjustment. 
Under the plan 45 per cent of the principal of the bonds would 
be paid in cash, and the maturity date of the securities would 
be extended for twenty years from April 1, 1940. 

The proposal provides for payment by the Cleveland, Cin- 
cinnati, Chicago & St. Louis—the Big Four—of $5,000,000 in 
cash to the trustee of the P. & E. consolidated bonds. Of this 
amount, $846,000 will be used for payment of the principal of 
outstanding bonds on the Indiana, Bloomington & Western, one 
of the P. & E. security issues. An additional $384,500 will be 
applied on account of the P. & E.’s note of $500,000 to the 
Securities Corporation of the New York Central System. The 
latter holds as part collateral for the note $210,000 of the 
P. & E.’s consolidated bonds. The bulk of the $5,000,000, or 
$3,769,200 will be applied on account of the remaining $8,376,000 
of P. & E. consolidated bonds. The payment is to be made at 
the rate of $450 in cash for every $1,000 in bonds. The re- 
maining $3,000 of the $5,000,000 will be used to buy in the 
extended consolidated mortgage bonds in the open market. 

The Big Four in 1890 leased the properties of the Peoria 
& Eastern for a period of 50 years. In turn, the Big Four in 
1930 leased its own properties to the New York Central for 
a term of 99 years. 

In another report in Finance No. 12767, Peoria & Eastern 
operating agreement, etc., the Commission, by division 4, au- 
thorized operation by the Big Four and the New York Central 
of the properties of the Peoria & Eastern, under a modified 
operating agreement. Under the agreement, the lease of the 
P. & E. by Big Four and the New York Central would be 
extended for 20 years from April 1, 1940. 

In the latter report, the Commission gave the Big Four 
and the New York Central authority to assume obligation and 
liability as to the interest on the extended consolidated mort- 
gage bonds of the P. & E. 


STEAM RAIL ACCOUNTING 


A loose-leaf book entitled “Interpretations of Interstate 
Commerce Commission Accounting Classifications for Steam 
Railroads,” has been published by the finance, accounting, taxa- 
tion and valuation department of the Association of American 
Railroads, Washington, D. C. It contains all the formal inter- 
pretations included in I. C. C. Accounting Bulletin No. 15, and 
also the informal interpretations issued by the I. C. C. Bureau 
of Accounts and designated as “‘A”’ cases, all brought up to date 
to include cases added, revised or canceled to March 1. Sup- 
plements will be issued. The price to A. A. R. members or indi- 
vidual employes of such members is $1 and to non-members, 
$1.25 a copy. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by est Publishing Company, St. Paul, Minn. 
Copyright, 1940, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court of the United States for the District of 
Columbia.) Congress had power to require the Interstate Com- 
merce Commission to prescribe qualifications and hours for all 
employes of common and contract motor carriers. Motor Car- 
rier Act of 1935, Sec. 204(a), 49 U. S. C. A., Sec. 304(a). 

Whether the Motor Carrier Act of 1935 required the Inter- 
state Commerce Commission to prescribe qualifications and 
hours for all employes of common and contract motor carriers 
would be determined from language of the act itself, and not 
from fact of inconvenience to the Commission from imposition 
of such duty. Motor Carrier Act of 1935, Sec. 204(a), 49 
U. S. C. A., Sec. 304(a). 

If words of statute are clear, there is no room for con- 
struction. 

The rule that if words of statute are clear, there is no 
room for construction is applicable even where literal meaning 
leads to a hard and unexpected result. 

Statutes will be annulled by construction only where effect 
of giving words their clear meaning would offend the moral 
sense, or involve injustice, oppression or absurdity. 

The Motor Carrier Act of 1935, requiring the Interstate 
Commerce Commission to prescribe qualifications and maxi- 
mum hours of service of “employes” of common and contract 
motor carriers, imposes such duty as to all employes, and not 
merely as to drivers. Fair Labor Standards Act of 1938, 29 
U. S. C. A., Sec. 201 et seq.; Hours of Service Act, Sec. 1, 45 
U. S. C. A., Sec. 61; Motor Carrier Act of 1935, Secs. 202(a), 
204(a), 204(b), 49 U. S. C. A., Sees. 302(a), 304(a), 304(b). 

The category of ‘‘employes” as that word is used in public 
service or labor legislation does not include executive officials, 
solicitors, and lawyers. 

The Motor Carrier Act of 1935 requiring the Interstate 
Commerce Commission to establish “reasonable requirements” 
with respect to qualifications and maximum hours of service of 
employes of common and contract motor carriers, is not un- 
constitutional for lack of necessary legislative standard of 
qualifications or service hours. Motor Carrier Act of 1935, 
Secs. 204(a), 225, 49 U. S. C. A., Secs. 304(a), 325. 

The Constitution does not deny to Congress the necessary 
resources of flexibility and practicality enabling it to perform 
its function in laying down policies and establishing standards, 
while leaving to selected instrumentalities the making of sub- 
ordinate rules within prescribed limits. (American Trucking 
Assn. vs. United States, 31 Fed. Sup. 35.) 


Missouri-Illinois Oil Case 


In an opinion by Justice Black in No. 481, Guy A. Thomp- 
son, trustee, Missouri-Illinois Railroad Co., debtor, petitioner, 
vs. Magnolia Petroleum Co., and the Ohio Oil Co., respondent, 
the Supreme Court of the United States, March 25, directed 
that the cause be remanded to the federal court for the east- 
ern district of Missouri with instructions to modify its order 
so as to provide appropriate submission of the question of fee 
simple ownership of the right of way of the Missouri-Illinois 
under which there was oil. 

Justice Black said a rich oil field was discovered in IIli- 
nois in 1938, and that thereupon this dispute arose between 
the trustee of the Missouri-Illinois, in reorganization under sec- 
tion 77 of the bankruptcy act, and other claimants as to the 
legal right to drill for and capture fugitive oil under the rail- 
road’s right of way traversing the newly discovered field. He 
said the trustees asserted fee simple ownership of the right 
of way lands with consequent right to reduce the underlying 
oil to possession. Respondents, he added, denied the trustee’s 
alleged title or that he had any interest in the land beyond 
a mere easement—a limited right to use the surface for rail- 
road purposes only. They alleged, he said, that ownership of 
the fee was in others, from.whom they had obtained oil leases. 

“This determinative question of fee simple ownership can 
be decided only by interpretation, under Illinois law, of instru- 
—— granting the railroad its right of way,” said Justice 
Black. 

“The questions here are whether the bankruptcy court has 
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summary jurisdiction to adjudicate Gwnership of the right of 
way lands, and whether that court abused its discretion in 
ordering the fugitive oil captured and its proceeds impounded 
pending adjudication of the ownership.” 

Justice Black pointed out that the Missouri-Illinois was 
a subsidiary of the Missouri Pacific, in process of reorganiza- 
tion in the same proceeding with the parent company in the 
U. S. district court for the eastern district of Missouri. The 
trustee petitioned the bankruptcy court with respect to the 
oil controversy with the result that the court found that the 
trustee was in actual possession of the property under asser- 
tion of claim to fee simple title thereto, that the bankruptcy 
court accordingly had jurisdiction and that immediate action 
was necessary to conserve the oil supply underlying the prop- 
erty for the benefit of the parties in interest as their rights, 
title and interest thereto might thereafter be determined by 
the bankruptcy court. The trustee was directed to provide 
for wells, production, and sale of oil, with the proceeds—less 
expenses—to be impounded pending adjudication of ownership. 

On consideration of Illinois law, Justice Black, which ad- 
mittedly must govern, the U. S. Circuit Court of Appeals for 
the eighth circuit reversed with instructtions to dismiss the trus- 
tee’s petition, concluding that, as interpreted under the Illinois 
law, the instruments relied on by the trustees conveyed an 
easement only and that the trustee’s possession of the right 
of way lands under an erroneous claim of fee simple owner- 
ship was not such possession of the oil and gas as to give the 
bankruptcy court summary jurisdiction to determine fee simple 
ownership. 

“Conveyances of right of way in Illinois substantially simi- 
lar to those here in dispute have been held by the Court of 
Appeals for the seventh circuit, in which Illinois is located, to 
convey a fee simple title under that state’s law,” said Justice 
Black. “Because of this conflict and the importance of the 
question of the bankruptcy court’s asserted summary jurisdic- 
tion, we granted certiorari.” 

Justice Black said the possession of the lands under claim 
of fee simple ownership by the railroad and later by the 
trustee was an adequate basis for the district court’s summary 
jurisdiction. He said further that it was not an abuse of dis- 
cretion for the bankruptcy court to authorize the trustee to 
protect all interests as it had done. 

“A court of bankruptey has an exclusive and nondelegable 
control over the administration of an estate in its possession,” 
said Justice Black. “But the proper exercise of that control 
may, where the interests of the estate and the parties will best 
be served, lead the bankruptcy court to consent to submission 
to state courts of particular controversies involving unsettled 
questions of state property law and arising in the course of 
bankruptcy administration. And, under the circumstances of 
this case, we conclude that it is desirable to have the litiga- 
tion proceed in the state courts of Illinois.” 


ELKINS ACT PROSECUTION 


A 50-count indictment charging the Upchurch Packing Co. 
and W. F. Upchurch, its president and general manager, with 
soliciting, accepting and receiving concessions in violation of 
the Elkins act has been returned by a federal grand jury at 
Atlanta, Ga., Secretary Bartel of the Commission has an- 
nounced. The concessions in question, Mr. Bartel said, were 
solicited, accepted and received through the medium of sup- 
plying false reports of weights of cattle between Nashville, 
Tenn., and Atlanta, Ga., via the Nashville, Chattanooga & St. 
Louis Railway. 


Bank Deposits of I. W. C.. Ete. 


The Supreme Court of the United States in two opinions 
by Justice Frankfurter, March 25, upheld pledges of bank assets 
to secure deposits of funds made by the Inland Waterways 
Corporation, the U. S. Shipping Board Merchant Fleet Cor- 
poration, and the Panama Canal. The cases are No. 5, Harry 
H. Woodring, Secretary of War et al., petitioners, vs. Justus 
S. Wardell, receiver, District National Bank, of Washington, 
D. C., and No. 6, Inland Waterways Corporation et al., peti- 
tioners, vs. Frederick J. Young, receiver of Commercial Na- 
tional Bank, of Washington, D. C. In the controlling decision 
in No. 6, Justice Frankfurter said the question before the court 
was whether a national bank might pledge assets to secure de- 
posits of funds made by governmental agencies, even though 
they might not be “public money” within the scope of section 
45 of the national banking act. 

After the banks involved became insolvent the government 
agencies named received their deposits with interest, either by 
receiving the security for the deposits or money from the 
proceeds of the sale of such security. The receivers of the 
banks brought suit to recover the pledged assets or their 
proceeds to the extent of the amount in excess of the dividends 
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Erie Turns Hours Into Minutes 
Streamlines Freight Service with Teletype 


@ A new teletype system—typewriting by wire—now connects 
principal Erie Yards with the General Offices in New York, Cleve- 
land, and Chicago. Car-by-car train lists of all eastbound and west- 
bound trains leaving principal through-train yards are teletyped 
to the General Offices following departure of each train to enable 


them to give you quickly information as to location of cars. 


In addition, reports prepared in Cleveland General Office from 
teletyped train lists are mailed daily (many by air mail) to Erie 
representatives in 65 cities throughout this country and in Canada 


so that they, too, can give current information about car movements. 


It is another example of progressive improvement in Erie freight 
service. Erie not only handles cars on schedule but can tell you 
quickly where the cars are. What formerly took hours is now done 


in minutes—with teletype. 
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paid to the general depositors. The Court of Appeals for the 
District of Columbia affirmed district court decisions in favor 
of the receivers. These decisions were reversed by the Su- 
preme Court. Justice Frankfurter said the funds of the gov- 
ernment corporations were, for all practical purposes, govern- 
ment funds, and the losses, if losses there were, were the 
government’s losses. Justice Roberts, joined by Chief Justice 
Hughes, and Justice McReynolds, said the judgment of the 
Court of Appeals should be affirmed. 


Elkins Aet Violations 


Editor The Traffic World: 

In many issues of the Traffic World we find that someone 
has been fined under the Elkins act. It seems to us that this 
is caused by a great many persons being unfamiliar with the 
seriousness of this federal law, which was enacted to replace 
the necessity of the government proving “wilfully, knowingly, 
intentionally,” etc., in section 10 of the interstate commerce 
act. 

The Elkins act provides fine or imprisonment, or both, in 
all cases where a shipper of articles in interstate commerce 
uses any method to secure the transportation at less cost to 
him than the charges lawfully published and filed with the 
Interstate Commerce Commission. This is a criminal law. 

Interstate commerce is clearly defined in the one word 
“intent.” Does the shipper intend it shall be interstate? 

The criminal laws provide there can be no crime without 
“criminal intent.” 

Taking a recent case, suppose a man in Florida decided to 
sell some oranges in Monroe, La. Supposing the oranges were 
in Florida and it was his intent to ship the oranges in inter- 
state commerce to New Orleans, La., and at that point take 
out a new bill of lading and reship intrastate to Monroe, La., 
and that it was actually his intent to pay the interstate rate 
part of the way and the intrastate rate the remainder of the 
way, and it was his intention to secure less than the interstate 
rate; the shipment would, in fact, be interstate commerce from 
origin to destination, and, if he actually did this, he would be 
violating the Elkins act. Ignorance of the law is no excuse. 
In the case cited the defendant pleaded nolo contendere and 
was fined $1,000 under the Elkins act. It was fortunate the 
defendant had the $1,000 and paid the fine. When the de- 
fendant does not have the $1,000 he goes to the penitentiary 
for a year and a day, or more. This is a peculiar law in that 
it sometimes catches persons who think they are doing the 
right thing. People who know about this law do not violate 
it, but they catch others regularly. 

Earl Roy, Manager, 
Industrial Traffic Association. 
New Orleans, La., March 22, 1940. 


Motor Act Prosecutions 


James L. Dallas and Paul A. Mavis, of South Bend, Ind., 
doing business as Dallas & Mavis Forwarding Co., have been 
fined $250 each on their pleas of guilty in the federal court for 
the eastern district of Wisconsin to an information charging 
them with transporting new automobiles from Racine, Wis., to 
Savannah, Ga., as a common carrier without authority from the 
Commission, in violation of the motor carrier act, according to 
a statement by Secretary Bartel. 

According to another statement by the Secretary, the federal 
court at Rice Lake, Wis., has imposed a fine of $8,750 on Volck 
Brothers, Inc., of Rice Lake, Wis., on a plea of guilty to an infor- 
mation charging violations of the motor carrier act. The court 
ordered that the payment of $750 within 90 days would satisfy 
payment of the total fine imposed, said the statement. The Com- 
mission said it was further advised that at Chicago, Ill., March 20, 
Volck Brothers was sentenced to pay $1,250, with execution 
stayed for 90 days, “as a result of the withdrawal of its plea of 
not guilty theretofore entered and the entry of a plea of nolo 
contendere to each of 37 counts of an information charging 
violations of the act.” In each jurisdiction the defendant was 
charged with offering, granting and giving rate concessions with 
respect to the transportation of property, with engaging in trans- 
portation without authority, and wtih failure to keep certain 
accounts, records, and memoranda. The granting of concessions, 
according to the statement, was performed partly for Libby, 
McNeill & Libby in the transportation of foodstuffs from points 
in Illinois to points in Minnesota and Wisconsin. 

Troy McCarty and Charles Omer Marshall, both motor 
carriers of Oklahoma City, Okla., have been fined $175 each on 
their pleas of guilty in the federal court for the eastern district 
of Oklahoma to an information charging violations of the motor 
carrier act, according to a statement by Secretary Bartel, of the 
Commission. McCarty was accused of transporting as a con- 
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tract carrier, without a permit, dressed lumber from Nashville, 
Ark., to points in Oklahoma; without having filed minimum 
rates; and without having complied with the Commission’s in- 
surance regulations. Marshall was charged with aiding and 
abetting in the violations. 

The Commission had been advised that the federal court 
for the district of Colorado has fined Arthur N. Barlow, of 
Denver, Colo., $500 on a plea of guilty to an information 
charging him with operating as a common carrier for com- 
pensation without authority, with granting rebates, without 
having filed tariffs, and with unlawfully extending credit to 
shippers, in violation of the motor carrier act, according to an- 
other statement by Secretary Bartel. The charges were based 
on the transportation of gasoline in bulk from points in Kansas 
to Boulder and Brush, Colo. The rebate counts of the informa- 
tion charged Barlow with taking deliveries from refineries in 
Kansas of fuel gasoline used by him in the operation of his 
tank trucks, such gasoline being the property of the shippers, 
and paying the shippers therefor the Colorado price of such 
gasoline. The Colorado price, according to the statement, was 
greater than the price at which the fuel could have been pur- 
chased at the Kansas points. 

A fine of $700 has been assessed by Judge Patrick T. 
Stone of the federal court for the western district of Wis- 
consin against Anton Jick, of Galesville, Wis., for violations of 
the motor carrier act, according to a statement by Secretary 
Bartel of the Commission. The court ordered payment of $200 
of the fine within ten days and suspended payment of the 
balance for a probationary period of eighteen months. Jick 
pleaded guilty to a 62-count information charging him with 
transporting property as a common carrier by motor vehicle 
from Galesville, Wis., to various consignees in Minneapolis and 
St. Paul, Minn., and Des Moines, Ia., without authority from 
the Commission, without having filed or published a tariff, 
and for other violations, such as failure to preserve copies and 
receipts, etc. 

Federal Judge Thomas M. Kennerly in the southern district 
of Texas, has permanently enjoined Julius C. Tips III, doing 
business as Tips, Heath & Co., from transporting property in 
interstate or foreign commerce as a common carrier by motor 
vehicle without having obtained authority from the Commission, 
according to another statement by Secretary Bartel. A com- 
plaint by the Commission charged Tips with operating as a 
common carrier of property, consisting principally of canned 
goods, manufactured tobaccos, and cotton yarn from Houston, 
Tex., to Fort Worth and Dallas, Tex. Those shipments were 
through movements originating along the Atlantic, Gulf, and 
Pacific coasts, moving by water to Houston and thence by the 
defendant’s motor vehicles to final destination. The defendant's 
grandfather application was seasonably filed, the statement said, 
but it was denied. At the time the injunction was entered, a 
criminal prosecution aganist Tips was pending in the court, 
said the statement. 

Charles J. Heimerle, of Buffalo, N. Y., according to a state- 
ment by Secretary Bartel, of the Commission, has been fined 
$100 in the federal court at Buffalo, N. Y., for contempt of 
court in violating an injunction order previously entered against 
him under the provisions of the motor carrier act. The state- 
ment said that on October 16, 1939, in an action instituted by 
the Commission against Heimerle, a default judgment was 
issued against the defendant perpetually enjoining his trans- 
porting property on the public highways for compensation, 
either as a common or contract carrier, until he had obtained 
authority, filed rates with the Commission, and complied with 
the insurance regulations. It was shown at the hearing on the 
contempt charge, said the statement, that on December 23, 
1939, the defendant contracted to transport household goods 
from Cleveland, O., to Kenmore, N. Y., for Clarence W. Quillin; 
and that subsequently the shipment was undertaken and com- 
pleted at destination on January 20, 1940. The defendant, it 
said, appeared at the hearing and offered the explanation 
that his failure to comply with the motor carrier act was 
brought about by the circumstance that he did not have suffi- 
cient money to pay for the requisite insurance coverage. The 
defendant was informed that he had been given ample time 
to comply with the act and had been leniently dealt with. 


M. P. REORGANIZATION 


The petition of the Brotherhood of Railway & Steamship 
Clerks, Freight Handlers, Express and Station Employes to in- 
tervene in the reorganization proceedings of the Missour! 
Pacific has been denied by the Commission, division 4, in 
Finance No. 9918, M. P. reorganization. The order of the Com- 
mission said the petition, in effect, was one for leave to inter- 
vene generally, and for the proceeding to he reopened for the 
purpose of effecting a modification of the proposal promulgated 
by the Commission. It said the brotherhood had failed to show 
good cause for the granting of the petition at this time. 
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Cc. G. W. Reorganization 


Judge Charles E. Woodward, in the federal court at Chi- 
cago, March 26, signed an order terminating the Section 77B 
receivership of the Chicago Great Western and returning the 
railroad to private hands for reorganization under the plan 
approved by the Commission in August, 1938, as amended in 
April, 1939 (see Traffic World, April 20, 1938, p. 339, and 
August 22, 1939, p. 889). The work of putting the plan in 
operation and transferring the assets of the railroad from the 
court to the new corporation will be in the hands of a reor- 
ganization committee composed of William J. Sinex, represent- 
ing the preferred stockholders, Harry C. Haggerty, represent- 
ing the bondholders, and Ralph M. Shaw, representing the 
trustees. Judge Woodward approved the appointment of the 
three at the time he signed the order. 

More than 99 per cent of the first mortgage bondholders 
and the preferred stockholders of the bankrupt corporation 
approved the reorganization plan, according to mail ballots 
put before Judge Woodward by Mr. Shaw, as attorney for the 
trustees. Under the plan, the equity of the common stock- 
holders in the bankrupt corporation, nominally valued at about 
$45,000,000, will be wiped out. The capitalization of the new 
corporation will be $63,091,827, of which $6,229,690 will be a 
loan from the Reconstruction Finance Corporation. 

The reorganization committee will file new incorporation 
papers immediately it was announced, but it will probably take 
several months before the transfer of assets to the new cor- 
poration is completed and the operation of the railroad be 
assumed by the new corporation and its board of directors. 

The Great Western is the second railroad to emerge from 
Section 77B proceedings. In January, a reorganization com- 
mittee began the work of transferring the assets of that railroad 
from the federal court to private hands under a similar order. 
That transfer has as yet not been completed, but its com- 
pletion is now said to be merely a matter of weeks. 


Southern Pacifie Stock Change 


Approval of the proposal of the Southern Pacific Co., to 
issue 3,772,763 shares of no par capital stock to replace a like 
number of outstanding shares of $100 par value has been an- 
nounced by the Commission, in a memorandum in Finance No. 
12801, Southern Pacific Co. stock. The proposal was uncon- 
tested. 

Under the proposal (see Traffic World, March 16, p. 643), 
the new stock would be exchanged for the outstanding securities 
on a share-for-share basis. Consent of the stockholders to the 
coy to be sought at the annual meeting of the company 

pril 3. 

Under the laws of Kentucky, where the company is in- 
corporated, the company cannot sell its stock at less than the 
par value. In the light of present conditions the company 
advised the Commission that it was improbable that the present 
stock could be sold at $100 a share. The effect would make it 
impossible for the company to use stock in financing should 
occasion arise. The present authorized capitalization of the 
company is 5,994,918 shares of the $100 par stock, but only 
3,772,763 shares are outstanding. 


8. P. Abandonment 


Application for permission to abandon 15 miles of its Santa 
Cruz branch in Santa Clara and Santa Cruz counties, Calif., 
has been filed by the Southern Pacific Company with the Com- 
mission in Finance No. 12815. The branch has been placed 
out of operation as a result of a recent storm. 

Simultaneously with the filing of the application, A. D. 
McDonald, president of the Southern Pacific, issued a state- 
ment characterizing the proposed abandonments of the seg- 
ment and the substitution of highway transportation connecting 
with train service as an inevitable transition in transportation 
Services, due to increased highway competition and unusually 
nigh operating and maintenance costs on the line to be aban- 

oned. 

Action by the company with respect to the branch, Mr. 
McDonald says, is another step in the policy of the Southern 
Pacific to strengthen its financial position and improve its 
ability to meet the needs of its modern transportation services. 

“We are seeking,” he declares, ‘to adjust our operations 
and our service to changed transportation conditions and 
changed habits and demands of our customers and the public. 
In certain new phases of transportation we are making some 
notable progress in providing service that the public generally 
Welcomes and by its patronage will make profitable to the 
railroad. Among these services are modern merchandise freight 
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trains which run on schedules sometime 75 per cent faster 
than those of a dozen years ago and in passenger service our 
new daylight streamliners are typical of this progressive move; 
but these new developments in transportation have been achieved 
with strict necessity of investing every dollar where it would 
give the greatest return.” 

Mr. McDonald declared that phases of railroad service that 
had been unprofitable, such as the operation of the Santa Cruz 
branch, were “a drag on the efforts of the railroad to provide 
fast modern freight and passenger service.” 

“Therefore,” he says, “the best interests of the public and 
the greatest good to the greatest number will be served by the 
elimination of such unremunerative phases of services, so that 
the railroad may direct its limited financial resources to pro- 
viding modern service that the public will patronize.” 

Abandonment of the segment would save the company 
upwards of $50,000 a year in out-of-pocket losses, which re- 
sulted from increased highway competition and consequent de- 
creased patronage and to extremely heavy operating and main- 
tenance costs, the road announced. Following the recent 
storm, which put the segment out of operation, engineering 
forces of the Southern Pacific found that it would cost between 
$25,000 and $30,000 to put the line back in shape. This cash 
outlay would be in addition to the average out-of-pocket cost 
of maintaining the servcie. This was an immediate factor in 
bringing about the decision to apply for permission to abandon 
the line, it was stated. 

With abandonment of through railroad service on the 
Santa Cruz branch, the company would continue the present 
temporary arrangement for trains at Los Gatos to connect with 
busses to and from Santa Cruz. Mail and express would be 
handled in the same manner. There was practically no freight 
traffic handled by rail to or from points on the section of the 
line proposed to be abandoned, it was said. 


S. W.-Official Divisions 


Official territory railroads have asked the Commission to 
postpone indefinitely the effective date of its order of July 25, 
1939, in No. 25390 et al., southwestern-official divisions, Abilene 
& Southern et al. vs. Akron,.Canton & Youngstown et al. At 
the same time they ask that the Commission deny petitions of 
the St. Louis Southwestern and the Missouri Pacific and their 
trustees, and the petition of the southwestern carriers asking 
that divisions via upper Mississippi River crossings north of 
East St. Louis be equalized with those prescribed via East St. 
Louis (see Traffic World, March 9, p. 580). 

In asking reconsideration and modification of the Com- 
mission’s report and order, the official territory carriers said 
that divisions accorded eastern lines on traffic moving via routes 
through southern territory were inadequate. The Commission, 
they said, should prescribe that divisions break on points of 
actual interchange between the southwestern and official terri- 
tory carriers. They said the Commission was in error in ex- 
pressing the view that certain combination charges were joint 
rates and should be embraced within the findings respecting 
divisions of joint rates. 'They added that if the Commission 
adhered to that view such charges should be excluded from the 
scope of the findings and order. 

Further, the carriers said, among other things, that the 
Commission erred in not incorporating in its findings and order 
a provision relating to rates made on substantially the official 
territory level similar to that made in the southern divisions case. 


Big Road-Little Road Fight 


Finding nothing on which it could act, the Commission, 
division 4, has dismissed the application to abandon under 
consideration in Finance No. 12281, Akron & Barberton Belt 
Railroad Co. abandonment of operation (see Traffic World, 
Feb. 24, p. 459, and March 9, p. 582). As part of the me- 
chanics of the operation it reversed its denial of a motion to 
dismiss the application, March 18, 1939, which had been made 
by the trustees of the Akron, Canton & Youngstown, the little 
road that is in a controversy with the big roads which, with 
it, are the proprietary interests in the belt line at Akron, O. 

The motion was made by the trustees on the ground that 
the operation of a segment about 1.7 miles long had been 
abandoned without the Commission’s permission. The conclu- 
sion that there was nothing in the case on which the Commis- 
sion could act in this case was based on the decisions in At- 
lantic Coast Line Abandonment, 162 I. C. C. 497 and P. C. C. 
& St. L. acquisition, 162 I. C. C. 617. 

Abandonment of operation of a railroad, said the report 
in this case, connoted cessation of service thereover, or a long 
disuse of the line, coupled with the intention on the part of the 
interests controlling the applicant not to restore the segment 
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in question and resume such service or use. It now clearly 
appears, continues the report, that intention on the part of the 
interests controlling the applicant not to restore the segment 
in question and resume operation of Belt Junction, except 
under speculative circumstances of which they would be the 
judge, and as a new enterprise, existed at least as early as 
November, 1934, when the demand for resumption of opera- 
tion was refused. 

“The determination to apply to us for a certificate evi- 
dently was precipitated by the exigencies of the litigation pend- 
ing in the Ohio court, and the application has been pursued 
largely in order that our certificate might serve to bar further 
litigation,” says the report. “But the application for our au- 
thorization in the premises comes too late. We have held, 
heretofore, where abandonment was accomplished without our 
permission first having been obtained, that subsequent appli- 
cations presented nothing upon which we could act . . . There- 
fore, we think the proper disposition of the proceeding is to 
leave the parties where we find them,” the cases mentioned 
being the foundation on which the conclusion rests. 


YOSEMITE VALLEY REORGANIZATION 


An amended plan for the reorganization of the Yosemite 
Valley Railway Co. has been filed with the Commission by the 
management of the road in Finance No. 11481, in the matter 
of the reorganization of the Yosemite Valley. Capitalization 
under the proposal would consist of $1,159,000 of 4 per cent 
first mortgage bonds and 40,000 shares of no par common stock. 
The company, a California corporation, went into bankruptcy 
under section 77 on December 19, 1936. 


M. P. REORGANIZATION 


Edmund Wright, of New York, N. Y., Leon D. Sterling, of 
Jersey City, N. J., and Peter E. Kassler, of New York, N. Y., 
have been authorized by the Commission, division 4, in Finance 
No. 9918, Missouri Pacific reorganization, to serve as a pro- 
tective committee for holders of series A, 6 per cent, series B, 
5 per cent, and series C, 5 per cent, first-mortgage bonds of 
the International-Great Northern pursuant to section 77(p) 
of the bankruptcy act, and to solicit authorizations to represent 
the holders of those bonds, without the deposit thereof, in 
accordance with the rules of the committee and the provisions 
of such authorizations. 

According to the report, the series A, B and C bonds out- 
standing are respectively, $17,250,000, $6,000,000, and $5,500,000. 
Interest payments on all these bonds were defaulted on January 
1, 1934. 


Purchases by Railroads 


Purchases of fuel, material and supplies made by the Class 
I railroads in the United States in connection with their opera- 
tion amounted to $769,314,000 in 1939, according to J. J. Pelley, 
president of the Association of American Railroads. 


This was an increase of $186,032,000 above such purchases 
made in 1938, but a decrease of $197,069,000 below 1937. In 
1930 railway purchases for fuel, materials and _ supplies 
amounted to $1,038,500,000. 

Class I railroads in 1939 expended $257,273,000 for fuel 
compared with $243,783,000 in 1938. For bituminous coal only, 
their purchases totaled $193,079,000, an increase of $13,005,000 
compared with the preceding year, while for anthracite, they 
totaled $4,925,000, an increase of $1,592,000 compared with 
1938. Purchases of fuel oil in 1939 amounted to $52,334,000 
compared with $53,553,000 in the preceding year. For gasoline, 
there was an expenditure of $4,203,000 in the past year, while 
for all other fuels, including coke, wood, and fuel for illumina- 
tion, expenditures amounted to $2,732,000. 


Purchases of forest products amounted to $69,971,000 in 
1939 compared with $56,968,000 in 1938. For cross ties, in- 
cluding switch and bridge ties, the railroads expended $43,- 
758,000 in 1939, an increase of $1,453,000 above such expendi- 
tures in 1938. Purchases of lumber, including timber as well as 
other forest products, amounted to $26,213,000, which was an 
increase of $11,550,000 above the preceding year. 

Class I railroads, in 1939, purchased iron and steel prod- 
ucts amounting to $273,968,000 compared with $152,176,000 in 
1938, or an increase of $121,792,000. For locomotive and car 
castings, beams, couplers, frames and car roofs, the railroads 
spent $39,587,000 in 1939 compared with $22,221,000 in the pre- 
ceding year. Purchases of steel rail, including new and second- 
hand except scrap, amounted to $38,339,000 in 1939 compared 
with $23,742,000 in the preceding year, while for track fasten- 
ings, track bolts, spikes and other materials used in connection 
with the laying of rails, the railroads expended $34,736,000, 


TRAFFIC WORLD 





which was an increase of $18,389,000 above the preceding year, 

For wheels, axles and tires, the railroads expended $25,- 
799,000 compared with $16,691,000 in the preceding year, while 
for bar iron and steel, spring steel, tool steel, unfabricated 
rolled shapes, wire netting and chain, boiler, firebox, tank and 
sheet iron and steel of all kinds their expenditures amounted 
to $21,963,000 compared with $7,910,000 in the preceding year. 
Purchases of interlocking and signal material in 1939 totaled 
$12,089,000, and for standard and special mechanical appli- 
ances for locomotives, $10,443,000. 

Miscellaneous purchases made by the Class I railroads 
totaled $168,102,000 in 1939, compared with $130,355,000 in 
1938. Coming under this heading were $26,714,000 for glass, 
drugs, chemicals, including chemicals for timber treatment, and 
painters’ supplies; $16,634,000 for lubricating oils and grease, 
illuminating oils, boiler compound and waste; $13,915,000 for 
stationery and printing; $16,476,000 for commissary supplies 
for dining cars, camps and restaurants; $12,630,000 for all elec- 
trical materials; $9,203,000 for ballast; $5,876,000 for passenger 
car genta ; and $8,305,000 for locomotive, train and station 
supplies. 


Minimum Rail Fuel Prices 


The board of trial examiners of the Bituminous Coal Divi- 
sion of the Department of the Interior has made a report to 
Director Gray, of the division, in which it says the principles 
involved in the pricing of coal purchased for use as locomotive 
fuel differ from those involved with respect to coal acquired 
for general steam and domestic uses. The minimum prices on 
locomotive fuel will be recommended by the board shortly and 
thereafter the director will pass on the recommendations. In 
its discussion of the principles the board in its report said: 


One of the principal distinguishing features is the nature of the 
transportation charges. As an almost invariable rule, railroads do not 
show a freight charge for hauling coals for their own lines for use as 
locomotive fuel; rather, this cost is reflected in the general operating 
costs of the railroad. Consequently, published transportation charges 
cannot be reflected in the coordinated minimum prices of coals pur- 
chased at mines having rail connections with the consuming railway 
(‘on-line coals’’). Any attempt to relate the prices of on-line coals to 
those of other coals at a specific point on the rails of the consuming 
carrier could be nullified by the railroad through its ability to haul 
coal over its own lines without reflecting the freight costs otherwise 
than in the general operating costs of the road. 


This partially holds true of coals purchased for use as locomotive 
fuel from mines not on the consuming railroad (‘‘of-line coals’’), The 
prices for such coals may reflect none, part, or all of the freight divi- 
sion transportation cost of the carrier which conveys the coal from mine 
to the consuming road. 


The lines of many railroads extend through more than one produc- 
ing field, thus affording them the opportunity to purchase coals in 
one producing field and move them into or through other producing 
fields. For this reason, the proper customary differentials must be 
established between the prices for such coals to prevent the disruption 
of the normal fair competitive flow of locomotive fuel from the various 
districts, 

Another factor peculiar to locomotive fuel is the relative absence 
of different size values when compared to domestic and industrial use. 
For industrial and domestic use, the market value of coal varies con- 
siderably with its size, some coals, for example, taking a substantially 
higher price for the larger sizes than the smaller sizes. For locomotive 
fuel, however, lump coals have some greater value than smaller sizes, 
and the same is true of the other sizes of coal, but the differential is not 
as great as some domestic and industrial coals. Therefore, size group 
differentials for locomotive fuel use are not the same as those for in- 
dustrial or domestic purposes. 


Quality differentials likewise are not as important in the case of 
locomotive fuel. The lower efficiency of locomotive boilers has enabled 
coals of widely varying quality to be used with satisfactory results. 
Moreover, the railroads have a need for a continued flow of coal traffic 
from on-line mines. As a result, locomotive fuel coals have customarily 
been purchased without recognition of large quality differentials. This 
situation is to be contrasted with that prevailing in the marketing of 
coals for general industrial and domestic use, where differences as of 
quality are of the utmost importance in determining relative market 
values, 


Also unique in the pricing of railroad locomotive fuel is the custom 
of accepting from certain mines sizes of coal which are not in demand 
for industrial or domestic use during the particular season. Such prac- 
tice benefits both producer and consumer. It affords the mine operator 
an opportunity to balance production of sizes and thus to continue an 
uninterrupted operation; and at the same time it enables the railroads 
to obtain coals from certain mines at periods when the lack of an 
opportunity to dispose of sizes not generally in demand might cause 
the mines to suspend operations. This mutual dependency has created 
a definite relationship between the purchasing railroad and the coal 
mines. 


All of the above factors, which are peculiar to railroad locomotive 
fuel, necessitates the formulation of coordinated minimum prices fo! 
such coal on a basis which would recognize its value for the particula! 
use, and which therefore required a different price structure. 
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New Transportation Act 


Conferees on S. 2009 Virtually Complete Work— 
Labor Amendment Still Pending—Through 
Routes Agreement 


What will be the proposed new transportation act—with 

@ one principal exception—was being worked into shape this 

week by committee experts and legislative draftsmen for the 

conferees on S. 2009, the transportation bill. The exception was 

the Harrington amendment forbidding displacement of labor 

as the result of unifications of railroads approved by the 
Commission. 

As to other important provisions that were of a contro- 
versial nature the conferees have reached agreement. Included 
among these was the provision in the Senate bill authorizing 
the Commission to prescribe through routes without regard to 
the short hauling of any carrier. A compromise was reached 
the object of which, it is understood, is to give some protection 
to the right of the originating carrier to traffic. 

As reported elsewhere, the conferees agreed to drop pro- 
posed forwarder regulation from the bill, with the understand- 
ing that that subject would be dealt with in a separate measure. 

The conferees held an all-day session March 23 in an 
effort to reach as complete agreement that day as possible 
because Senator Wheeler was leaving that night for Los An- 
geles to attend the wedding of his son, John L. Wheeler, 
March 27. The senator planned to be back in Washington in 
a week or ten days. The arrangement made was that, in the 
meantime, the committee’s experts and legislative draftsmen 
would prepare in bill form all that had been agreed to. The 
Harrington amendment will be taken up by the conferees on 
Senator Wheeler’s return. It is understood groundwork has 
been laid for an agreement on that—a compromise which it 
is believed will prove acceptable to the members of Congress. 

The conferees were pledged to secrecy as to what they 
had done—particularly because there had been “leaks” as to 
agreements reached heretofore. Senator Wheeler is under- 
stood to have cautioned the conferees against disclosing what 
had been agreed to. 

Announcement as to what will be in the compromise bill 
is not now expected until some time in April. The conference 
report may not be ready for submission to the Senate and 
House until the latter part of April. 


Form of Bill 


The compromise bill will follow the form of the House 
bill—there will be no codification of existing law and proposed 
amendments as was attempted in the Senate bill. 

The principal feature of the bill will be that providing for 
regulation of domestic water carriers by the Interstate Com- 
merce Commission. 

The bill will amend the fourth section of the interstate 
commerce act as previously announced. The section will be 
apnlied to water and rail carriers but not to motor carriers, 
the equi-distant clause will be repealed and carriers proposing 
fourth section departures will be authorized to file tariffs con- 
taining the departures at the same time they file applications 
to put in the rates and, in event of approval by the Commission, 
the departures may be made effective on one day’s notice (see 
Traffic World, Feb. 10, p. 353). 

The bill, as announced by Senator -Wheeler, will provide 
for a board to investigate and report on the various agencies 
of transportation and subsidies. 


It is understood the conferees reached an agreement on 
the land-grant rate repeal provisions of the House bill for 
inclusion in the compromise bill. Whether there would be 
provisions providing for apportionment of costs of altering 
bridges over the waterways was yet to be decided. 


The compromise bill, according to an authoritative source 
of information, will not contain matter that is not in either the 
Senate bill or the House bill. There may be revision of lan- 
guage, it is pointed out, but there will be no new matter in- 
Jected into the bill. The conferees expect to be able to present 
the compromise measure as one resting on the measures here- 
tofore approved by the Senate and the House. 


_ Senator Sheppard, of Texas, has published in the appendix 
of the Congressional Record a radio address by him opposing 
S. 2009 water carrier regulation provisions. In part, he said: 


The salvation of water carriers lies in their genuine economy, and 
their consequent ability to maintain the low-cost transportation es- 
Sential to our basic industries. A favorite argument of rival services 
is that the savings thus effected are not passed on to consumers. That 
is fallacy. The most elementary economics teaches that in the long 
run the total cost of transportation is reflected in the base price of 
s00ds in any competitive business. The user of water transportation 


773 


cannot pocket his savings and keep competitors from capturing his 
market. 

No other form of transportation can profitably supplant water car- 
riers in fulfilling the demands of industry for cheap raw materials. 
Rail competitors, having persisted to the verge of bankruptcy in try- 
ing to run them out of this business, now turn to Congress asking that 
their bad judgment be converted into wisdom by legislation. If this 
bill fails to raise rates and to stifle water competition, its original 
proponents will lose all interest in its passage. 

One thing the act cannot do, and that is to drive barge traffic in 
raw materias to the railroads. Railroads cannot handle that kind of 
tonnage cheaply enough to make it move. The Wheeler-Lea bill will 
simply dry up that sort of traffic, along with many industries depend- 
ent upon it. But advocates of the bill will not let it stop there. Here is 
what Traffic World for December 30 last has to say about that: 

“So, as we say, even if the water regulatory provisions of the bill 
become law, there will still be much to do. But enactment of the bill 
will be a step in the right direction. The point is that the public must 
not be allowed to believe that the question is settled. Primarily, the 
job of ‘selling’ the public this idea is up to the railroads, * * *’’ 

In line with that prediction, hearings were announced before the 
Lea committee on a bill to impose tolls for the use of canalized water- 
ways. 

If another national transportation law must be enacted, then let 
one be based on an adequate, impartial study by all the agencies fa- 
miliar with all kinds of transportation. Let a law be drafted that will 
protect all transportation labor, whether working on section groups, 
motor vans, or towboats. Let a law be drafted that will be in the in- 
terest of the entire country, its agriculture and industry and commerce, 
not just the transport agencies alone. Draft a law that will truly safe- 
guard for the benefit of all the people, all the natural, inherent econ- 
omies of all forms of transportation. 

There is not now a need for haste. There is no longer a transpor- 
tation crisis. The present need is for more deliberate action with a 
broader objective than merely overcoming the deficits of the railroads. 
Even a slight upturn in business recovery will accomplish that. Let 
us not awake from an orgy of regulation to find that we have sacri- 


ficed in the time of our greatest need a priceless and indispensable 
public asset. 


The hearings on the inland waterways tolls bill referred 
to by Senator Sheppard were scheduled to begin March 18 
before a subcommittee of the House committee on interstate 
and foreign commerce but were postponed, subject to the call 
of Chairman Chapman, of the subcommittee, at the request 
of Representative Snyder, of Pennsylvania, author of the bill. 


Regulation of Forwarders 
The Traffic World Washington Bureau 


Senator Reed, of Kansas, for Senator Wheeler and him- 
self, has introduced two bills providing for the regulation of 
freight forwarders by the Commission. 

It was learned in connection with the introduction of these 
bills that the conferees on S. 2009 had agreed to omit regula- 
tion of forwarders from that bill with the understanding that 
the subject would be dealt with in a separate measure. 

Hearings on the freight forwarder bills and the freight 
forwarder investigation resolution, Senator Reed said, would 
be held at this session of Congress and an effort would be 
made to have legislation enacted at this session. 

One of the Wheeler-Reed bills, S. 3665, is the bill prepared 
by Chairman Eastman, of the Commission, and the other, 
S. 3666, is a bill prepared by the Freight Consolidators and 
Forwarders Institute. The latter is a revision of the Eastman 
bill, the Institute having made changes desired by it. 

Commenting on differences between S. 3665, the Eastman 
forwarder regulation bill (see Traffic World, March 9, p. 585), 
and S. 3666, the bill prepared by the Freight Consolidators and 
Forwarders Institute, Fisher G. Dorsey, chairman of the In- 
stitute’s legislative committee, said: 

“Apart from the provisions cited below, the two bills are 
closely identical: such differences in text or order of items as 
exist, arise from the fact that S. 3665 follows the pattern of the 
proposed Part III, found in the House version of S. 2009, whereas 
S. 3666 follows the general pattern of Part II. 

“The important differences (following the sequence of 
S. 3666) are the following: 

“(1) S. 3666 (Sections 2 (b) and 11) limits the definition of 
forwarding operations, without extending the term to operations 
by motor vehicle within a terminal area in pick-up or delivery 
service. S. 3665, however (Sections 2 (b) 9 (d)) includes such 
pick-up or delivery operations within a terminal area, as a 
function of the forwarding carrier, for whose account or under 
whose direction the services are performed. This entire subject, 
however, as performed on behalf of any carrier, is included as 
an amendment to all parts under consideration in S. 2009. It 
may be presumed that whatever treatment is accorded carriers of 
other types, will be extended to forwarding carriers. 


““(2) The insurance requirements of S. 3666 (Sections 8 (b) 
and 15) are more stringent than the comparable provisions of 
S. 3665 (Sections 7 (c) and 3 (c)). The former sets out the full 
requirements contained in the motor carrier act, whereas the 
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latter only requires surety against P/L and P/D, in connec- 
tion with motor vehicle operations within terminal areas. 

“(3) The determining factors for ‘grandfather’ rights differ, 
and the corresponding terms of certificate details differ. S. 3666 
(Sec. 9) prescribes ‘territory or territories within which, or 
between which’ services are conducted. S. 3665 (Sec. 7 (d)) 
uses the term ‘points between which,’ which, on its face, appears 
too constrictive in the case of forwarding carriers, whose 
primary objective is to ‘consolidate’ shipments within an entire 
trade area. 

“(4) S. 3665 (Sections 9 (a) (b) (d) (j)) prescribes the com- 
plete divorcement of forwarder operations from other operations 
conducted under any other part; S. 3666 (Sections 12, 14 (a) 
(1), and (b) (1)) permit the continuance of the same, if actually 
in effect on July 30, 1937, or the creation of new arrangements on 
appropriate approval by the Commission. S. 3666 follows the 
general procedure found in other parts, which contains no such 
absolute prohibition against commingling types of transporta- 
tion. 

“(5) S. 3666 (Sections 13, 16 (a) and (d)) permits the con- 
tinuance of joint rate arrangements between forwarding car- 
riers and carriers of other types, whose facilities or services are 
employed by forwarding carriers. Such relations, however, must 
be filed with the Commission, under plenary power vested in it, 
who may even require posting and publication. S. 3665 (Sections 
4 (c), 6 (b), and 11) prescribes that such relations must be on 
tariff basis. In the letter of explanation, accompanying the 
original draft of S. 3665, it is stated: 


If, as is quite possible, the special character and status of the 
forwarding companies, and the special nature of the service which the 
forwarding companies afford them, justify rates and charges different in 
certain respects from those which would otherwise be assessed, such 
circumstances can be given appropriate consideration by the Commis- 
sion in the exercise of its authority under the act. 


“The right of motor carriers to express such type of rates 
in tariffs has been denied by the Commission under I. and S. 
M-247, and has been appealed for review by the Supreme Court, 
where it is still pending. It hardly seems fitting to prescribe 
new legislation, whose oppositeness to the subject is dependent 
on the outcome of a pending or future court case. The joint 
rate method has been in effect between forwarding carriers and 
motor carriers for many years, even prior to the motor carrier 
act. It follows the pattern of other parts, where carriers under 
each part are given the permissive right to make joint rates and 
routes with carriers subject to other parts. 

Sections of S. 3666 and S. 3665, illustrating major differ- 
ences, follow: 


S. 3666, Sec. 2(b). The term ‘‘forwarding carrier’’ means any per- 
son which in the performance or discharge of an undertaking as a com- 
mon carrier to transport property, or any class or classes thereof, for 
the general public in interstate or foreign commerce, for compensation, 
utilizes or employs the instrumentalities or services of another common 
carrier, by railroad, by water, by motor vehicle, or by air, or by an 
express company, or any combination thereof. 

S. 3665, Sec. 2(b). The term ‘‘forwarding carrier’’ means any per- 
son, other than a common carrier by railroad, a water carrier, a motor 
carrier, an air carrier, or a person which on the date of the enactment 
hereof is subject to part I of the interstate commerce act, as amended, 
as an express company, which in the performance or discharge of an 
undertaking as a common carrier to transport property, or any class 
or classes thereof, for the general public in interstate or foreign com- 
merce, for compensation, utilizes or employs the instrumentalities or 
services of a common carrier by railroad, by water, by motor vehicle, 
or by air, or of an express company, or any combination thereof, and 
which may also, in connection with such undertaking, perform, or cause 
to be performed under its direction and control, collection and delivery 
or transfer services within terminal areas. 

S. 3666, Sec. 8(a). ‘The applicant, or a predecessor in interest, bona 
fide was engaged in the forwarding operations for which the authority 
is granted, on July 20, 1937: Or 

S. 3665, Sec. 7(a). * * * Provided, however, That if any such carrier 
or a predecessor in interest was engaged in forwarding operations on 
August 1, 1937, and has so engaged since that time, except as to inter- 
ruptions of service over which the applicant or its predecessor in in- 
terest had no control, the Commission shall issue such certificate * * *. 

S. 3666, Sec. 9(b). The territory or territories within which or be- 
tween which the property is to be transported; and 

S. 3665, Sec. 7(d). Such cerificate shall specify the points between 
which or the territory within which the forwarding operations are to 
be conducted and the nature or general description of the property to 
be transported, and, at the time of issuance and from time to time 
thereafter, there shall be attached to the exercise of the privileges 
granted by such certificate such reasonable terms, conditions, and 
limitations as the public convenience and necessity may from time to 
time require, including terms, conditions, and limitations deemed neces- 
sary to carry out, with respect to the operations of the carrier, the re- 
quirements of this act or those established by the Commission pursuant 
thereto: * * * 

S. 3666, Sec. 12. No carrier or person controlled or affiliated with 
a carrier within the meaning of section 5(8) of part I of the interstate 
commerce act, as amended, shall conduct dual operations as both for- 
warding carrier and/or rail and/or water and/or motor carrier, unless 
for good cause shown the Commission shall find that dual operations 
will be consistant with the public interest; except that this provision 
shall not apply to dual operations in effect on July 20, 1937. 
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S. 3665, Sec. 9(j). From and after January 1, 1941, it shall be un- 
lawful for any carrier (other than a forwarding carrier), or any per- 
son controlled by such a carrier, or affiliated therewith within the 
meaning of section 5(6) of part I of the interstate commerce act, as 
amended, to own, lease, operate, control, or have any interest what- 
soever (by stock ownership or otherwise, either directly, indirectly, 
through any holding or investment company or companies, or by stock- 
holders or directors in common, or by a voting trust or trusts, or in 
any other manner whatsoever) in any forwarding carrier; and in case 
of the violation of this provision each day in which such violation con- 
tinues shall be deemed a separate offense. 

S. 3666, Sec. 15. No certificate or permit shall be issued to a for- 
warding carrier or remain in force, unless such carrier complies with 
such reasonable rules and regulations as the Commission shall pre 
scribe governing the filing and approval of surety bonds, or other 
securities or agreements, in such reasonable amount as the Commission 
may require, conditioned to pay, within the amount of such surety 
bonds or other securities or agreement any final judgment against such 
forwarding carrier for loss or damage to property of others. The Com- 
mission may, in its discretion and under such rules and regulations 
as it shall prescribe, require any such forwarding carrier to file a surety 
bond, or other securities or agreements, in a sum to be determined 
by the Commission to be conditioned upon such carrier making com- 
pensation to shippers and/or consignees for all property belonging to 
shippers and/or consignees, and coming into the possession of such 
carrier in connection with its transportation service. And carrier which 
may be required by law to compensate a shipper and/or consignee for 
any loss, damage, or default for which a connecting carrier is legally 
responsible shall be subrogated to the rights of such shipper and/or 
consignee under any such bond, or other securities or agreements, to 
the extent of the sum so paid. 

S. 3665, Sec. 3(c). The Commission shall have authority to pre- 
scribe reasonable rules and regulations governing the filing and ap- 
proval of surety bonds, policies of insurance, qualifications as a self- 
insurer, or other securities or agreements, in such reasonable amount 
as the Commission may require, conditioned to pay, within the amount 
of such surety bonds, policies of insurance, qualifications as a self- 
insurer, or other securities or agreements, any final judgment recovered 
against a forwarding carrier for bodily injuries to or the death of any 
person or for loss or damage to property of others, resulting from the 
negligent operation, maintenance, or use of motor vehicles operated by 
or under the direction and control of such carrier. 

S. 3666, Sec. 16(a). Forwarding carriers may establish reasonable 
through service and joint rates, charges, and classifications with other 
such carriers or with common carriers by railroad and/or express and/ 
or motor and/or water. In case of such joint rates or charges it shall be 
the duty of the carriers parties thereto to establish just and reasonable 
regulations and practices in connection therewith, and just, reasonable, 
and equitable divisions thereof as between forwarding carriers and the 
carriers participating therein which shall not unduly prefer or prejudice 
any of such participating carriers. 

S. 3665, Sec. 4(c). Forwarding carriers may establish reasonable 
through routes and joint rates, charges, and classifications with other 
such carriers, but not with carriers of any other description. In case 
of such joint rates or charges, it shall be the duty of the forwarding 
carrier parties thereto to establish just and reasonable regulations and 
practices in connection therewith, and just, reasonable, and equitable 
divisions thereof as between the carriers participating therein which 
shall not unduly prefer or prejudce any of such participating carriers. 


Chairman Lea, of the House committee, on interstate and 
foreign commerce, has introduced the bills in the House. The 
Eastman bill is H. R. 9089 and the forwarders’ bill H. R. 9090. 


Carriers and Newspapers 


Carriers whose rates are regulated by any agency of the 
United States would be forbidden to own or acquire any interest 
in a newspaper published for profit in the United States if 
a bill (S. 3656) introduced by Senator Pepper, of Florida, 
becomes a law. 

The bill, referred to the Senate judiciary committee, pro- 
vides that “upon the expiration of one year after the date of 
enactment of this act, it shall be unlawful for any common car- 
rier or other carrier engaged in interstate or foreign com- 
merce, whose rates are regulated by any agency of the United 
States, to own or acquire, directly or indirectly, any interest 
in a newspaper published for profit in the United States.” 

The bill defines the terms “‘common carrier” and “carrier” 
as including all carriers (by whatever name defined) so en- 
gaged in commerce and so regulated “and shall have the mean- 
ings assigned to them in the applicable act of Congress au- 
thorizing the regulation of their rates.” 

The penalty for violation of the act is a fine of not more 
a $5,000 or imprisonment for not more than ten years or 

oth. 

At Senator’s Pepper’s office it was stated the senator would 
not make any statement with respect to the bill. 





PIPE LINE BILL COMMITTEE 


Senator Ashurst, chairman of the Senate judiciary com- 
mittee, has appointed a subcommittee to consider S. 448 and 
S. 2281, bills to prohibit common carrier pipe lines from trans- 
porting commodities in which they have an interest. The sub- 
committee is composed of Senator Burke, of Nebraska, chair- 
man; Senator Van Nuys, of Indiana; Senator Hatch, of New 
Mexico; Senator Norris, of Nebraska, and Senator Danaher, 
of Connecticut. 
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Cc. of C. and Transport 


Proposals relating to transportation that will go before 
the resolutions committee of the annual meeting of the Cham- 
ber of Commerce of the United States, which will convene in 
Washington April 29, have been made public by the chamber. 
The proposals, said the chamber, would be subjected to “a 
process of sifting” before presentation to delegates for action 
on the final day of the convention. Those relating to trans- 
portation follow: 


The Bismarck Association of Commerce (North Dakota) and the 
Philadelphia Chamber of Commerce (Pennsylvania) propose reaffirma- 
tion of the declaration of 1935 for federal regulation of all forms of 
interstate transportation, and opposition to any form of government 
ownership or operation of railroads. 

The Eastern Federation of Feed Merchants proposes a declaration 
that in view of the financial position of the railroads, legislation should 
be enacted placing all types of carriers on an equal competitive basis. 

The Sioux City Chamber of Commerce (Iowa) proposes a declara- 
tion against placing all forms of transportation in a strait-jacket; for 
less rather than more transportation legislation; for opposition to the 
regulation of rates and services of inland water carriers by the Interstate 
Commerce Commission; and for all regulation permitting the public to 
enjoy the benefit and economy resulting from each type of transpor- 
tation. 


The Tulsa Chamber of Commerce (Oklahoma) and twelve other 
organizations in Oklahoma, Texas, Louisiana, Tennessee, Florida, and 
North Carolina, propose a declaration that the broad effects of the 
territorial method of freight-rate-schedule making upon railroads, with 
or without cooperation of governmental agencies, have so been detri- 
mental to production, processing, and other commercial interests in the 
south, the southwest and the southeast, and that the common interest 
of business throughout the country will best be served by placing all 
sections on a workable parity. 

The West Texas Chamber of Commerce proposes a declaration that 
the transportation system be revised to the end that transportation 
charges will be required to preserve the inherent advantages of each 
form of transportation, to pay adequate operating and dividend returns, 
and to bring about equality and uniformity in rates as among differ- 
ent sections of the country in line with operating costs. 


Merchant Marine 


The Bismarck Association of Commerce (North Dakota) and the 
Philadelphia Chamber of Commerce (Pennsylvania) proposes reaffirma- 
tion of the declaration of 1935 respecting rehabilitation of the merchant 
marine, with direct subsidies for construction and operation. 

The National Foreign Trade Council proposes a declaration for 
continuation of present policies as necessary to provide an adequate 
fleet of modern merchant vessels, both for foreign commerce and as a 
naval auxiliary. 


Interstate Trade Barriers 


The Chicago Association of Commerce (Illinois) proposes a declar- 
ation that barriers and impediments to interstate commerce should not 
exist within the United States, and that Congress should remove by 
legislation impediments caused by recent decisions of the Supreme 
Court permitting state taxes in the state of delivery of goods even 
though the contract of sale and the payment are made elsewhere. 

The Sioux City Chamber of Commerce (Iowa) proposes a declara- 
tion for return to the traditional policy of free trade among the 
states, in order that the producers and consumers may buy or sell 
without legal discrimination as to the place of origin of the goods, the 
method of transportation, or the efficiency of the producer. 


St. Lawrence Waterway 


The Chicago Association of Commerce (Illinois) proposes a declara- 
tion that any treaty with Canada should contain specific provisions to 
prevent the use and control of waterpower developed in connection with 
the waterway, and to further any scheme for government ownership, 
operation, or regulation designed to create another TVA, with govern- 
ment competition with private enterprise. 

The Chicago Association of Commerce proposes a declaration against 
any treaty which would internationalize the waters of Lake Michigan, 
on the ground such a step would be prejudicial to national integrity. 
The Chicago association also calls attention again to the necessity for 
an increase in diversion of water from Lake Michigan as necessary to 
develop the full use of navigable waterways connecting the Great Lakes 
with the Mississippi Valley. 


Highways 


The Bismarck Association of Commerce (North Dakota), the Phila- 
delphia Chamber of Commerce (Pennsylvania), and the Portland Cement 
Assn. propose reaffirmation of the declaration of 1935 in favor of col- 
lection of all possible data as a basis for highway planning, and de- 
velopment of a national highway plan in each state. 

The Bismarck Association of Commerce (North Dakota), the Phila- 
deiphia Chamber of Commerce (Pennsylvania) and the Rochester Cham- 
ber of Commerce (New York) propose a reaffirmation of the declaration 
of 1935 that determination of standards of highway construction, and 
size and weight of motor vehicles, should be left to the several states 
in accordance with their respective situations and problems. 

The Lumbermen’s Association of Texas proposes a declaration for 
more effective and uniform control of motor trucks by the states. 

The Associated General Contractors of America proposes a declara- 
tion in encouragement cf a national program of study and education 
respecting the needs for metropolitan motor ways. 

_ The Associated General Contractors of America proposes a declara- 
tion that federal aid for highway and grade-crossing separations is a 
fundamental necessity; that the total of $350,000,000 collected annually 
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from federal excise taxes on highway users should be distributed for 
highway purposes and elimination of grade crossings; and that the 
federal government should assist in acquisition of rights-of-way. 


Foreign Trade Zones 


The American Warehousemen’s Association proposes a declaration 
for repeal of the legislation of 1934 for foreign trade zones, on the 
ground that instead of promoting foreign trade they are being oper- 
ated as competitive warehouses, this operation being on a subsidized 
basis to the detriment of private warehousing enterprises. 


Settling Section 210 Loans 


The Treasury Department has asked Congress for legis- 
lation to enable it to liquidate approximately $30,000,000 of 
loans made to carriers under section 210 of the transportation 
act of 1920, now due and owing to the government. 

It has submitted a draft of a bill to amend the act of 1920 
to permit the President, or any officer or agent he may desig- 
nate, to sell, exchange, or dispose of securities acquired by the 
United States under the provisions of the act. The proposal 
has been referred to the interstate commerce committees. 

The Treasury Department, according to the Attorney Gen- 
eral, Congress was informed, has authority to compromise 
loans made under section 210 by the payment in cash of a 
part of the amount due in full settlement of the unpaid prin- 
cipal and accrued interest. 

“Certain other limitations, however,” said S. D. W. Bell, 
Acting Secretary of the Treasury, “still greatly handicap offi- 
cers of the government in their efforts to liquidate some 
$30,000,000 principal amount of obligations due and owing to 
the government under the above act. For example, with respect 
to securities acquired by the United States as evidence of loans 
to railroad carriers under section 210 of the transportation act, 
1920, there appears to be a serious question as to authority to 
sell or dispose of such securities, or to exchange them for new 
securities, at least if the result of such an exchange is to extend 
the maturity date of an obligation to the government under 
section 210. The Treasury Department believes that the pro- 
posed legislation is necessary for the effective liquidation of 
the loans still outstanding and, therefore, recommends its 
enactment.” 

The last annual report of the Commission showed that 
loans under section 210 aggregated $350,600,667, of which 
$25,178,927.88 with interest of $12,960,255.65 was in default. 
— totaled $325,421,739.12 and interest paid, $90,875,- 


Challenge on Regulation 


“The American people are paying over seven billion dollars 
a year for common carrier service—rails, highway and water,” 
said Chairman Lea, of the House committee on interstate and 
foreign commerce, in an address before the Maryland Motor 
Truck Association at Baltimore, March 27. 

“The challenge is whether we have the intelligence and 
the ability to so regulate these agencies, so coordinate them 
that each shall become self-supporting. We have adopted a 
policy of reasonable returns—reasonable to the carrier and 
reasonable to the public. We have adopted the policy of re- 
stricting the carriers to the numbers reasonably necessary 
to accommodate the public. 

“It is possible we do not have the genius, common sense, 
and ability to so regulate these essential agencies that they 
shall be self-supporting? I believe we should.” 

Representative Lea, who heads the House conferees on S. 
2009, the transportation bill, reviewed the tremendous growth 
of transportation in the United States and then referred to the 
provisions of the bill under which domestic water carriers, in- 
cluding those now regulated by the Maritime Commission 
and those not now regulated, would be regulated by the Inter- 
state Commerce Commission. 

“Regulated common carriers must take all shipments 
offered, run on schedules, charge uniform prices without dis- 
crimination as to shippers or sections,” said he. “The unregu- 
lated water carrier acts under no such restrictions. He can 
charge what prices he pleases; he can refuse any load he 
pleases, and he is not required to keep schedules. 

“Water, highway and rail carriers are each important in- 
separable parts of the transportation system of America. We 
can never have effective successful regulation that will give 
the country the inherent advantages of each of these types, 
and place their competition on a fair and just basis, unless we 
have unified regulation. The unregulated carrier in competi- 
tion with the regulated common carrier works on a cut-throat 
basis, and is destructive to an efficient transportation system. 


“Unfair” to Water 


“Some opponents of regulation of the water carriers have 
tried to give a picture of the interstate and foreign commerce 
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committee as unfair to water transportation. They would have 
you believe that the Interstate Commerce Commission is in 
some kind of a conspiracy with the railroads and the trucks 
to destroy water competition. They would have the farmer 
believe that there is a conspiracy against him to raise the 
cost of his produce on inland waterways. 

“What are the facts? Five of the seven members of the 
House of Representatives who were their conferees on the 
transportation bill live in coast states which are deeply inter- 
ested in the welfare of water transportation. 

“The Interstate Commerce Commission is the oldest and 
most respected regulatory commission in the federal govern- 
ment. Through fifty-three years of service it has maintained a 
reputation for fairness, integrity, and intelligence, that is not 
surpassed by any similar body in our government. 

“The men on that Commission are of high purpose. If 
water transportation is placed under their regulation, it will 
place on them a responsibility to which you can be sure they 
will respond. They will have the high responsibility of exer- 
cising their power for the rounding out and coordinating the 
transportation agencies of this country with a view of doing 
justice to them and in behalf of the best interests of the 
United States. It will be their duty to give water its proper 
place in our transportation system. 


Fifty-Three Years Behind 


“The fact is we are fifty-three years behind where we 
should have been in water regulation. Fifty-three years ago, 
when the Interstate Commerce Commission was first organized, 
Judge Cooley was its first chairman. He was not only a great 
lawyer but a great statesman. He then advocated that water 
transportation should be placed under regulation with rails 
in order that the interest of the country and of the water car- 
riers themselves should be advanced and protected. 

“T do not hesitate to predict that after a few years of water 
regulation as proposed, the inland water carriers themselves 
would not think of going back to the old cut-throat status of 
the present time. 

“Our intercoastal carriers have greatly suffered because 
of the lack of coordination and regulation as between each 
other, and with the rails. Nearly all our intercoastal ships are 
getting old. The returns from the business have poorly justi- 
fied replacements. Bona fide operators have long suffered from 
unfair competition. Much of the time their earnings have been 
meager, frequently their balances in the red. 

“The great volume of traffic carried by water carriers, 
without harmonious regulation with land carriers, makes regu- 
lation ineffectual and efficiency and economy improbable. 

“It is claimed that regulation will be unjust to the water 
carriers. All we can seek to do is to make water carriers 
subject to regulation by a fair government commission on an 
equal basis with other forms of transportation. It is asserted 
that the pending legislation discriminates against water car- 
riers. No man can intelligently and carefully read the legisla- 
tion proposed and assert such is the fact.” 

Mr. Lea said he was interested in a recent statement by 
Commissioner Splawn that any study of the pending bills 
must disclose to the unbiased mind that Congress had re- 
fused to suppress one form of transportation in favor of 
another. 


Call on Uncle Sam 


“They say the rivers belong to the United States,” he 
continued. “They do. The government improves a project, 
gives depth and width to accommodate the water carrier, and 
does it without cost to him. When a stream throws up a 
sand bar across the river, the water carrier phones in to the 
army engineers and Uncle Sam goes down, cleans out the bar 
if it costs him $20,000 or $100,000. 

“The flood comes along and eats out a bank, destroys 
the channel. Uncle sam restores it if it costs a hundred 
thousand dollars or a million. A flood comes along and de- 
stroys the railroad track running along the river bank, and 
the railroad restores it out of its own funds, if it costs a 
million. 

“The railroad crosses a river on a bridge built at its 
own expense. The army engineers decide that the bridge 
must be longer and higher in order that the water carriers 
may pass under it. The railroad makes the change in the 
bridge without expense to the water carriers and for their 
benefit. 

“Yet, under all these conditions, the water carrier is a 
private carrier. He charges the shipper for his freight just 
as a private carrier. He competes with the privately owned 
carriers. The rail and the boat, each privately owned, are 
serving the public. 

_ “Why should each not equally submit to that just regula- 
tion intended for the use of the public? We give the water 
carrier a free right of way. Why should he not be subject 
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to regulation by the government that gives him his right of 
way? 

“It is claimed the government has spent an average of 
nearly $200,000 a mile for improvement on 3,400 miles of the 
Mississippi River system. I am not complaining about that. 
I do insist, however, that an agency enjoying such benefiis 
at the expense of the public treasury ought to be satisfied to 
submit to that fair public regulation with which its competi- 
tors are compelled to comply.” 


TIME LOST CLAIMS HEARING 


The Railroad Retirement Board has further postponed 
from April 12 to April 15 its hearing on proposed revision of 
regulations with respect to remuneration paid for time lost as 
an employe. Recently the board postponed its hearing from 
April 10 to April 12 (see Traffic World, March 23, p. 703). 





MEXICANS AND PENSION ACTS 


Representative Lea, of California, has introduced H. J. 
Res. 496 to amend this railroad retirement and carriers taxing 
acts to exclude from the railroad pension system citizens of 
Mexico who work for American railroads outside the United 
States or other foreigners similarly situated. A companion 
measure has been introduced in the Senate by Senator Wheeler 
(see Traffic World, March 23). 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Brotherhood of Railroad Trainmen has been authorized to 
represent the craft or class of yardmen (foremen, helpers 
and switchtenders), employed by the Union Belt of Detroit: 
and the Railroad Yardmasters of America to represent the 
craft or class of yardmasters employed by the Cleveland 
Union Terminals Co., for the purpose of the railway labor act. 

The board has also certified that the International Broth- 
erhood of Firemen and Oilers, Helpers, Roundhouse and Rail- 
way Shop Laborers, operating through the railway employes’ 
department, A. F. of L., has been authorized to represent 
the craft or class of power house employes and railway shop 
laborers, employed by the Boston & Albany, for the purposes 
of the railway labor act. 





Rail Pension Tangle 


The First National Bank of Salisbury, N. C., because it 
followed usual commercial practice in accepting for deposit 
two checks made payable to an annuitant under the railroad 
retirement act but indorsed by the guardian of the annuitant, 
must file claims against the government to recover the money 
represented by the checks, the Treasury Departmnt having 
refused to pay the checks as indorsed. This is the effect of a 
ruling made by R. N. Elliott, acting Comptroller General of 
the United States. 

The ruling was made in a letter addressed to Chairman 
Latimer, of the Railroad Retirement Board. The checks were 
made payable to John Thomas Shields. One was for $570.24 
and the other for $95.04. They were indorsed by J. E. Haynes, 
guardian of Mr. Shields, and deposited by him as guardian in 
the bank which later made certain payments on checks drawn 
by Mr. Haynes against the deposit of the annuity checks. 

The bank was advised that checks drawn on the treasurer 
of the United States must be indorsed personally by the payee 
thereof in order to be negotiable and the checks, at the Treas- 
ury Department’s request, were returned to the Treasury. Be- 
fore adjustment was made Mr. Shields died, leaving a wife 
and children. The guardian wrote the board that he was em- 
barrassed by the situation, not being able to pay bills for the 
estate of Mr. Shields from the account in the bank resting 
in part on the checks involved. The official synopsis of Mr. El- 
liott’s opinion follows: 


B-8643. Checks—Negotiation—Bank Depository’s Rights. 

Where checks, drawn to the order of an incompetent payee, were 
unrestrictedly indorsed by his duly appointed and qualified guardian 
“‘as guardian,’’ in accordance with accepted commercial usage and the 
laws of the state wherein negotiated, and deposited in a bank, such 
action not only operated as a valid negotiation, but created in the 
bank a complete and valid title to the check, notwithstanding a custom 
or agreement to charge the check back to the depositor in the event 
of dishonor. 

Where railroad retirement annuity checks drawn to the order of 
an annuitant payee were deposited in a bank upon indorsement of his 
guardian prior to the annuitant’s death under such circumstances that 
the bank acquired certain rights against the United States as to the 
proceeds even though the Treasurer of the United States declined to 
pay the checks because they were not indorsed by the payee, the 
proceeds lose their identity as annuities due a surviving spouse fo! 
payment by the Railroad Retirement Board and become amounts claims 
for which are for settlement by the General Accounting Office. 
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Faets About the Railroads 


“Railroads provide the safest form of transportation avail- 
able in the United States,” says the Association of American 
Railroads. 

“Fewer persons lost their lives in railroad accidents in 
1939 than in any year since the Interstate Commerce Commis- 
sion began the compilation of these reports in 1888. 

“For every passenger fatality in 1939, the railroads trans- 
ported 840,000,000 passengers a distance of one mile, compared 
with 35,500,000 passenger miles in 1888. 

“Thirteen passengers lost their lives in train accidents in 
1939, nine of which fatalities occurred in one accident caused 
by sabotage. 

“Fewer employes were killed and injured in 1939, com- 
pared with the number of hours worked, than in any previous 
year. 

“Fatalities resulting from accidents at highway-railroad 
grade crossings in 1939 were less than in any year since 1915. 

“Fatalities resulting from highway-railroad grade crossing 
accidents and to trespassers on railroad property represented 
86 per cent of all fatalities connected with the railroads in 
1939.” 


Revenue Freight Loading 


Loading of revenue freight the week ended March 23 totaled 
619,886 cars, according to the Association of American Rail- 
roads. This was an increase of 17,938 cars or 3.0 per cent 
above the corresponding week in 1939, an increase of 46,934 
cars or 8.2 per cent above the same week in 1938, and an in- 
crease of 901 cars or one-tenth of one per cent above the 
preceding week. 

All districts reported increases compared with the corre- 
sponding week in 1939 and all districts reported increases over 
1938 except the Central Western and Southwestern. 


1940 1939 1938 

M weeks Gf JOMUATY .6..c ss cc aecsies 2,559,415 2,288,730 2,256,717 
& WEORS GE WORPUBTY 6.0.05. geste cs 2,486,863 2,282,866 2,155,536 
I Oe MUON & 6 hav iS veewawewaetes 634,410 594,424 552,892 
C&S ee eee 620,997 588,426 556,730 
WOOK OF BIGPON 26 cocinccicscrciass 618,985 591,166 540,365 
MEN TE BOUND hve occ ere cceesswes 619,886 601,948 572,952 

MI Stee data aide G Giaitete se waco 7,536,556 6,947,560 6,635,192 


Revenue freight loading by districts the week ended March 
23 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,405 and 6,473; live 
stock, 1,062 and 1,049; coal, 25,416 and 24,688; coke, 2,682 and 2,203; 
forest products, 1,344 and 1,539; ore, 1,058 and 565; merchandise, L. 
C. L., 36,584 and 39,096; miscellaneous, 61,691 and 59,999; total, 1940, 
136,242; 1939, 135,612; 1938, 122,482. 

Allegheny district: Grain and grain products, 3,906 and 3,630; live 
stock, 823 and 795; coal, 30,761 and 30,509; coke, 3,345 and 2,654; forest 
products, 745 and 700; ore, 3,160 and 1,418; merchandise, L. C. L., 25,201 
and 26,500; miscellaneous, 57,880 and 54,362; total, 1940, 125,821; 1939, 
120,568; 1938, 105,411. 


Pocahontas district: Grain and grain products, 239 and 272; live 
stock, 76 and 86; coal, 31,238 and 26,768; coke, 449 and 500; forest 
products, 702 and 538; ore, 158 and 82; merchandise, L. C. L., 5,512 and 
5,613; miscellaneous, 6,425 and 6,026; total, 1940, 44,799; 1939, 39,885; 
1938, 33,652. 

Southern district: Grain and grain products, 2,406 and 2,659; live 
stock, 847 and 991; coal, 15,092 and 14,157; coke, 463 and 365; forest 
products, 11,231 and 10,282; ore, 1,102 and 938; merchandise, L. C. L., 
26,910 and 28,179; miscellaneous, 41,914 and 40,240; total, 1940, 99,965; 
1939, 97,811; 1938, 94,941. 

Northwestern district: Grain and grain products, 7,351 and 17,229; 
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live stock, 2,610 and 2,406; coal, 5,249 and 5,406; coke, 1,257 and 1,232; 
forest products, 9,132 and 6,217; ore, 383 and 325; merchandise, L. C. L., 
18,537 and 18,927; miscellaneous, 27,468 and 28,464; total, 1940, 71,987; 
1939, 70,206; 1938, 70,216. 

Central Western district: Grain and grain products, 7,786 and 
8,079; live stock, 4,401 and 4,903; coal, 7,525 and 6,630; coke, 237 and 
131; forest products, 5,789 and 5,217; ore, 4,317 and 4,001; merchandise, 
L. C. L., 24,222 and 24,402; miscellaneous, 41,928 and 39,687; total, 1940, 
96,205; 1939, 93,050; 1938, 96,995. 

Southwestern district: Grain and grain products, 3,348 and 3,337; 
live stock, 978 and 1,085; coal, 2,753 and 2,120; coke, 108 and 78; forest 
products, 4,403 and 3,628; ore, 266 and 248; merchandise, L. C. L., 
10,719 and 11,002; miscellaneous, 22,292 and 23,318; total, 1940, 44,867; 
1939, 44,816; 1938, 49,255. 


Freight Loading Forecast 


Freight car loadings the second quarter of 1940 are ex- 
pected to be about 18.1 per cent above actual loadings in the 
same quarter in 1939, according to estimates compiled by the 
thirteen Shippers’ Advisory Boards. 


On the basis of those estimates, freight car loadings of the 
twenty-nine principal commodities will be 5,429,774 cars in the 
second quarter of 1940, compared with 4,598,508 actual car 
loadings for the same commodities in the corresponding period 
in the preceding year. 


Of the thirteen Shippers’ Advisory Boards, all estimate an 
increase in carloadings for the second quarter of 1940, compared 
with the same period in the preceding year, except the South- 
west Board, which estimates a small decrease. 


Tabulation below shows actual carloadings for each district 
in the second quarter of 1939, the estimated loadings for the 
second quarter of 1940, and the percentage of increase or de- 
crease: 

Actual Loadings Estimated Loadings 


Shippers’ Advisory Second Quarter Second Quarter Per Cent 
Boards 1939 1940 Increase 
OE TN — os bioiaid nec ction 101,296 106,167 4.8 
PIS States 6 bk odin cee ccisice 597,791 600,946 0.5 
PINON i sioces citamed weuwas 488,200 766,460 57.0 
2 ee 430,815 753,706 74.9 
PE TEE PCT e 554,983 592,210 6.7 
POE CAI oko iaieinieeaeie-o vieieea 342,052 376,678 10.1 
COMEIEE WOESIEPR | occccc wie 157,479 162,279 3.0 
jo ee err 623,567 660,116 5.9 
PRONE a.50j0sseenmnnawewece 298,240 377,064 26.4 
Trans-Missouri-Kansas ...... 270,332 279,536 3.4 
OSES a kis cciewrieose nies 314,513 300,667 4.4* 
NEO beastie sede d oe eer 231,739 266, 232 14.9 
Pacific Northwest ........... 187,501 187,713 0.1 
ENON oe Vili hue arouse 4,598,508 5,429,774 18.1 
*Decrease. 


The thirteen Shippers’ Advisory Boards, according to the 
estimates, expect an increase in the second quarter of 1940, 
compared with the same period one year ago in the loading of 
25 commodities, while decreases are expected in the loading of 
four commodities. Among those showing the greatest increase 
are the following: 

Coal and coke, 48.8 per cent, due in part to the strike of 
bituminous miners in certain states one year ago; automobiles, 
trucks and parts, 31.5 per cent; cotton, 29.2 per cent; ore and 
concentrates, 26.7 per cent; machinery and boilers, 16.5 per cent; 
agricultural implements and vehicles other than automobiles, 
15.6 per cent; chemicals and explosives, 14.9 per cent; iron and 
steel, 13.6 per cent; fertilizers of all kinds, 9.9 per cent; hay, 
straw and alfalfa, 9 per cent; paper, paperboard and prepared 
roofing, 9.1 per cent; cement, 7 per cent, and lumber and forest 
products, 6.5 per cent. 

The four commodities for which reductions are estimated 





Revenue Freight Car Loading—Week Ended Saturday, March 23 


Grain and Live 
grain prod. stock Coal 
if 1940 31,441 10,797 118,034 
PO OE POOR. ae iowekaxons 4 1939 31,679 11,315 110,278 
| 1938 37,898 10,619 81,422 
Preceding week March 16........ 1940 31,577 10,639 125,872 
Per cent increase over............ 1939 7.0 
Per cent decrease under ......... 1939 8 4.6 
Per cent increase over .......... 1938 an 45.0 
Per cent decrease under ........ 1938 17.0 
1940 369,662 137,158 1,711,403 
Cumulative 12 weeks to March 23 4 1939 369,639 137,246 1,478,879 
1938 409,218 147,235 1,319,976 
Per cent increase Over...........- 1939 15.7 
Per cent decrease under ......... 1939 x 
Per cent increase over .......... 1938 29.7 
Per cent decrease under ........ 1938 9.7 6.8 


Per cent to 15 year average, 83.0. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
8,541 33,346 10,444 147,685 259,598 619,886 
7,163 28,121 7,577 153,719 252,096 601,948 
4,096 27,501 7,649 152,811 250,956 572,952 
9,044 30,877 10,310 147,527 253,139 618,985 

19.2 18.6 37.8 3.0 3.0 
3.9 

108.5 21.3 36.5 3.4 8.2 
3.4 

129,399 364,083 118,089 1,718,853 2,987,909 7,536,556 

88,775 307,174 100,781 1,749,525 2,715,541 6,947,560 

68,885 315,879 87,989 1,753,672 2,532,338 6,635,192 

45.8 18.5 By 10.0 8.5 
1.8 

87.8 15.3 34.2 18.0 13.6 
2.0 








778 


are grain, 1.4 per cent; citrus fruits, 8.8 per cent; potatoes, one- 
half of 1 per cent, and other fresh vegetables, 8 per cent. 
Actual loadings for the second quarter of 1939, estimated 
carloadings for the second quarter of 1940, and the percentage 
of increase or decrease for each of the 29 commodities included 
in the forecast of the thirteen Shippers’ Advisory Boards follow: 


Actual Estimated Per Cent 
—Carloadings——,, Estimated 








Commodity 1939 1940 Increase 
Ee ae ae eee ree 227,165 224,043 1.4* 
Flour, meal and other mill products.... 191,349 196,991 2.9 
Hay, straw and alfalfa .,............... 11,956 13,031 9.0 
DCist ies teeta ceens Cee nanh seek 19,711 25,460 29.2 
Cottonseed and products, except oil..... 7,678 8,174 6.5 
(anit dic ban ct udbsesitvescvees 42,750 38,984 8.8* 
a eee 48,877 51,579 5.5 
DY <clstveinetseOs6dababasvadtosen 65,109 64,71 0.5* 
Other fresh vegetables ................. 77,976 71,759 8.0* 
Es nade ccd scs ese avesneekwae 142,397 148,630 4.4 
Poultry and dairy products ............ 31,164 31,292 0.4 
Pe cs cote en abv see sneens she ke 1,124,782 1,673,214 48.8 
Ore and concentrates .......ccsccccsece 344,419 436,410 26.7 
Gravel, sand and stone ................ 295,746 295,989 0.1 
Dich cit twuGicesaks ben bok dbs sns eu enw ts 23,774 24,679 3.8 
Lumber and forest products............ 404,227 430,544 6.5 
Petroleum and petroleum products...... 494,441 517,050 4.6 
Sugar, syrup and molasses ............ 40,019 40,761 1.9 
EE ee eee ae 314,210 357,078 13.6 
Machinery and boilers ................. 24,778 28,877 16.5 
EE Cec icccsibheniboucanebseasaens a 156,803 167,764 7.0 
Brick and clay products................ 61,630 63,740 3.4 
ih i POOOEE ov cac cee eieeenesees > 37,433 39,687 6.0 
Agricultural implements and _ vehicles, 

other than automobiles ............ 19.685 22,761 15.6 
Automobiles, trucks and parts ......... 131,582 173,039 31.5 
Fertilizers, all kinds ................00. 97,109 106,715 9.9 
Paper, paper board and prepared roofing 90,596 98,834 9.1 
Chemicals and explosives .............. 28,589 32,856 14.9 
Canned goods—all canned food products 

(includes catsup, jams, jellies, olives, 

pickles, preserves, eCtC.) .....ccccece 42,553 45,062 5.9 

DL ‘Gc nce epmeh bbbaweebalbnenes ve 4,598,508 5,429,774 18.1 





*Decrease, 


R. R. Capital Expenditures 


Capital expenditures for equipment and other improvements 
to railway property made by Class I railroads in 1939 totaled 
$262,029,000, according to the Association of American Rail- 
roads. This was an increase of $35,092,000 above such expendi- 
tures in 1938, but a decrease of $247,764,000 compared with 
those in 1937. It also was a decrease of $610,579,000 compared 
with 1930. 


Of total capital expenditures made in 1939, $133,388,000 
were for locomotives, freight and passenger train cars, and 
other equipment, and $128,641,000 for roadway and structures. 
Capital expenditures in 1939 for equipment were $17,980,000 
above those in 1938, but $189,489,000 below 1937. For roadway 
and structures, expenditures in 1939 were an increase of 
$17,112,000 compared with 1938, but a decrease of $58,275,000 
compared with 1937. 


Expenditures for locomotives in 1939 totaled $42,807,000, 
compared with $39,570,000 in the preceding year. For freight 
train cars, expenditures totaled $66,779,000 compared with 
$52,814,000 in 1938, while for passenger train cars, they were 
$19,723,000, compared with $18,149,000 in the previous year. 
For other equipment, the railroads in 1939 expended $4,079,000 
compared with $4,875,000 in 1938. 


The increase in capital expenditures in 1939 compared with 
the preceding year, however, does not fully reflect the stimula- 
tion in the purchase of new equipment that took place in the 
latter part of 1939. Due to the sharp upward trend in traffic 
last fall, there was a large increase in equipment orders, but 
only part of the new freight cars and locomotives could be 
delivered and placed in service by the end of the year. The 
number of new freight cars put in service in 1939 totaled 24,528. 
Class I railroads on January 1, 1940, however, had 37,099 new 
freight cars on order, the largest number on any corresponding 
date since 1926. Locomotives on order at the beginning of this 
year totaled 117, of which 51 were steam and 66 electric and 
diesel. 

Carry-over into 1940 from the preceding year of all un- 
expended authorizations for equipment and roadway and struc- 
tures totaled $234,217,000, the largest amount for any year 
since 1931. 

Among the capital expenditures for roadway and struc- 
tures made in 1939 was $26,389,000 for heavier rail, compared 
with $17,247,000 in the preceding year. The railroads also spent 
$21,196,000 for bridges, trestles and culverts in 1939, compared 
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with $18,231,000 in the preceding year. They also spent $10,- 
459,000 for yards and sidings, about three million dollars more 
than was spent for that purpose the year before. Expenditures 
made in the past year for additional ballast, shops and engine 
houses, station and office buildings and signals, were in each 
instance greater than in 1938. 

Capital expenditures made annually by Class I railroads 
in the past ten years follow: 1939, $262,029,000; 1938, $226,937,- 
000; 1937, $509,793,000; 1936, $298,991,000; 1935, $188,302,000; 
1934, $212,712,000; 1933, $103,947,000; 1932, $167,194,000; 1931, 
$361,912,000; and 1930, $872,608,000. 


Transport Meeting in Zion 


Unless the states take action soon to remove restrictions 
on interstate traffic, they are likely to discover that the federal 
government has decided to take on the job itself, according to 
Chester G. Moore, managing director, Central Motor Freight 
Association, Chicago, and secretary of the American Trucking 
Associations, in an address entitled, “Interstate Trade Walls 
Must Come Down,” at a transportation dinner of the Zion, 
Ill., Chamber of Commerce the evening of March 28. Because 
Mr. Moore was unable to be present, his address was delivered 
by E. R. Egger, public relations director of the Central Motor 
Freight Association. 

State trade barriers, he said, operated to the detriment of 
all commerce, but on no particular group did they bear so 
heavily as on the operators of for-hire motor carriers. In some 
instances, he said, state trade restrictions were adopted to 
assist agriculture and industries within the state, but there 
were others in which the trucking industry had been made 
“the victim of deliberately planned’ activities designed for 
the sole purpose of “crippling or killing” their business. 

A recent survey of nine states, he said, showed the exist- 
ence of 650 laws that, in some measure, operated to restrict 
the free flow of interstate commerce. Especially onerous on 
motor vehicles were those among them dealing specifically 
with highway transportation. These, he said, were “concen- 
trated with the most devastating results” on the highway car- 
rier industry. The immediate attack, he said, should be made 
by the states on weight, size and other vehicle restrictions 
which, because of the fact that they varied greatly among the 
states, made interstate truck operation difficult. The possi- 
bility of doing something constructive along that line was 
illustrated, he said, by the manner in which a particularly 
onerous situation was eliminated when the states of Illinois 
and Wisconsin each decided to extend full reciprocity to trucks 
coming into one state from the other. 

Z. G. Hopkins, special representative, Western Railways’ 
Committee on Public Relations, speaking on ‘‘What’s New in 
Railroad Transportation,’ said that what the railroads had 
accomplished in the last two decades in the way of better 
service, better facilities, and lower rates was but a sample of 
what could be done if they received “the encouragement of 
equality of opportunity, under public policies, with all comers 
in the transportation field.” Under such conditions, he pre- 
dicted, “railroad progress in the next ten years may surpass 
that shown in any equal period in previous experience.” 

The general public, he said, was aware of such improve- 
ments as streamlined and air-conditioned trains, faster freight 
schedules and lower rates, he said, but it was not aware of 
what was probably the more important part of railroad 
progress—the increased efficiency in operation that had yielded 
a margin of revenue over expenses and taxes in 1939 of 
$600,000,000, whereas, on the basis of unit operating costs of 
1921, the result would have been a $100,000,000 deficit. The 
public, he said, knew little about the $75,000,000 annual sav- 
ing in fuel, as compared with 1921, and the great reduction in 
the same years in the ratio of claim payments to revenues. 

“The railroads,” he said, “could not have accomplished 
what has been done in recent years if they had depended on 
obsolete plant, obsolete equipment or obsolete methods. Obso- 
lete public policies with respect to railroads are now as much 
an obstacle to railroad progress as any that have been over- 
come in the past. Replacement of these obsolete public policies 
with policies under which railroads will have equality of oppor- 
tunity with all comers in the transportation field is all that 
the railroads need to encourage them to further accomplish- 
ments in the direction of more economic service.” 


POSTAL MONEY BILL SIGNED 


President Roosevelt has signed the Treasury-Post Office 
annual appropriation bill carrying appropriations for the trans- 
portation of the mail, for the fiscal year beginning July 1. The 
appropriations include $107,000,000 for the transportation of 
mail by railroad and for mail messenger service; $19,330,000 
for the transportation of domestic air mail, and $16,074,149 for 
the transportation of air mail to foreign countries. 
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Perfect Shipping Month 


Fourth Annual Concerted Effort Toward the Reduction of Freight Loss and Damage to Take 
Place in April—Education the Keynote of 1940 Campaign—New Vocafilm to Be Widely 
Distributed—Shippers’ Boards and Traffic Clubs Plan Special Observances 


By Rosert J. BAYER 


e For the fourth successive year, 

shippers and railroads will in 
April join in a month of intensive effort 
toward the reduction of freight claims 
for loss and damage. When the special 
observance was first instituted, in 1937, 
the month was designated “Perfect 
Shipping Month.” Last year the part 
the railroads play in the delivery of 
freight in perfect condition was ac- 
knowledged by changing the designa- 
tion to “Perfect Shipping and Careful 
Handling Month,” and so it is to be 
known again in 1940. 

From its inception, Perfect Ship- 
ping and Careful Handling Month has 
been marked by the fullest cooperation 
between the shippers and the railroads. 
It was first proposed by the Pacific 
Coast Shippers’ Advisory Board and 
was quickly endorsed by the other shippers’ boards. This year, 
again, the original impulse came from the advisory boards, the 
observance receiving the endorsement of the National Associa- 
_ a Advisory Boards at its meeting in Chicago, 
ast fall. 

The conduct of the cooperative efforts for the month are 
under the direction of a national management committee. This 
year, the committee is headed by W. J. Williamson, general 
traffic manager, Sears Roebuck and Company, Chicago. Chair- 
man of the committe in the three earlier campaigns was T. C. 
Burwell, vice-president, A. E. Staley Manufacturing Company, 
Decatur, Il. 

The work of the committee is largely one of helping ship- 
pers in their efforts to reduce freight loss and damage. In the 
1940 campaign, several hundred thousand folders and posters 
are being distributed and, in addition, there will be shown at 
meetings and gatherings throughout the country a new vocafilm, 
prepared especially for the 1940 Perfect Shipping and Careful 
Handling Month. The folders and 
posters are being distributed with- 
out charge among interested ship- 
pers and carriers direct from the 
Chicago offices of the freight claim 
division of the Association of Ameri- 
can Railroads. Prints and records 
of the vocafilm are being placed in 
the hands of those who have projec- 
tors for showing it and schedules for 
showing are being made by regional 
managers of the car service division. 


W. J. Williamson 


Information the Keynote 


The keynote of the 1940 cam- 
paign is the necessity for shippers 
to know in what condition their ship- 
ments are arriving. The thought is 
that where, occasionally, the shipper 
learns from his customer that goods 
are not arriving in perfect condition, 
he becomes aware that the loss is 
not merely in dollars and cents that 
can be recovered through claims, but 
in salability of his goods, in lost 
customer good will, etc. 

An increasing awareness of this 
fact is observable in industry, ac- 
cording to the folder which the com- 
mittee is sending out. A few years 
ago, it says, a sales manager, ap- 
proached on the subject of freight 
claims, might have said: “That’s the 
traffic department’s headache.” He 
doesn’t say that today, the folder 
Says, adding: 





Perfect Shipping Month Poster 


Circulars Distributed 

Today the sales manager knows that sales are not completed when 
orders are taken, nor even when goods are shipped. He knows that his 
product is not really sold until it reaches the customer in salable 
condition. The modern business man is deeply concerned with what 
happens to his goods after they leave the production line. 

Right here is where the annual checkup on shipping practices 
comes in. 

The perfect shipping campaign is a nation-wide effort to find and 
remove the causes of loss and damage to freight and express. The 
thirteen shippers advisory boards, representing 25,000 leading shippers 
and receivers throughout the country, have organized to push the cam- 
paign. For the fourth year, these boards have designated April as the 
time to check and rethink packaging and loading practices in every 
shipping and receiving department in the country. The program takes 
in the whole shipping experience, from production line to consumer. 

Shippers, check with customers frequently to see how your goods 
are coming through. You can’t afford to assume that your packaging 
and loading are holding up. Know that they are, or that they are not. 
And the man to tell you is the consignee because he unloads the car 
and unpacks the goods. 

Remember that he files most of the claims, and you hear little, if 
anything, about them. Remember, too, that faulty shipping methods 
are an important cause of customer dissatisfaction, and frequently the 
place to head them off is in the shipping department. 

You can get the facts, (1) by instructing salesmen to ask customers 
whether shipments are arriving in good order; (2) by mailing customers 
a form for reporting the condition of shipments and inviting suggestions 
for any corrective action indicated, and (3) in the case of carloads, by 
the use of a wall placard asking consignees to report damage appar- 
ently due to improper loading. 

Consignees, inspect all. damaged shipments carefully for cause. 
Report packaging, loading or transportation failures to the shipper or 
carrier in full detail. If carload, were containers adequate, well sealed 
and tightly stowed? Was bracing of sufficient strength and securely 
applied? 

If 1. c. 1., study the packing. Was it entirely suitable for the par- 
ticular article? Were the inner fittings and cushioning materials able to 
absorb the ordinary handling shocks and pressure of other shipments 
in the car? 

Find the cause, and the remedy is easy. If you buy similar products 
of several manufacturers, compare how the packaging of each performs. 
If one is clearly superior, send the particulars to shippers whose products 
repeatedly arrive damaged. If damage is 
not discovered until shipment is un- 
packed, be sure to hold package and all 
inner packing for inspection, so carrier 
can assist in determining cause of dam- 
age. Buyers, too, by specifying good 
packaging can help to assure a satisfac- 
tory shipping experience. The real test 
of proper packaging is the condition on 
delivery. Remember too that more than 
half of all damage is avoidable. And that 
before carrier or shipper can act, he 
must know what to act on. 


Freight and express carriers will 
make the most of the opportunity pre- 
sented by the Perfect Shipping move- 
ment to coordinate their efforts with 
those of shippers in raising transporta- 
tion service to still higher standards of 
efficiency. They will carefully investigate 
the causes of claims and advise the ship- 
per frankly and helpfully whenever re- 
curring damage indicates that faulty 
preparation for shipment is responsible. 


Carriers stand ready to assist ship- 
pers with their problems by furnishing 
the services of experts on packaging and 
loading methods. Their advice is free. 

Perfect Shipping and Careful Han- 
dling Month, to be observed in April of 
this year, is not the campaign of the 
railroads nor of those interested in the 
materials of packaging. It is the cam- 
paign of American industry, instituted 
and conducted by business men who 
know that inefficiency and waste are the 
diseases of business and who want to 
have a part in eradicating them. 

Will you, please, pass this leaflet on 
to your production, sales and _ traffic 
departments so all interested may share 
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in planning a safe journey for every shipment. 

The perfect shipping poster will be dispayed wherever shipments 
are handled by carriers. Please use yours, and ask the nearest com- 
mittee chairman for more, if needed. 


The unique value of this effort lies in the fact that when any one 
party acts, all three benefit—the shipper, the receiver, the carrier. 
Take the benefit for yourself—then everybody benefits. 


Results Noted 


Those who have been intimately connected with the work 
of Perfect Shipping Month since its inception insist that the 
work has born fruit. While specific savings are hard to segre- 
gate, they assert that .many instances have come to light where 
the activities of Perfect Shipping Month have brought to notice 
conditions and practices responsible for freight damage. Once 
these factors have been disclosed, it has been comparatively 
simple to institute corrective measures. 

So far as actual figures are concerned, payments for freight 
loss and damage by the railroads have been reduced in each 
year since the first Perfect Shipping Month, in 1937. Total 
claim payments in 1936 were $29,920,487. In 1937, the first 
year in which Perfect Shipping Month was observed, total 
claim payments were reduced to $24,381,819. The next year 
they went down still further, to $21,474,379, while preliminary 
estimates for 1939 indicate that they will be about $19,000,000, 
a reduction of more than $10,000,000 since the beginning of the 
campaign. 

Railroad men and shippers point out frankly that Perfect 
Shipping Month is by no means responsible for all or even a 
greater part of this reduction in claim payments. They insist, 
however, that the efforts put forth in April of each year, for 
the last four years, have had a direct effect on the safety of 
freight movement, and that, what is perhaps even more impor- 
tant, the thought and study expended on the problem because 
of the added publicity it has received in those months, are per- 
haps the greatest reason why American industry has come to 
recognize the evil of freight loss and damage waste and has 
set itself seriously to eliminate it. 


Vocafilm Distribution 


So far as the actual observance of Perfect Shipping and 
Careful Handling Month is concerned, the local meetings and 
conferences are in the hands of local groups. The national 
management committee is making no attempt this year to 
furnish speakers for local meetings, though it does hold itself 
out to assist speakers selected by local groups with information 
anc advise. Instead, the principal contribution to the 1940 
campaign has been the preparation, by the committee in co- 
operation of the freight claim division, of a vocafilm, entitled 
“On Guard,” some seventy prints of which have been made 
ready for distribution since early in March. 

The vocafilm contains more than 130 separate pictures and 
diagrams. Its spoken accompaniment, which runs_ simul- 
taneously on records, describes freight loss and damage as 
“Railroad Enemy No. 1,” and shows how combined efforts of 
shippers, package and packing material manufacturers and rail- 
roads, in recent years, have brought about heavy reductions in 
the loss and damage bill. By means of actual photographs, 
it shows what still remains to be done toward the reduction 
of claims. The introduction and close is in the voice of Mr. 
Williamson, with voices and pictures of shipping clerks, freight 
handlers and railroad operating men interspersed. Cleverly 
written and organized, “On Guard” is an interesting presenta- 
tion of the freight loss and damage picture contain‘ng many 
practical suggestions. 


Prints of the vocafilm have been placed in the hands of 
those who possess the necessary equipment for its showing. 
Applications for showings should be made to the nearest dis- 
trict manager of the car service division, Association of Amer- 
ican Railroads, the committee says. Indicative of the interest 
with which it has already been received, is the schedule of 
A. S. Beery, commercial agent, Railway Express Agency, whose 
services in showing the vocafilm is a contribution of the agency. 
Before the end of February, his schedule called for a daily 
showing in a territory extending from La Crosse, Wis., on 
the west and Fort Wayne, Ind., on the east, with showings 
scheduled both afternoon and evening on a number of days, 
for a period from early in March to the end of April. It was 
estimated that, before the end of April, the film will have been 
shown at over 3,000 meetings of traffic clubs, railroad men and 
employes, and miscellaneous business groups. 


Chairman’s Views 


Mr. Williamson, general chairman of the national man- 
agement committee of the campaign, has become an authority 
on freight loss and damage through his supervision of a vast 
traffic organization that handles goods in every type of trans- 
portation. Sears Roebuck and Company has annual sales of 
approximately $650,000,000, and because no small part of the 
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goods it sells is subject to more than one handling, Mr. Wil- 
liamson estimates that, in all, some $900,000,000 in merchan- 
dise is handled annually by his department. His company main- 
tains ten separate distribution points over the country, so that 
shipments from producers criss-cross the country from common 
origins to each of these destinations. In addition, hundreds 
of retail stores receive shipments from producers and from 
the company distribution points. 


Safe shipping has for many years been one of the chief 
objectives of the Sear Roebuck traffic department, according 
to Mr. Williamson. The company maintains a national pack- 
ing organization, serving all shipping and receiving points, 
which studies problems of packaging and packing and works 
out specifications not only for the company’s own outgoing 
shipments but for the producers from which it buys. Each 
producer, moreover, receives from the Sears Roebuck home 
traffic office a routing sheet with instructions as to the routing 
of shipments to each Sears Roebuck destination. 


A careful check is maintained on the conditions of mer- 
chandise as received at the distributing points and at the retail 
stores. Defects in packing show up on the records when 
extraordinary proportions of damage are registered against 
a particular item or against the products of a particular ship- 
per. In cases of that kind, the receiving company instructs its 
buyers to insist on more rigid packing specifications. Some- 
times, even, according to Mr. Williamson, excess freight dam- 
age.on particular items results in recommendations by Sears 
Roebuck engineers that the design of the item itself be modi- 
fied so as to eliminate elements that make for unsafe shipping. 


“We have never filed a claim with a railroad for freight 
damage caused by anything but what we were certain was 
railroad responsibility,” said Mr. Williamson, “even though, 
perhaps, it would be simple to collect such claims. To us, the 
amount collected in claims represents so small a part of the 
economic loss involved that it is of secondary importance. We 
are interested primarily in getting our goods through on sched- 
ule and in perfect condition. It is to that end that the efforts 
of our national packing organization, and indeed the efforts 
of our entire department are bent. We believe that the prob- 
lem can only be solved when it is thoroughly understood, not 
only in the technical angles of the kind of packages and pack- 
ing used and the manner in which they are used, but under- 
stood in its broad economic implications. In order to bring 
about that understanding, everyone involved—the shipper, the 
receiver, the transportation agency, the consumer—must be 
aware of what is happening and why it is happening. 


“It is because Perfect Shipping and Careful Handling 
Month is designed to develop that awareness that it is of in- 
terest to, and ought to have the full cooperation of American 
business as a whole.” 


Personnel of Management Committee 


The other members of the national management commit- 
tee are the chairmen of the freight loss and damage prevention 
committee of their respective regional shippers’ advisory boards, 
as follows: 

Allegheny, J. C. Wells, traffic manager, Pennsylvania Rub- 
ber Company, Pittsburgh, Pa.; Atlantic States, H. M. Frazer, 
traffic manager, F. W. Woolworth Company, New York; Cen- 
tral Western, A. J. Harrington, traffic representative, F. W. 
Woolworth Company, Omaha, Neb.; Great Lakes, J. R. Rouce, 
traffic representative, F. W. Woolworth and Company, Detroit, 
Mich.; Mid-West, G. G. Zorn, assistant traffic manager, Sears 
Roebuck and Company, Chicago; New England, W. F. Price, 
traffic manager, J. B. Williams Company, Boston, Mass.; North- 
west, O. W. Galloway, Pillsbury Flour Mills, Minneapolis, 
Minn.; Ohio Valley, R. H. Hagerman, traffic manger, National 
Cash Register Company, Cincinnati, O.; Pacific Coast, T. F. 
McCue, traffic manager, Crane Company, San Francisco, Calif.; 
Pacific Northwest, S. J. Johnson, Pacific Coast sales manager, 
Acme Steel Company, Seattle, Wash.; Southeast, A. M. McCabe, 
J. Allen Smith and Company, Atlanta, Ga.; Southwest, H. B. 
Lockett, traffic manager, John Deere Plow Company, Dallas, 
Texas; Trans-Missouri-Kansas, R. M. Nielson, William Volker 
Company, Kansas City, Mo. 


Board and Club Meetings 


Perfect Shipping and Careful Handling Month has been or 
will be stressed at the spring meetings of each of the thirteen 
cooperating shippers’ advisory boards. In some instances, spe- 
cial claim reduction meetings will be held on the day before 
the general sessions. Traffic clubs, too, are preparing, and some 
have already held special meetings, although the committee 
admits that, in some instances, these are planned and carried 
out without the committee itself being called on for help or 
even knowing about it. Hence nothing like a calendar of these 
meetings has been prepared. 
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Commissioner Endorses Plan 
(By Joseph B. Eastman, Chairman, Interstate Commerce Commission) 


The “Perfect Shipping’ campaign, which the Regional 
Shippers’ Advisory Boards, the railroads, and the express 
agency, in cooperation with the shippers and receivers of 
freight throughout the country, are staging in the month of 
April, is a thoroughly worthwhile undertaking. The large 
sums involved in loss and damage have been an important item 
in transportation cost for a long time. The railroads have 
materially improved the handling of commodities which are 
most susceptible of damage in transit. However, the railroads 
alone, no matter how hard they may try, will be unable to do 
all that should be done to reduce the great losses involved 
without the close cooperation of shippers and receivers of 
freight, and the latter have everything to gain and nothing 
to lose by extending such cooperation. The huge loss and 
damage bill which the transportation companies now pay each 
year is, of course, a factor which enters into the freight rates 
which are charged. I am gratified to see such evidence as this 
“Perfect Shipping” campaign affords that all concerned are 
disposed to join hands in active work to deal with this problem 
adequately. 


“Perfect Shipping” Idea 
(By J. J. Pelley, President, Association of American Railroads) 


Among the cross currents of industry—the competition, 
the rivalries and strategies—it is refreshing to find something 
upon which everybody in business can, and does, agree. 

Everybody who is concerned seems to understand the ad- 
vantages of the “perfect shipping” idea, and it is a phenomenon 
of American industry that so many people are doing something 
about it . . . working at it . . . individually and collectively. 

This of course is easy enough to understand—after it has 
been done. 

When mouse-trap makers got to shipping their product, the 
situation immediately called for some kind of packaging. The 
“better” trap turned out to be the one that reached the user 
in workable condition. Same way with cheese no doubt. It 
wasn’t any longer enough just to make a first-class product. 
You had to see it through to people who were always moving 
farther and farther away . . . where they could just as well as 
not buy from somebody else. 

Came the dealer—between the manufacturer and the con- 
sumer—to complicate the transaction . . . but he caused sales 
to multiply and he bought in quantity lots. A producer had to 
sell to the dealer for less per piece and it became more im- 
portant than ever to get the goods to him without damage so 
that he in turn could market them. 

Wholesalers, commission merchants, jobbers, and ware- 
housers came into the picture with the growth and spread in 
population, and merchandising grew more and more involved. 
Transportation became a very important factor. Goods passed 
through more hands. Pickles now came in glass jars. Dealers 
had to have crackers in tins or paper boxes with fancy labels 
to go right on their display shelves, and if this was a bother 
and an expense to some manufacturers, there were plenty of 
others to do it and get the business. 

By now a whole lot of people had a great deal to do with 
it. There were firms making nothing but bags, barrels, boxes, 
cartons, creates, cases, drums, and other containers. Not just 
any sort of containers either, but better and better articles 
in which to pack and ship the better cans, bottles, jars, and 
other packagings and wrappings in which goods are put up. 

Transportation agencies understood more and more that 
it makes a big difference how goods are loaded, stowed, stacked, 
braced, and blocked. With railroads especially the “better 
shipping” idea has been a crusade that has sent their experts 
into mills, quarries, plants, factories, and into the shipping 
rooms of large and small firms to advise with the packers, bill 
clerks, shipping clerks, traffic managers, and sometimes presi- 
dents on methods and practices that cut damage and waste. 

They have been unsparing and tireless with their self- 
examination and self-improvement, and in no stage of the whole 
shipping procedure have greater progress and surer results been 
achieved than in the handling and movement of goods while 
In their charge. 

Loss through theft has become all but non-existent. Re- 
search and experience have brought about better freight cars 
with better draft-gears, and notable improvement in methods. 

Damage due to rough switching in freight yards grows less 
and less, and claims paid by all roads for loss and damage have 
been cut 85 per cent since 1920. 


_ What has happened is that manufacturers, merchandisers, 
Shippers, consignees, and transportation agencies—everybody 
concerned with producing, shipping, and selling, all agree that 
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damage to goods anywhere along the line nullifies and renders 
useless (and profitless) everything they have put into it. 

On this common ground they met and studied, worked and 
persevered in their war on waste, with incalculable benefit and 
great credit to all. 


A Practical Plan 


(By Harry L. Hopkins, Secretary of Commerce) 


Distribution costs, in the final analysis, are paid by the 
ultimate consumer. Reduction of such costs and elimination of 
wastes in distribution are, therefore, of vital concern to every- 
one in the United States. For this reason, “Perfect Shipping 
Month,” to be observed in April under the sponsorship of the 
country’s leading transportation agencies, which has as its pur- 
pose the reduction of loss and damage to goods moving in 
domestic transportation, is a project of great national value. 

The process of distributing goods involves many factors, 
including the transportation of the goods by rail, truck, water 
or air carrier from the point of production to the place of sale, 
the storage of goods until they are needed, and the display, 
merchandising, and advertising of goods and their actual sale 
to the ultimate buyer. Throughout the distributive process there 
are many points where waste and loss may, and do occur, with 
resultant higher costs to the country’s consumers. 

The Department of Commerce has for many years cooperated 
with business interests throughout the country in an effort to 
decrease various losses that occur in distribution. Through 
the Bureau of Foreign and Domestic Commerce, for example, 
the Department has endeavored to eliminate waste in the phys- 
ical movement of goods by improving the methods of packing 
and handling goods in domestic and foreign trade. Through 
the Bureau of Standards it has carried on a simplified practice 
program designed to reduce production and distribution costs 
by eliminating superfluous varieties of manufactured articles, 
various programs to eliminate other wastes in the distribution 
process are currently under way. 


Because of the Department’s long-standing interest in this 
subject, it has been extremely gratifying to note the many 
practical results that have been achieved by means of the 
“Perfect Shipping Months” held in recent years and to wit- 
ness the continuance of this cooperative campaign as a firmly- 
established annual event. 


The battle against loss and damage to goods in transit is 
not one that can be won, once and for all, in a week, a month, 
or a year. It is, of necessity, a continuing fight. Long-estab- 
lished companies whose executives have learned that poor 
packing may be one of the greatest causes of customer dis- 
satisfaction, have in most instances developed effective packing 
that will carry their goods safely, whether in domestic or for- 
eign trade. However, new companies are continually entering 
the field, and for them the interchange of ideas and information 
made possible by the meetings held throughout the country 
during “Perfect Shipping Month” should prove of particular 
value. At the same time, it has been demonstrated time and 
again that even experienced shippers, by an exchange of ideas, 
can often improve their packing methods and reduce their costs 
and claims. 


What determined and steadily-continued effort can achieve 
is amply evidenced by what has already been done in reducing 
loss and damage claims on domestic rail traffic. Claim pay- 
ments, which in 1921 amounted to $92,276,000, have been re- 
duced as a result of the campaign of education conducted by 
the carriers, more careful handling, and improved packing by 
shippers, until in 1939 they amounted to an _ estimated 
$18,886,000. 

This record is one of which everyone concerned with the 
shipping and transportation of the nation’s merchandise can be 
justly proud. The savings accruing as a result of smaller loss 
and damage claims help the railroads and other carriers di- 
rectly and immediately and, ultimately, help the country as a 
whole. 


Foreign Trade 


With regard to foreign trade, American companies at the 
present time are receiving an increased number of inquiries 
from importing firms in other countries and an opportunity is 
offered to establish business relationships which, if carefully 
nurtured, will be of the greatest future value to our country. 
The new foreign customers will naturally be interested in the 
terms of credit offered, the quality of goods, the conditions of 
delivery, and the many other factors that contribute to pro- 
viding good service and to building up a permanently satisfac- 
tory business relationship. Every exporter should remember, 
however, that all his efforts to satisfy his foreign customers 
may be nullified if he does not study his packing problems and 
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pack his goods so they will arrive abroad in good salable or 
useable condition. 

The Denartment of Commerce has strived for many years 
to help American manufacturers and shippers in the solution of 
their packing problems, pursuing in this work the same objec- 
tives as those sought by the sponsors of “Perfect Shipping 
Month.” Among other current activities in connection with this 
work the Bureau of Foreign and Domestic Commerce has re- 
cently completed a thorough-going survey of American export 
‘packing methods, the results of which are being published in 
book form and will be available at an early date. Because of 
its deep interest in.improving the standards of American pack- 
ing and in reducing loss and waste in distribution, the Depart- 
ment of Commerce is glad to give its wholehearted support to 
“Perfect Shipping Month.” 


Packaging Clinic at N. Y. 
The Traffic World New York Bureau 


“From a simple means of transporting the commodity 
from the manufacturer to the ultimate consumer, packaging 
has come to be regarded as an enormously important accessory 
of the whole merchandising program,” said Alvin E. Dodd, 
president, American Management Association, in an address 
“Packing: A Job for Management,” at a luncheon meeting 
in connection with the packaging exposition and conference 
at the Hotel Astor, New York, March 26. Everyone agreed, 
however, he said, that the basic function of the package was 
the safe delivery of the product to the consumer. In redesign- 
ing packages as sales accessories, he said, it was of first 
importance to have them “so constructed as to satisfy its 
first basic requirement.” After, that, he said, such things as 
“design, typography and other factors having to do with ap- 
pearance” may be considered. The package had become so 
important a factor in business, he said, that every modern pro- 
ducing company needed the services of someone who was 
“conscious of all the different problems involved—merchan- 
dising aspects, production requirements, legal restrictions, pack- 
ing and shipping considerations and the needs of the retailers 
and customers.” 

The conference lasted four days, most of it devoted to 
matters of packaging for display and sales. The session of 
March 28, however, was a packing and shipping clinic, at 
which Stanley W. MacKenzie, division purchasing agent, me- 
chanical goods division, United States Rubber Company, illus- 
trated problems of packing and shipping, as encountered in 
the shipping department of his company’s plant at Passaic, 
N. J., where, he said, shipments ranged from pencil erasers to 
ten-ton hoses. Others who illustrated the selection of shipping 
containers for particular purposes included J. L. Shaw, Pyrene 
Manufacturing Company; Clifton Cox, Johnson and Johnson 
Company; W. R. Hummel, Western Electric Company, and 
E. E. Rumple, Merck and Company. 

R. F. Tettemer, H. G. Hanline Company, Philadelphia, 
spoke on advances in recent years, in methods, materials and 
accessories for sealing and marking packages for shipment. 
Marian A. Eyers, manager, receiving and marking department, 
L. Bamberger and Company, Newark, N. Y., spoke on the 
necessity of cooperation between the shipping department and 
the goods buyer in the development of efficient packing and 
marking methods. 


Midwest Board Forecasts 


Carloadings for the area covered by the Mid-West Ship- 
pers’ Advisory Board in the second quarter of 1940 will be 5.9 
per cent higher than in the same quarter of 1939, according to 
figures prepared by the commodity committees of the board. 
Total predicted loadings of the 26 commodities covered by the 
reports is 660,116, as compared with 623,567 actually loaded in 
April, May and June, 1939. The predictions show the heaviest 
increase in the loading of salt, 57 per cent, followed in order 
by potatoes, 47 per cent; automobiles and trucks, 25 per cent; 
fertilizers, 20 per cent; agricultural implements, 17 per cent; 
fresh vegetables, other than potatoes, 14 per cent, and live 
stock, 12 per cent. Decreases are predicted in fresh fruits, 
18.8 per cent, brick and clay products, 10 per cent, and gravel 
and sandstone, 5 per cent. 

The board will hold its spring meeting at the Pere Mar- 
quette Hotel, Peoria, Ill., April 4, with a special Perfect Ship- 
ping and Careful Handling session scheduled for the evening 
before. At the evening session the speakers will be W. J. 
Williamson, general traffic manager, Sears Roebuck and Com- 
pany, general chairman of the national management committee 
for Perfect Shipping Month, and C. H. Dietrich, executive 
vice-chairman, freight claim division, Asociation of American 
Railways. 
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Mr. Dietrich and George G. Zorn, assistant to the general 
traffic manager, Sears Roebuck and Company, will also report 
on Perfect Shipping Month at the general session on the fol- 
lowing morning. At that session, L. M. Betts, manager, closed 
car section, A. A. R., will talk on general transportation con- 
ditions, and W. D. Beck will report as district manager of the 
car service division. Charles W. Stadell, traffic manager, 
Illinois Coal Traffic Bureau, chairman of the board’s legisia- 
tive committee, will report on the St. Lawrence Waterway and 
power project. Fred A. Schleifer, traffic manager, Franklin 
County Coal Company, Chicago, general chairman of the board, 
will preside. 

There will be a luncheon at the Pere Marquette Hotel, 
April 4, sponsored jointly by the board and the Transportation 
Club of Peoria, at which Dr. C. S. Boruff, technical director, 
Hiram Walker and Son, Inc., will speak on “Making Whiskey.” 
In the afternoon there will be inspection tours of such repre- 
sentative Peoria industries as the Caterpillar Tractor Company 
and Hiram Walker and § Sons, Inc. 


Atlantic States Board 


The opening meeting of the Perfect Shipping Month cam- 
paign of the Atlantic States Shippers’ Advisory Board was held 
at the Benjamin Franklin Hotel, Philadelphia, March 21, with 
over 1,800 present. There were more than fifty exhibits, 
stressing safe shipping, prepared by local industries. A quiz 
contest with prizes, and a showing of the vocafilm “On Guard” 
were other features of the meeting. The board’s committee, 
headed by H. M. Frazer, F. M. Woolworth and Company, New 
York, has already held open meetings at Scranton and Wilkes- 
Barre, Pa., Baltimore, Md., and Wilmington, Del. Others are 
scheduled for Newark, N. J., April 1; Reading, Pa., April 2; 
Harrisburg, Pa., April 3; Washington, D. C., April 10; York, 
Pa., April 11; Lancaster, Pa., April 11; Syracuse, N. Y., April 
15; Trenton, N. J., April 16; Utica, N. Y., April 16; Rochester, 
N. Y., April 17, and New York City, April 18. Tentative dates 
have been set for meetings at Binghamton, N. Y., April 16, 
and Elmira, N. Y., April 17, with plans for others still in the 
formative stage. 


TRANS-MO.-KAN. BOARD MEETINGS 


The Trans-Missouri-Kansas Shippers’ Board, through a 
special Perfect Shipping Month committee, is sponsoring a 
series of open meetings in its territory. Rex M. Nielson, 
Kansas City, Mo., is chairman of the committee, on which the 
following are members: T. G. Walton, Arkansas City, Kan.; 
F. E. Martin, Atchison, Kan.; J. A. Gibson, Coffeyville, Kan.; 
George Bryan, Hutchinson, ‘Kan.; Dwight Bedell, Jefferson 
City, Mo.; T. B. Martin, Joplin, Mo.; H. A. Thompson, Leaven- 
worth, Kan.: a Perkins, Parsons, Kan.; H. M. Hancock, 
Salina, Kan.; Carl Giessow, St. Louis, Mo.; E. J. Ehlers, St. 
Joseph, Mo.; C. F. Real, Topeka, Kan.; J. R. Lewallen, Tulsa, 
Okla., and A. F. Real, Wichita, Kan. Meetings have already 
been arranged for Leavenworth, Wichita, Hutchinson, Toneka, 


Kansas City, Joplin, St. Louis and Tulsa, with others under 
preparation. 


TWIN CITY PERFECT SHIPPING MONTH 


The loss and damage prevention committee of the North- 
west Shippers’ Advisory Board will cooperate in three Perfect 
Shipping Month meetings in the Twin Cities the first week in 
April. The first will be of the Northwest Carmen’s Association, 
at the Midway Club April 1; the second of the Transportation 
Club of St. Paul, at the Lowry Hotel April 2, and the third 
of the Traffic Club of Minneapolis, at the Nicollet Hotel April 
4. There will be speakers and a showing of the vocafilm, “On 
Guard,” at each of the three meetings. 


FREIGHT CLAIM DIVISION MEETING PLANS 


The general committee of the freight claim division, Asso- 
ciation of American Railroads, held a meeting at New Or- 
leans March 21 and 22 to lay plans for the coming annual 
convention of the division, to be held at Chicago May 21, 22 
and 23. Among other things, the committee considered pro- 
posed changes in the freight claim code of principles and 
practices to be considered at the convention. Parks C. Archer, 
general claim agent, Alton Railroad, Chicago, chairman of the 
division, presided. 


AIR RESEARCH CONFERENCE OFF 
Dr. Vannevar Bush, chairman of the National Advisory 
Committee for Aeronautics, has announced postponement for 
one year of the annual aircraft engineering research confer- 
ence and inspection of the committee’s laboratories at Langley 
Field, Va., because of the great increase in the committee's 
research activities. 
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Air Transportation 





Cc. A. A. Case Handling Procedure 


The Civil Aeronautics Authority hereafter will require pre- 
hearing conferences before the opening of formal hearings on 
all economic cases relating to air lines—an “example” recently 
set by the Supreme Court in specifying pre-trial procedure for 
cases before all federal courts. 

According to the Authority, the conferences are designed to 
speed materially the progress of the hearings. So as to arrange 
for them, it said, it had to postpone temporarily all formal hear- 
ings on domestic air line cases previously set to start on or after 
April 15. In establishing this policy for the use of the prehear- 
ing conference, the Authority said it was following an example 
recently set by the Supreme Court, as mentioned. 

In the past the Authority said it had found that in a number 
of cases the actual inauguration of hearings had had to be post- 
poned, due to the fact that one or more parties to the action 
were not in fact prepared to begin hearings at the date set. 
Recent experiences with prehearing conferences, it added, had led 
it to believe that such conferences would go far toward the 
elimination of such difficulties. 

The Authority indicated the dates for prehearing confer- 
ences on the postponed cases would be assigned at an early date. 
No hearing date, however, the Authority said, would be assigned 
to a particular case until a prehearing conference had been held 
and the case appeared to be adequately prepared by all parties. 


United-Western Merger 


Trial Examiner Roscoe Pound has recommended to the 
Civil Aeronautics Authority that the United Air Lines Trans- 
port Corporation be given permission to acquire control of 
and merge with the Western Air Express Corporation. 

United operates from New York City to San Francisco and 
has routes extending along the west coast from San Diego, 
Calif., to Vancouver, British Columbia, which serve important 
coast cities. Western operates from San Diego, Calif., to Great 
Falls, Mont., via Salt Lake City. United is said by counsel for 
the Authority to be interested particularly in Western’s route 
from Los Angeles, Calif., to Salt Lake City. 

The proposed merger met the objections of Transcon- 
tinental & Western Air, Inc., and the minority stockholders 
of Western. The former took the position, according to the 
report, that the merger would not be in the public interest, 
that the application would result in creating a monopoly, that 
it would restrain competition, and that TWA would be 
jeopardized. 

Examiner Pound discussed in detail all the propositions 
raised by TWA, which led to his ultimate conclusions that 
the acquisition or merger would be consistent with the public 
interest, that a monopoly would not result, that competition 
would not be restrained, or that any other carrier would be 
jeopardized. He also found that the proposed plan would not 
be unfair to minority stockholders of Western. 

Competition between United and Western was “theoretical” 
as things actually existed, the examiner said, and pointed out 
that they were operated now substantially as one with respect 
to anything that could be regarded as competition. 

“T conclude that no substantial existing competition will be 
restrained,” Examiner Pound said; “that the result will be a 
very effective competition on trancontinental business, requir- 
ing the best development of equipment, facilities, schedules and 
operation by all lines, and that as to restraint of potential com- 
petition, so far as it is more than speculative, there is no doing 
away with opportunity for competing lines and nothing but a 
small incidental interference with competition as compared 
with a clear public interest in other respects.” 


PAN AMERICAN SHIPMENTS 


The total number of commercial shipments carried in air- 
craft operated by Pan American Airways in 1939 over its entire 
system exceeded 300,000, the total weight of which was approxi- 
mately four and one-half million pounds, or 2,250 short tons, 
representing an increase of around 17 per cent in number of 
shipments and 24 per cent in total weight, in 1939 compared 
with 1938. 

Of the above number of shipments and weight of same, 
Pan American Airways carried approximately 85,000 shipments 
with a total weight of approximately six hundred thousand 
pounds, between the United States and foreign countries served 
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by it in Central and South America, Mexico, the West Indies 
and Caribbean Area, and Hawaiian Islands, Philippines and 
Hong Kong, of which approximately 57,000 shipments of 500,000 
pounds were exported from the United States and 29,000 ship- 
ments of 100,000 pounds were imported into this country dur- 
ing the calendar year of 1939. 


Aircraft Rating Changes 


Representatives of American aircraft manufacturing com- 
panies, aviation organizations, and the French commission pur- 
chasing supplies in this country protested proposed increases 
in ratings, carload minima and in segregation of airplanes, and 
airplane engines, and parts, at hearings in New York March 18 
ana Chicago March 22, on a Consolidated Classification Com- 
mittee’s special docket. The aviation interests contended that 
the proposed changes were discriminatory and that the reascns 
advanced for the proposals had no basis in fact. 

Representatives of aircraft producers and buyers said the 
railroads might lose considerable traffic if the proposals were 
adopted, because completed planes could be flown to destina- 
tions. The rails were merely trying to take advantage of the 
aviation industry’s wave of prosperity, they said. 

They especially objected to proopsals to increase ratings 
on planes or parts, on which the value-was not released, or 
where the released value exceeded 40 cents a pound. Under 
the proposal, airplanes or parts, in boxes or crates, now shipped 
minimum 10,000 pounds, under Rule 34, at 1% times first class, 
would move at the same rating if released to value not exceed- 
ing 40 cents a pound, but would take 1% first class if not re- 
leased or released at value greater than 40 cents a pound. 

Walter E. Perkins, executive secretary, Aircraft Traffic 
Association of Los Angeles, speaking for several manufacturers 
on the Pacific seaboard, called attention to the talk of A. L. 
Green, special representative of the freight claim division, Asso- 
ciation of American Railroads, at the luncheon of the Chicago 
raffic Club March 21 (see Traffic World, March 23, p. 682), in 
which reductions in thefts of rail shipments due to better polic- 
ing were cited. If that were the case, Mr. Perkins said, the 
carriers should not be afraid of sabotage in connection with 
aircraft shipments. 

A. H. Greenly, chairman of the Official Classification Com- 
mittee, presided at the New York hearing, and F. F. Thomp- 
son, of the Western Classification Committee, at Chicago. The 
latter said it was probable that the committee would hold a 
hearing at Los Angeles in a few weeks. 

Representatives of the French Air Commission, which has 
already protested increases in rates on airplanes and parts by 
the New Haven, appeared at New York in opposition to the 
proposed changes (see Traffic World, March 23, p. 712). 


Air Line Safety Achievement 


“Heartiest congratulations” have been extended domestic 
air lines of the United States by President Roosevelt on their 
completion, March 26, of an entire year of flying without fatal 
accident or serious injury to passenger, crew member or other 
person. 

In the period the air lines transported more than 2,000,000 
persons and flew 87,325,145 airplane miles and 814,906,250 
passenger miles. All these figures are new all-time records 
for any national air line system. 

The President’s congratulations featured a radio address 
March 26 by Robert H. Hinckley, chairman of the Civil Aero- 
nautics Authority, over a nation-wide hookup from Salt Lake 
City, Utah, on the achievement of the airlines. 

The President said the news “is indeed gratifying” and 
asked that his heartiest congratulations be extended to every 
last employe of the air lines—be he field boy, pilot or presi- 
dent—and to the personnel in the Civil Aeronautics Authority. 

“Looking behind this record, in which we can all take 
much pardonable pride,” says the President in his message 
to Chairman Hinckley, “we find it has been achieved through 
cooperation and team work between the personnel of the air 
transport lines and workers in the federal government. I trust 
that this cooperation may continue with like satisfactory re- 
sults through the years ahead.” 

The passage of this safety milestone was dramatically 
signalized the morning of March 26 over the 30,000 miles of 
teletypewriter circuit operated by the Civil Aeronautics Au- 
thority to disseminate hourly weather reports to airports in 
the United States. 

Congratulations were also extended to all air line, Civil 
Aeronautics Authority and weather bureau personnel by Chair- 
man Hinckley, Clinton Hester, administrator of the C. A. A., 
and Thomas Hardin, chairman of the Air Safety Board. 

Following the reading of the President’s message at the 
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opening of the broadcast, Chairman Hinckley said the record 
Was especially significant because it was not accomplished by 
shackling air transport with unnecessary and useless regula- 
tion. It was not accomplished at a sacrifice of the services 
offered by the air lines to the American public, said he. The 
87,000,000 miles flown, the chairman said, was roughly equal 
to the total of airline flying logged in the same period in all 
the rest of the world put together. It was 16,000,000 more 
miles of flying than was ever done in this country in any 
preceding year. 

“The domestic air line system of the United States is the 
only one in the world that flies as much by night as by day,” 
said the chairman: “This past year it flew almost as many 
miles each 24 hours during the winter as during the best 
weather of last summer. In fact, it set its all-time monthly 
record in December. Yet in spite of this intense activity, not 
one passenger, not one crew member, not one bystander was 
so much as seriously injured through the operation of this 
transport system.” 

In a letter to Chairman Hinckley, Colonel Charles A. Lind- 
bergh said he regarded the airline safety record “as one of 
the most significant advances ever made in commercial 
aviation.” 

“A safety record approaching a billion passenger miles 
without fatality indicates that the day is not very far in the 
future when most first class travel will be by air,” said Colonel 
Lindbergh. 

“When one considers that the original problems of speed 
and cost of air transport have already been largely overcome, 
and that the development of instruments and radio will soon 
make scheduled operations possible under all but the most 
extraordinary conditions of weather, it seems clear that the 
airlines have passed their period of infancy and youth, and 
now demand their place among the mature transport systems 
of the world. Much still remains to be done in the extension 
of routes and the development of aircraft, but one may now 
look toward the future with as much confidence as we had 
hoped ten years ago. It is no longer necessary to speak of 
what air transport may accomplish. Our hopes have become 
facts with amazing rapidity and in many instances the facts 
have already outdistanced our vision. I know of no one who 
would have dared to dream, ten years ago, of a safety record 
in 1939 of over 800,000,000 miles without a fatality. Such a 
record is truly a milestone in the history of aviation.” 

In the House, Representative Cannon, of Missouri, com- 
mended the air lines for their safety record. At 3:50 a. m., 
March 26, said he, American air lines completed one year with- 
out a single fatality. 

“The railroads, heretofore the safest method of transporta- 
tion, have had wrecks and fatalities,” said he. ‘On the high- 
ways truck, bus and automobile have killed and injured 
thousands. Even our usually placid water-borne traffic reports 
heavy loss of life. But in the air, the safest, the fastest, the 
most convenient, the most efficient method of transportation, 
we have not had a single fatal accident.” 

American aviation had closed a year, he continued, in 
which it had broken all records with respect to number of pas- 
sengers carried, miles flown and safety. 


Representative Randolph, of West Virginia, supplementing 
his colleague’s observations, said that on January 15, 1936, he 
had commented in the House on a commercial air-line accident 
which had occurred the previous night with a loss of seventeen 
lives. At the time he said the blow was a stunning one but 
only temporarily so, expressing confidence the air lines would 
“so improve all conditions necessary to successful continued 
progress in aviation that they will lessen greatly the number 
of casualties.” Continuing, he haid: 


There are many factors which bring about this splendid record. 
The air lines themselves have done a real job with improved equip- 
ment, efficient and devoted personnel, and with the realization that 
they must provide with speed the desired safety. The enactment of 
the civil aeronautics authority law, which brings about proper regulation 
and a greater degree of safety for the commercial air lines of the 


United States has been of real help in establishing this truly note- 
worthy achievement. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has announced that the 
hearing on the application of Uraba, Medellin & Central Air- 
ways, Inc., for a certificate authorizing air transportation be- 
tween Cristobal, Canal Zone and Medellin, Colombia, with 
intermediate stops at Balboa, Canal Zone and at Turbo, Co- 
lombia, which was adjourned June 8, 1939, will be resumed 
April 29 in Washington before Examiner Frank A. Law, Jr. 

At the same time, the Authority also announced that the 
hearing on the application of Pennsylvania-Central Airlines 
Corporation for an amendment to its certificate for route No. 
34 to provide for the transportation of passengers, property and 
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mail between Baltimore, Md., Atlantic City and Camden, N. J. 
which was adjourned March 18, would be resumed April 1 in 
Washington before Examiner L. J. Kosters. 


Air Safety Record 


Commenting on the fact that, on March 26, the scheduled 
airlines of the United States completed a full year of opera- 
tion without a single accident involving a fatality or serious in- 
jury to a passenger, crew, member, employe or any other person, 
Edgar S. Gorrell,president Air Transport Association of America, 
said that such a record was “unprecedented in any transpor- 
tation system,” and that it was made in a period “when the 
air lines were operating more schedules, carrying more pas- 
sengers, mail and express, at greater speeds than in any pre- 
vious twelve-month period.” 

In the year ending March 26, 1940, the number of pas- 
senger miles flown increased 58 per cent over the year ending 
March 26, 1939, he said, adding that 47 new air liners were 
placed in service in that year. The total number of passenger 
miles flown in the record-making period, he said, was 814,- 
906,259, “equivalent to flying the entire combined population 
of the states of Arizona, Idaho, Nevada, Vermont, Wyoming 
and New Mexico from Washington to Detroit.” 

“This record would not have been possible without the 
close collaboration of the Civil Aeronautics Authority, Army 
and Navy, weather bureau, Post Office Department, National 
Advisory Committee for Aeronautics, operators of non-sched- 
uled aircraft and aeronautical manufacturers and suppliers,” 
said he. “An outstanding contribution has been that of the 
Civil Aeronautics Authority and its sound policies laid down 
under the civil aeronautics act by Congress in June, 1938.” 


AIR LINE MILEAGE FOR FEBRUARY 


Domestic airlines flew a total of 53,025,818 revenue pas- 
senger miles in February, 1940, as compared with 31,046,932 
in February, 1939, an increase of 70.78 per cent, according to 
figures released by the Air Transport Association of America. 
The January, 1940, total was 4.16 per cent under that for 


January, 1940, the latter figure being 55,234,672, according to 
the statement. 


FRENCH OBJECT TO RATE INCREASE 


Although the French Air Commission did not follow up its 
informal protest against a proposed increase in rates on air- 
pane engines, the Commission, in I. and S. No. 4775, engines, 
East Hartford to N. Y. lighterage points, suspended from March 
25 until October 25 the operation of schedules in the New 
Haven’s I. C. C. Nos. F-3697, F-3698, and F-3701, in which 
the higher rates were proposed (see Traffic World, March 16, 
p. 651, and March 23). 

The tariffs proposed to increase from East Hartford, Conn., 
to New York lighterage points a rate of 30 cents under a 24,000 
pound minimum to 74 cents on a 20,000 pound minimum, and 
52 cents on a 30,000 pound minimum. 


AIRCRAFT LANDING AREAS 


Representative Houston, of Kansas, has introduced H. R. 
9049, a bill to provide for federal cooperation with the states in 
the development of aircraft landing areas adequate to provide 
for national defense, the postal service and civil aeronautics. 
It was referred to the interstate commerce committee. 

The bill authorizes an appropriation of $125,000,000, for the 
Civil Aeronautics Authority, to be expended for the develop- 
ment of landing areas. The bill provides for apportionment 
of the appropriation among the states, territories and posses- 
sions of the United States. 


U. S. TRAFFIC DEPARTMENTS 


A decentralization of the rate and routing work on gov- 
ernment shipments will result from action taken by the U. S. 
Treasury Department which has handled the major part of 
this work in its procurement division. Under the new plan the 
traffic department of each of the principal government depart- 
ments will do its own rate and routing work. The procurement 
division will continue to serve the smaller departments which 
do not have traffic departments. The traffic section of the 
procurement division, according to Treasury officials, has had 
a staff of sixty-seven persons, ten of whom were permanent 
employes. Of the fifty-seven temporary employes, eight are 
to be retained on the procurement division’s staff, making 4 
total of eighteen. Reduction of the staff has been made nec- 
essary, according to officials, because appropriations for fed- 
eral relief work, from which the temporary employes were 
paid, have been reduced. The procurement division will con- 
tinue to maintain tariff files and will aid the other departments 
in an advisory capacity. 
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Cc. 8S. M. F. B. Board Action 


The board of directors of the Central States Motor Freight 
Bureau, at a meeting in Louisville, beginning March 26 and 
lasting for three days, among other things upheld its standing 
rate committee in its contention that exceptions to its mini- 
mum charge rule, No. 120, should be canceled out of all bureau 
publications (see Traffic World, March 23, p. 713). The excep- 
tions in all cases tie up with Rule 12 of the National Motor 
Freight Classification and have the effect of assessing a mini- 
mum charge of 55 cents uniformly on all shipments regardless 
of the level of the first class rate under which they move. Can- 
cellation of them will leave Rule 120 in effect, assessing the 
55-cent minimum where the first class rate is under 46 cents, 
and an 83-cent minimum where the first class rate is over 
46 cents. Officials of the bureau were instructed immediately 
to file a petition for modification of the Commission’s order in 
Ex Parte MC 21, the Central Territory general motor rate 
case. Although that order set only the minimum rate level, 
the board decided that in a matter of such importance it 
would be the part of wisdom to obtain a specific modification 
in the order setting the minimum charges as prescribed in 
Rule 120. 

The board also sustained its standing rate committee on 
its recommendations that motor rates on paint throughout Cen- 
tral Territory be raised to the rail level. It ordered all those 
below that level cancelled and set the less-truck level at col- 
umn 55, with column 35 as the truckload rating under a 20,000- 
pound minimum, and column 44 as a commodity rating under 
a 10,000-pound minimum. 

The board voted to take no action on the proposal to pub- 
lish in its tariffs an absorption rule paralleling the cartage 
tariffs filed by the Chicago Cartage Exchange and the Illinois 
Motor Carriers’ Association. 

This vote, it was said, was the result of suggestions from 
the Commission that it would be well to hold the matter in 
abeyance until the adoption of S. 2009, the conference version 
of which, it was said, contained the senate provision making 
cartage operators agencies of road-haul operators. In deciding 
to take no action, the board issued no instruction to the bureau 
officers to file petitions for further suspension of the cartage 
tariffs. After an extension of the first suspension, the tariffs 
now stand to go in effect May 1. The bureau’s board will not 
meet again until some time in May. Unless the suspension 
is further extended on the Commission’s own motion, or on 
complaints from shippers, therefore, the tariffs will go in effect 
on May 1, making assessable on truck traffic originating and 
delivered in the Chicago area a combination rate made up 
of the road-haul rate and the cartage rate. 


S. P. Motor Plan Denied 


A move of the Southern Pacific Co. to discontinue motor 
carrier operations and to transfer them to various subsidiary 
companies has resulted in an adverse recommended finding by 
Finance Examiner Robert R. Hendon in a report in MC F-1065, 
Pacific Motor Transport Co. of Arizona, purchase, Southern 
Pacific Co.; Southern Pacific Co., control, Pacific Motor Trans- 
port Co. of Arizona. The proposed report was served March 
26. 

The examiner recommended denial of a proposal of Pacific 
Motor Transport of Arizona to purchase certain operating rights 
of the Southern Pacific Co., and a correlated application of the 
Southern Pacific for authority to acquire control of Pacific 
Motor of Arizona through ownership of capital stock. 

Specifically, under the plan, the Arizona company would 
take over the operating rights of the railroad between Fort 
Huachuca and Hereford, Ariz., a distance of 25 miles, and be- 
tween Bisbee and Bisbee Junction, Ariz., a line of eight miles. 
This transfer would be without financial consideration. Con- 
currently, the railroad would take over all the stock of the 
Arizona company, consisting of 25 shares of $100 par value, 
for a consideration of $2,500. The Arizona company, a new 
concern, would lease necessary equipment for the operation 
from the Pacific Motor Trucking Co., one of two existing motor 
carrier subsidiaries of the Southern Pacific. 

In the application, it was represented that the personnel 
of the railroad was not adequately trained in motor carrier 
operations, and for that reason the railroad desired to dis- 
continue such operations and turn them over to subsidiaries, 
according to Examiner Hendon’s report. A new company was 
formed in connection with the considered plan because of the 
desire of Pacific Motor Trucking Co. to confine its operations 
to the handling of freight, and because it was considered not 
practical to transfer the routes in question to the Pacific Motor 
Transport Co., another of the S. P.’s subsidiaries. General 
commodities and passengers presently are transported over the 
routes. 
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Examiner Hendon said the Arizona company was not pres- 
ently a motor carrier within the meaning of the motor carrier 
act, and that it would not become such a carrier as a result of 
the proceeding. 

“This proposal,” Examiner Hendon’s report says, “is not 
in accord with the declared policy of the Commission of en- 
couraging corporate simplification of motor carrier systems and 
unless unusual circumstances warrant complicating the cor- 
porate structure of the railroad’s motor carrier operations, 
the application should not be approved. As indicated, the 
railroad already controls Pacific Motor Trucking Co., operat- 
ing for the most part over disconnected sections of highway 
parallel to, and serving points on, the railroad, including cer- 
tain stations in and near the considered territory, and as 
the Arizona company plans to lease equipment from this com- 
pany, the reasons advanced by the parties for an additional 
operating company are not convincing. To the contrary, it 
would seem that one of the companies presently operating 
should be able to conduct the operations involved to the benefit 
of all concerned and our findings are without prejudice to sub- 
— of the matter in an applicatoin embracing a revised 
plan.” 


Coordinated Rail-Truck Service 


Operation by LandA Motor Lines, of Greenville, Tex., a 
subsidiary of the Louisiana, Arkansas & Texas Railway Co., 
as a common carrier of general commodities between Dallas, 
Tex., and Shreveport, La., and between McKinney and Farm- 
ersville, Tex., over specified routes, serving certain intermediate 
and off-route points which are stations on the railroad, has been 
authorized by the Commission. The authorization was given 
by division 5 in a report in MC 75495, Louisiana, Arkansas & 
Texas Railway Co., common carrier application, embracing also 
Sub. No. 1, Same, common carrier application, and MC 88370, 
LandA Motor Lines, contract carrier application. 

The motor subsidiary of the L. & A. had asked for either 
a permit or a certificate in connection with the service, but the 
Commission determined its status to be that of a common 
carrier. The authority is subject to the usual coonditions im- 
posed on operating authority given railroads or their sub- 
sidiaries, such as the traffic handled must receive a prior or 
subsequent haul by rail. 

The Commission found that the motor vehicle operations of 
the line in railroad collection and delivery service at the 
L. & A.’s rail stations in Texas and Louisiana were not sub- 
ject to the motor carrier act. In this connection, the Commis- 
sion upheld the contention of the applicant and in support 
oo — Bros. Inc., collection and delivery service, 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC F-1027, L. F. and F. D. Miller, purchase, Deshong 
Motor Freight Lines, Inc., as of March 21; MC 1260, Sub. No. 
1, Lewis R. Means, common carrier application, as of March 
11; MC 8681, Sub. No. 4, Western Auto Transports, Inc., 
Macomb extension, as of March 4; MC 8913, Sub. No. 2, Roger 
F. Goodnow (successor in interest to Ray E. Joy), dba Good- 
now’s Express, common carrier application, as of March 11; MC 
12207, James Transfer & Storage Co., broker application, as of 
March 11; MC 15852, Sub. No. 1, Forbes Co., Inc., extension 
of operations, oils, as of March 11; MC 23922, Arthur Lee 
Aldridge, dba Aldridge Van & Storage, broker application, as 
of March 14; MC 32783, Sub. No. 8, Southeastern Greyhound 
Lines, extension of operations, Veterans’ Hospital, as of March 
11; MC 43534, Lily-Tulip Cup Corporation, common carrier 
application, as of March 11; MC 44027, Frank W. Decerbo and 
Chesley Davis, dba Connecticut Motor Express, common carrier 
application, as of March 14; MC 59527, Sub. No. 4, Bell Transit 
Co., extension, points in Mifflin Township, Pa., as of March 11; 
MC 65984, Sub. No. 1, C. M. Woods, common carrier applica- 
tion, as of March 11; MC 69600, Sub. No. 4, E. L. Anderson 
and Thomas W. Anderson, dba Anderson’s Truck Line, exten- 
sion, roofing, as of March 11; MC 70106, Sub. No. 2, Jas. P. 
Caldwell and Robert R. Caldwell, dba Caldwell Bros., exten- 
sion of operations, Yellowstone Park, as of March 6; MC 76639, 
Automobile Club of Southern California, broker application, as 
of March 11; MC 86633, Clyde Shallow, common carrier appli- 
cation, as of March 11; MC 88916, Sub. No. 1, Allan J. Kayser, 
dba Kayser Transport Co., extension of operations, as of March 
4: MC 89457, Essex County News Co., Inc., common carrier 
application, as of March 7; MC 89944, Sub. No. 2, Roy Owen 
Rutter, extension, Yellowstone National Park, as of March 11; 
MC 90088, George K. Austin, common carrier application, as of 
March 11; MC 94983, Sub. No. 1, J. Witherspoon, Jr., common 
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Shorten delivery time on goods you consi gnfireproof 
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at PHILADELPHIA $ Eleven mammoth ware- 
houses .. . 2,100,000 square feet . . . located at all key 
centers ... each served by Pennsylvania R. R. sidings 
and other carriers. 

Modern steel-and-concrete construction with sprin- 
kler systems. Low insurance rates. Every convenience 
for prompt and efficient handling of merchandise of all 
kinds. Liberal allowance on stored goods. Special fa- 
cilities for warehousing flour, wool, cotton and canned 


and packaged freight. 
MERCHANTS WAREHOUSE COMPANY 


10 Chestnut Street, Philadelphia, Pa. 
George M. Richardson, Vice-President 













at BAY WAY (Elizabeth), N. J. Nine modern, 
reinforced concrete warehouses, 100% sprinkler pro- 
tected with 1,070,000 sq. ft. of storage and manufactur- 
ing space; served by the Central R. R. of New Jersey; 
unlimited railroad sidings (with accommodations for 
40 cars); storage-in-transit arrangements in effect. 
Weather-protected loading platforms for trucks. Has 
the largest and best-equipped fumigation plant in New 
York Harbor for fumigating cotton and similar fibrous 
materials, foodstuffs, furniture, etc. The plant is also 
equipped with a Cotton Compress. Accommodations 
for deep-water vessels, barges and lighters for direct 
— consignments into warehouse building. 
A. 


BAYWAY TERMINAL CORPORATION 
Bayway (Elizabeth), N. J. R. S. McElroy, Manager 
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at NORFOLK Over a mile of dockage eliminates 
loading and unloading delays. Eight railroads provide 
direct routing to any point. Loading and unloading are 








completed under cover. Eight modern warehouses . . . Eastern Seaboard ‘ 

2,200,000 sq. ft... . provide every convenience for the : General ffice: 
safe, prompt handling of merchandise of all kinds. An Representatives NEW YOR West 
efficient organization assures capable management of of the 


LEO J. COUG R. D.J 


HOWARD TERMINAL Vice-Presid n Traffic 
OAKLAND, CALIF, | 2.9.50" 
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shipments entrusted to our care. 


NORFOLK TIDEWATER TERMINALS 
Norfolk, Va. 
James A. Moore, Bes rs Ba and General Manager 
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at BOSTON _ Nine oceangoing cargo carriers can 
be berthed and worked simultaneously. Direct transfer 
of cargo—ship to rail; 360,000 square feet of covered 
wharf space. Modern concrete-and-steel buildings con- 
tain a half million feet of waterside storage space, 
where merchandise can be covered at low insurance 
rate. Located on the line of the N. Y., N. H. & H. 
R. R., with efficient switching to the B. & A. and the 
B. & M. R. R. The strategic location makes it the 
ideal distributing point for merchandise consigned to 
the various sections of New England, the Middle West 
and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of 
their operations by utilizing our facilities. 


BOSTON TIDEWATER TERMINAL, INC, 


666 Summer Street, Boston, Mass. 
T. W. Haskell, General Manager 
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at the PORT of NEWARK A marginal wharf 
3800 lineal feet in length and 82 feet wide on a ship 
channel having 30 feet of water. Nine immense, mod- 
ern warehouse buildings . . . 60 acres for lumber and 
other open storage .. . 1444 miles trackage connecting 
with all railroads . . . modern facilities for prompt 
and safe handling of merchandise of all kinds, wheth- 
er rail, automotive or water-borne. The very heart of 
a rich, 17,000,000-population market. Served by Penn- 
sylvania, New Jersey Central and Lehigh Valley Rail- 
roads. Storage-in-transit arrangements in effect. 

NEWARK TIDEWATER TERMINAL, INC. 
Write for particulars. Address 
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0 ¢ . Port of Newark, N. J. J. A. Lehman, Manager 
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TONE B COMPANY 

eca and His "i 
Bishop, V alo, N. Y. 


at BOSTON A well-planned 200,000 sq. ft. seven- 
story building of masonry construction, located in the 
wholesale district midway between steamship, railroad 
and truck terminals adjacent to new traffic tunnel. 
Equipment is modern and complete, consisting of 
whips, elevators and other facilities for the swift, safe 
handling of freight. Solid fire partitions divide the 
structure into four sections, securing a very low insur- 
ance rating. Exceptional care and cleanliness provide 
ideal conditions for the storage of foodstuffs, vast 
quantities of which are received and shipped daily. 
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mD WAREHOUSES 
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carrier application, as of March 11; MC 100307, Sub. No. 2, 
H. F. Johnson, extension, Salmon, Ida., as of March 5; MC 
100453, Walter Eikelberger, common carrier application, as of 
March 14; MC 100684, Fred L. Torrey, contract carrier appli- 
cation, as of March 7; MC 100873, E. W. Simmons, contract 
carrier application, as of March 14; MC 100928, Sub. No. 1, 
Earl F. Moultrie, common carrier application, special com- 
modities, as of March 7; MC 751, Sub. No. 1, J. J. Baker, 
extension of operations, as of March 12; MC 27178, United 
Transportation Co., successor in interest to Snowd E. Lyon, 
common carrier application, as of March 14; MC 27494, United 
Transportation Co., successor in interest to Floyd C. Seibert, 
common carrier application, as of March 14; MC 51850, United 
Transportation Co., successor in interest to Henry Gammel, 
common carrier application, as of March 14; MC 84657, United 
Transportation Co., successor in interest to Knute P. Daniel- 
son, common carrier applicatoin, as of March 14; MC 38464, 
Sub. No. 1, Fruit Delivery Co., extension of operations, com- 
mon carrier application, as of March 11; MC 42769, Leslie 
Reeser, common carrier application, as of March 11; MC 69223, 
Clarence T’.. English, dba English Freight Co., common carrier 
application, as of March 11; MC 74994, William H. Bickley, 
dba General Express Office, broker application, as of March 
11; MC 77447, Sub. No. 1, David Jelin, dba Miller’s Express 
Service, extension intermediate points, as of March 12; MC 
79668, Hoosick Valley Express, Inc., common carrier applica- 
tion, as of March 11; MC 79668, Sub. No. 1, Hoosick Valley 
Express, Inc., common carrier application, as of March 11; 
MC 84720, Sub. No. 1, Bekins Moving and Storage Co., Ltd., 
extension of operations, as of March 12; MC 88837, Sub. No. 
1, Andrew Wallace, extension, Minnesota, as of March 12; MC 
93922, Sub. No. 1, Roy May, first extension of operations, as 
of March 14; MC 94635, William Thorn and Wilson Thorn, dba 
William Thorn & Son, contract carrier application, as of March 
11; MC 95689, Nathan Venitsky, contract carrier application, 
as of March 7; MC 96015, Conrad Greenwalt, common carrier 
applicatoin, as of March 7; MC 96036, John Leonard, common 
carrier application, as of March 7; MC 96071, C. G. Parry, 
contract carrier application, passengers, as of March 7; MC 
96105, Lewis F. Durben, common carrier application, as of 
March 7; MC 100702, Roy Bedwell, dba Bedwell Freight Lines, 
contract carrier application, as of March 12; MC 100769, Don 
M, Chapin, contract carrier application, as of March 12; MC 
100900, Joe W. Jacobs, common carrier application, as of March 
12: MC 100909, Charles F. Cline, common carrier application, 
as of March 12; MC 100915, Lyle Hansen, common carrier 
application, as of March 12; MC 100928, Sub. No. 3, Earl F. 
Moultrie, common carrier application, coal, as of March 14; 
MC 3000, Sub. No. 1, O. G. Bryant, dba Bryant Trucking 
Co., Indiana and Ohio extension, as of March 9; MC 33058, Sub. 
No. 1, Patrick J. Lavelle, common carrier application, as of 
March 8; MC 37797, Sub. No. 1, H. B. Burleson, extension of 
operations, motor fuels, as of March 6; MC 40858, Sub. No. 1, 
Silver Fleet Motor Express, Inc., Kingsport extension, as of 
March 7; MC 46197, William Reed Smith, dba Smith Distribut- 
ing Co., common carrier application, as of March 11; MC 63355, 
Harry John Risedorph (Mrs. Myrtle May Morgan, Adminis- 
tratrix), common carrier application, as of March 11; MC 
68370, Sub. No. 1, Larson Transportation Co., extension, ex- 
plosives, as of March 9; MC 76359, Milton B. Seligman, dba 
Fenton Moving Co., broker application, as of March 9; MC 
80694, Sub. No. 1, Adam A. Grudis, Scranton, Narrowsburg ex- 
tension, as of March 8; MC 100312, C. A. Baird, contract car- 
rier application, as of March 11; MC 101055, R. C. Durham, 
contract carrier application, as of March 9; MC 9138, Sub. 
No. 1, H. H. Mauldin, common carrier application, as 
of March 15; MC 10036, Sub. No. 1, Beverly S Wilkin, 
extension, St. Joseph, as of March 15; MC 23620, Sub. No. 5, 
Georgia Motor Express, Incorporated, Buford extension, as of 
March 15; MC 26641, Sub. No. 1, Paschal Romano, Michael 
Romano and James Romano, dba Romano Bros. Trucking Co., 
extension, New York, as of March 15; MC 28118, Sub. No. 2, 
John Ubeda, Pittsburgh-Youngstown extensions, as of March 
15; MC 29488, Sub. No. 2, Tauck Tours, Inc., extension, Ala- 
bama-Mississippi-Louisiana, as of March 15; MC 32561, Everett 
E. Marshall, dba Marshall Service, contract carrier application, 
as of March 15; MC 41869, Dominion Forwarding Co., Inc., 
common carrier application, as of March 15; MC 47470, Anastase 
Joseph Bruneau, dba New Haven Motor Lines, common carrier 
application, as of March 11; MC 50549, George W. Page, dba 
Abilene Northern Coaches, common carrier application, as of 
March 15; MC 52293, Sub. No. 2, Chicago, Milwaukee, St. Paul 
& Pacific Railroad Co., Henry A. Scandrett, Walter J. Cum- 
mings and George I. Haight, trustees, extension, Three Forks, 
Morrison Caves, Virginia City, Gallatin Gateway, as of March 
14; MC 66194, Owl Truck & Materials Co., common carrier 
application, as of March 14; MC 70560, North Alabama Motor 
Express, Inc., common carrier application, as of March 18; 
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MC 75205, Empire Freight Co., Inc., Ltd., common carrier ap- 
plication, as of March 14; MC 86835, Sub. No. 2, John Freeman, 
extension, Walterloo, Neb., as of March 15; MC 87159, Empire 
Freight Co., Inc., Ltd., broker application, as of March 19; 
MC 89938, Thomas Church, common carrier application, as of 
March 11; MC 93976, Roy E. Patton, common carrier applica- 
tion, as of March 14; MC 100308, Earl Foster, dba Pueblo 
Transfer Terminal, common carrier application, as of March 
16; MC 100452, Robert Ruehlman, common carrier application, 
as of March 15; MC 100836, Chester Corporation, contract car- 
rier application, as of March 15; MC 100877, Dewey Phillips, 
contract carrier application, as of March 16; MC 100950, Paul 
Knop, common carrier application, as of March 15; MC 100963, 
George J. Wettengel, common carrier application, as of 
March 15. 


Truck Leadings 


“The volume of revenue freight transported by motor truck 
in February decreased 5.7 per cent under the volume trans- 
ported in January, but increased 17.5 per cent above the ton- 
nage carried in February, 1939,” says American Trucking 
Associations, Inc. 

The figures, contained in a monthly survey prepared by 
the trucking association, were based on comparable reports 
from 208 motor carriers in 39 states and the District of 
Columbia (see Traffic World, March 23). 

These carriers transported 853,700 tons of freight in 
February. This compared with 905,382 tons in January, and 
726,629 tons in February of last year. The average monthly 
tonnage of the reporting carriers in 1936 was 726,252. 

The ATA index figure, computed on the basis of the 1936 
monthly average tonnage of the reporting carriers as repre- 
senting 100, stood at 11755 for February. In January, the index 
figure was 123.54, and in February, 1939, it was 101.90. 

“The decline in February,” said ATA, “as compared with 
January was chiefly the result of fewer business days—there 
were 26 in January and only 24 in February. Poor weather 
conditions, particularly in the east, was a contributing factor 
to the decline, some carriers indicated. 

“Eighty-three per cent of all the freight transported in 
the month was reported by carriers of general merchandise. 
Although the volume of general merchandise transported de- 
creased 4.7 per cent under January, it represented a 17 per 
cent increase over February, 1939. 

“Transporters of petroleum products, accounting for slight- 
ly more than 6 per cent of the total tonnage reported, showed 
a decrease of 3.8 per cent in February, as compared with 
January, and an increase of 26.7 per cent as against February 
of last year. 

“Movement of new automobiles and trucks in February 
decreased 10 per cent under January, but represented an in- 
crease of 28.9 per cent above February, 1939. The labor situa- 
tion in the automobile manufacturing industry remained ‘quiet’, 
and the 10 per cent decrease in tonnage under January was at- 
tributed to the continued tapering off of production. 

“Iron and steel products, representing about 3 per cent 
of the total reported tonnage, showed a sharp drop of 24.2 
per cent under January, but still held 3.2 per cent above the 
February, 1939, volume. 

“Four per cent of the total tonnage reported was miscel- 
laneous commodities, including tobacco, textile products, bot- 
tles, building materials, cement and household goods. Car- 
riers in this group reported a decrease in tonnage of 8.3 per 
cent below January. They showed an increase of 13 per cent, 
however, as compared with February, 1939.” 


MOTOR ORDERS STAYED 

The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 11312, Greens, Incorporated, dba Greens Storage Ware- 
house, contract carrier application; MC 43406, Union Ware- 
house Holding Co., dba Union Motor Freight Terminal, broker 
application. 


CHICAGO POSTAL DRIVERS’ RECORD 


Ernest G. Kruetgen, postmaster of Chicago, will present 
safety award medals to 540 drivers and carriers of the Chicago 
post office who have operated government-owned vehicles one 
year or more without accident. The presentation will take place 
the afternoon of March 31. 

Nineteen drivers have had no accidents for six years, and 
56 have five years’ credit for freedom from accident. Mr. 
Kruetgen said the 540 employes, operating 714 trucks, repre- 
sented two-thirds of the total number of postal vehicle opera- 
tors in his territory. In 1939 they covered over 6,407,000 miles, 
he said. 
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Rail Taxes vs. Truck Taxes 


Alleged efforts by the railroads to saddle higher taxes on 
highways users and cripple movement of passengers and 
goods over public roads have produced an attack on them 
by Ted V. Rodgers, president of the American Trucking Asso- 
ciations, Inc. 

The railroads, Mr. Rodgers insisted, in a “press release,” 
March 24, hoped ultimately “to get automobile and truck taxes 
so high that highway transportation will become an economic 
cripple.” 

“Then, in a position of monopoly,” he charged, “the rail- 
roads will be able to charge all the traffic will bear, which 
they did before the motor vehicle gave the people a choice 
of transportation methods.” 

Mr. Rodgers urged all motorists to join with the trucking 
industry in its fight against the railroad effort to saddle taxes 
on highways users. Once the railroads succeeded in getting 
the trucks taxed to death, he declared, the passenger car will 
be the next “to get the ax.” 

“The passenger car, and not the truck, has made the big 
dent in rail revenues,” the trucking industry spokesman said. 
“That’s why the railroads are advocating that owners of 
passenger cars in the United States have their annual tax 
bill increased by $386,000,000 annually.” 

Mr. Rodgers labeled charges by railroad spokesmen that 
highway users were subsidized as “a smoke screen” and that 
they were design “to cover the shortcomings in railroad 
management.” Obviously, he said, the railroads’ charges were 
aimed primarily at their competitors, the bus and truck indus- 
tries, in an effort to prove the railroads were overtaxed and 
that their competitors were undertaxed. 

Government statistics showed, he asserted, that motor 
trucks paid $417,000,000 in special taxes alone in 1937, al- 
though the total annual tax bill of the railroads amounted to 
about three-quarters of that figure. The average tax burden 
a ton-mile on truck freight, he added, was 16 times greater than 
that on rail freight. As for highway users in general, he pointed 
out, official figures showed that consistently since 1932 the 
states’ income from highway revenue sources had been greater 
than the amounts spent on road building and maintenance. 

From 1930 to 1938, inclusive, he pointed out, the states 
collected a total of $11,634,319,000 in highway users’ taxes, 
according to reports of the Bureau of Public Roads, but for 
the same years state highway expenditures were only $9,365,- 
674,000. He added that approximately $200,000,000 was being 
diverted annually from highway funds to “non-highway pur- 
poses,”’ including relief, building of schools, and other uses. 

The A. T. A. head charged that the difficulties of the rail- 
roads were more deep-rooted than competition from trucks 
and busses. Chief of those difficulties, he declared, was “the 
rails’ short-sighted policies which have made them inflexible 
to meet problems arising from low levels of freight traffic dur- 
ing the depression years.” 

r. Rodgers maintained that railroad taxes had increased 
considerably less than the general tax burden on business and 
the public. In the first decade of the present century, he said, 
the per capita tax was about $20. Now it is about $100, a five- 
fold increase, he pointed out. Before the world war, the rail- 
roads paid about $125,000,000 in annual taxes, he said, and 
added that they now paid about $350,000,000. That is less 
than a three-fold increase, as compared with a five-fold in- 
crease in general taxation. Mr. Rodgers pointed out that since 
the world.war annual revenues of the railroads had averaged 
twice what they had in pre-war years. Thus, he said, on a 
revenue basis the tax burden of the railroads now was only 
one-fifth higher than it was in the first decade of the present 
century. 

The alleged railroad contention that the 25,000,000 pas- 
senger car owners and 5,000,000 truck owners were being 
given subsidies in the form of roads was characterized by the 
A. T. A. president as like unto “little Red Riding Hood’s wolf 
calling for help.” 

Mr. Rodgers said the railroads had received land ex- 
ceeding several times the total area of all the highways in 
the nation’s system of state highways. The Commission, he 
said, had found records of subsidies, gifts, and donations to 
railroads, mostly taxes in aid, of over $1,000,000,000, as well as 
land grants of 176,000,000 acres. , 

“Funded debt of the railroads have increased by a billion 
and a half during the lush period of the ’20’s,” the truck 
official stated. ‘While the highways were being built and paid 
for out of their current tax revenues, the railroads were 
plunging deeper into debt. Now the railroads’ alibi is that the 
‘subsidized’ highways are stealing their business. 

“The motor vehicle has furnished the railroads vastly more 
freight than it has taken from them. One out of every seven 
rail carload shipments is motor industry freight—cars and 
materials to build them, gasoline, lubricants, and road build- 
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ing materials. In 1937, the rail revenue from automotive 
freight amounted to $473, 430,667—an amount considerably 
greater than the whole tax bill of the railroads. Compare 
those benefits with the fact that less than 5 per cent of inter- 
city freight moves by truck.” 


Johnston Replies 


“The public generally is realizing more and more just how 
great are the subsidies furnished by the taxpayers to the oper- 
ators of large and heavy highway vehicles,” and motor freight 
operators cannot dodge the question by bringing in “the old red 
herring” that railroads make the subsidy accusation to hide the 
shortcomings of their own managements, says C. E. Johnston, 
chairman of the Western Association of Railway Executives, in 
reply to Mr. Rodgers’ statement, March 25. 

Citing what he termed evidence of subsidies, Mr. Johnston 
said: 

State highway authorities have found that the heaviest trucks in 
Illinois, with gross weights from 12 to 20 tons, are being subsidized by 
the taxpayers in the annual amount of $996.72 per vehicle, and that 
nine-ton trucks in Missouri are being subsidized by the taxpayers in 
the annual amount of $680.33 per vehicle. Similar investigations in other 
states have disclosed the same situation of heavy subsidy. 


He also assailed the truckers’ claim that their industry 
paid $417,000,000 in “‘special taxes” in 1937, compared to the 
rails’ tax bill for about three-fourths of that sum. Continuing, 
he said: 


The railroads in 1937 paid $352,000,000 in taxes: what the heavy 
commercial trucks paid in their so-called ‘‘special’’ taxes (which in 
reality are but inadequate payments for using public property for 
private profit), I do not know. Neither does Mr. Rodgers. His claim 
of $417,000,000 is a composite of guess, conjecture and estimate. Further- 
more, it includes all trucks . . . and is not confined to the commercial 
trucking interests which he represents. No greater proof of the weak- 
ness of his position and his own recognition of that weakness is neces- 
sary than his unsuccessful attempt to hide his heavy commercial trucks 

. behind the taxes paid by all trucks. 


He said the railroads’ tax money in 1937, except for $25,- 
000,000 in pension taxes, went to support general govern- 
mental functions, and in addition, the rail carriers paid their 
own right of way maintenance bills. Since the “special” taxes 
mentioned by Mr. Rodgers represented inadequate payments 
for use of public property, there was no net contribution to the 
support of the government by the truckers, said Mr. Johnston. 
Futhermore, said he, there was nothing “special’’ about a motor 
vehicle license fee and gasoline tax, for all drivers of auto- 
mobiles paid them. 


E. F. Downs, Chicago engineer and statistician, in a letter 
to Mr. Rodgers March 26 said the latter’s statement that the 
average tax burden a ton-mile on truck freight was 16 times 
greater than that on rail freight was fallacious. Continuing, he 
said: 


To carry a ton of freight one mile, the railroad furnishes all the 
facilities; the truck furnishes only the rolling stock. If a fair com- 
parison were attempted, one of two adjustments would be necessary; 
either the reduction of railroad taxes to the point of providing gov- 
ernmental support of right-of-way, or the adoption of an altered phi- 
losophy of taxation. As you are no doubt aware, and regardless of the 
purely legal concepts, one school of thought holds that motor vehicle 
fees should not be described as taxation, since they are tolls levied 
on a certain class of the population for the special purpose of providing 
highway facilities. Accepting this premise for the moment, and com- 
paring taxes on real property, we inevitably find that railroads pay 
amounts far in excess of payments made by the truckers. 


He said that, assuming the 16:1 ratio were inequitable, 
the question was on whom the unfairness was practiced, and, 
since the rail carriers paid taxes, interest and right-of-way 
maintenance costs, while the motor carriers had no capital in- 
vestment or maintenance cost for right-of-way, the ratio should 
be much higher than 16:1. 

He said the small truck contributed the major portion of 
fees attributed to trucks, without causing any great damage 
to the highway. On the other hand, he said, the major high- 
way damage should be charged to the big truck, which paid an 
“jnappreciable” portion of highway fees but needed expensive 
highway construction. He also said passenger car registrations 
reached maximum about six years ago, while truck registrations 
continued to increase. 

He called “a half-truth’ Mr. Rodgers’ statement that the 
rails’ tax bill had risen only three-fold since the first decade 
of this century, compared with a five-fold jump in the general 
per capita tax. That statement failed to take in account the 
portion of the higher per capita tax caused by road building 
and maintenance, he said, and there was no reason why the 
rails should pay higher taxes for the benefit of their com- 
petitors. 

As for railroad difficulties being due to low levels or traffic, 
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he said much of the lost traffic was due to inroads by trucks 
that were seldom economically necessary, and which would be 
forced out of business if they “paid their own way.” 





Contracts of Contract Carriers 


The Commission has postponed until its further order the 
effective date, April 1, of its order of November 6, 1939, in 
Ex Parte MC 9, in the matter of filing contracts by contract 
carriers by motor vehicles. The postponement was made on 
petitions filed by the .contract carrier division of the American 
Trucking Associations, Inc., Kraft Cheese Co., Illinois Territory 
Industrial Traffic League, United States Gypsum Co., and 
Roemer Bros. Trucking Co., Inc. 

Roemer Brothers Trucking Co., Inc., a contract carrier, 
asked the Commission to reconsider and vacate its order and 
to postpone the effective date of the order at least until such 
time as pending legislation may be enacted, all to the end “that 
the interest and rights of petitioner may be preserved and 
maintained.” 

The petitioner contended that the opening of contracts of 
contract carriers to public inspection was unnecessary. It asked 
the Commission to reconsider the subject in the light of the 
present act and pending legislation. It asserted that the in- 
justices that may exist as between common and contract car- 
riers could be cured by proper proceedings in which the Com- 
mission will determine the status of those alleging to be con- 
tract carriers and prescribe reasonable minimum rates and 
charges for bona fide contract carriers without disclosure of 
the intimate contractual arrangements existing between the 
contract carriers and their patrons. Obviously, it asserted, dis- 
closure was not a cure for too low rates of contract carriers nor 
would such disclosure remove the common carrier parading 
as a contract carrier. 


Motor Rate Inguiry Requested 


Alleging a serious rate crisis in the affected territory, 
Southern Motor Carriers Rate Conference, of Atlanta, Ga., 
and Motor Carriers Traffic Association, of Greensboro, N. C., 
have asked the Commission to institute an investigation of 
motor rates between points in southern Virginia and eastern 
North Carolina. The petitioners assert they represent more 
than 500 motor common carriers. 

According to the petition, the serious crisis, they allege, 
exists in the trucking industry by reason of the repeated 
failures of motor carriers voluntarily to establish uniform 
and compensatory rates, rules and regulations under the motor 
carrier act. The petition recites facts about the various efforts 
that have been made to bring about uniformity. It says that at 
a meeting at Norfolk, Va., December 18, 1936, the carriers com- 
plained bitterly as to the competition from carriers maintain- 
ing individual publications and the carriers represented in the 
conference. Many of the rates now maintained by carriers in 
this area, the conference petition says, are illegal under sec- 
tions 202 (a), 216, 217 and 218 of the motor carrier act. 

The petition asks the Commission to institute an investiga- 
tion on its own motion as to the revenue needs of motor car- 
riers in the territory shown in an appendix. The territory 
in which the carriers named operate is bound by a line on 
the north from Norfolk, Va., through Richmond, Va., to Mar- 
tinsville, Va.; and a line from Madison, N. C., through States- 
ville and Charlotte to the South Carolina line on the west, 
and the Atlantic Ocean, on the east. 

After hearing, the organization asked for an order re- 
quiring all motor carriers within that territory to publish 
rates, charges, etc., no less than the rates, charges, etc., pub- 
lished in a tariff of Agent J. R. Shumate, his MF I. C. C. No. 
153, dated to become effective May 5, subject to the National 
Motor Freight Classification. The petition says that the effec- 
tive date of Shumate’s tariff should be suspended, if neces- 
sary, until the date of the order of the Commission requested 


in their petition. They asked that hearings be held at Nor- 
folk, Va 





TEMPORARY MOTOR AUTHORITY 


In MC F-1146, Brown Express, purchase, Brown Motor 
Freight Lines, Inc., the Commission, by division 4, has author- 
ized, for a period not exceeding 180 days, temporary lease of 
operating rights and property of Brown Motor Freight Lines, 
Inc., of Venus, Tex., by Brown Express, of San Antonio, Tex., 
at a total rental not exceeding $65 a month. 

In MC F-1130, H. J. Korten, Inc., purchase, Roy T. Arnink, 
the Commission, by division 4, has authorized, for a period not 
exceeding 180 days, temporary lease of operating rights of Roy 
T. Arnink, dba R. T. Arnink Transportation Co., of Yonkers, 
N. Y., by H. J. Korten, Inc., of Pelham Manor, N .Y., at a 
total rental not exceeding $10 a month. 
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In MC F-1079, Burlington Transportation Co., purchase, 
Freeman Alverson, embracing also MC F-1080, Same, pur- 
chase, Estelle and Roy Copp, and MC F-1081, Same, purchase, 
Joseph Franklin Lindsey, the Commission, by division 4, has 
authorized for a period not exceeding 180 days temporary lease 
of operating rights and property of Freeman Alverson, of 
Broken Bow, Neb., dba Grand Island-Broken Bow Stages; 
Estelle and Roy Copp, of Taylor, Neb., dba Loup Valley 
Stages; and Joseph Franklin Lindsey, of Cheyenne, Wyo., dba 
Black Hills-Billings Stages, at a total rental in each case of 
$50 a month. 


Automotive Exports 


Aided by a substantial increase in truck purchases, espe- 
cially those in the heavier capacity units, February exports 
from the United States of automotive products had a total 
valuation of $25,093,068, an improvement of 2.5 per cent com- 
pared with January, according to P. R. Mattix, chief, automo- 
tive-aeronautics trade division, Department of Commerce. 

Exports of passenger cars, as anticipated, decreased to a 
total of 9,692 units valued at $6,135,741 as compared with 
13,334 valued at $7,812,328 in February. Foreign sales in each 
of the price classes, with the exception of those valued at from 
$1,200 to $2,000, were lower than in January. Canada ad- 
vanced to the position of first importance as a market for 
passenger car exports during the month and registered a de- 
cided improvement in its purchases as compared with January. 
The Union of South Africa, Australia, Brazil, and Argentina 
were the other leading countries of destination. 

Truck demand advanced from the January total of 9,538 
units valued at $6,211,018 to 10,286 valued at $8,967,086 in the 
month under review. The purchasing trend for the lower 
capacity units was downward, but the reverse was evident in 
those units rated at from 1% tons and upward. Shipments of 
heavier capacity trucks totaled 3,454 units valued at $5,304,517 
as against 1,283 units valued at $2,065,701 in January. Bus 
chassis exports also improved with 76 units valued at $125,739 
as compared with 3 units valued at $2,935 in January. France 
was the chief country of destination with 3,052 units valued at 
$4,285,618, followed by Argentina, British India, Sweden and 
Mexico as the next most important markets in February. 


Exports of miscellaneous automotive products were well 
maintained with a value of $9,990,241 in comparison with $10,- 
447,394 in January. Parts for replacement, accessories, garage 
equipment, trailers and internal-combustion marine engines 
were all above the January totals, while special mention is 
made of motorcycles, which accounted for 1,389 units in Feb- 
ruary in comparison with 305 shipped abroad during the open- 
ing month of the year. 


Special or Chartered Busses 


Proposed rules for the regulation of special or chartered 
party bus service, formulated by Examiner L. A. Riegel in 
Ex Parte MC 29 were discussed, March 26, before division 5. 
Time for representations on that subject was allotted to J. R. 
Turney, Jr., for the National Bus Traffic Association; Ivan 
Bowen, National Association Motor Bus Operators; J. W. Blood, 
Santa Fe Trails Transportation Association; Gilbert Nurick, 
Blue Ridge Lines; G. M. Eichler, New Jersey Motor Bus Asso- 
ciation; S. Harrison Kahn, A. B. & W. Transit Co.; C. D. Cass, 
American Transit Association; Leland Talliaferro, Public Serv- 
ice Transportation Co., and A. S. Knowlton, rail carriers. 


The examiner said (see Traffic World, Dec. 23, 1939, p. 
1420) that in his opinion no need existed at present for specific 
regulations to govern common carriers engaged solely in special 
or charter operations but that the terms, conditions and limita- 
tions imposed by the specific authority granted to such carriers 
would be considered adequate to prevent their conducting what 
might otherwise be considered regular route service between 
fixed termini. 

Arguments to a large extent were as to the construction 
to be placed on the various parts of the motor carrier act 
dealing with both property and passenger service and the effect 
provisos and exceptions to the general terms of the statute 
had or should have on this or that phase of operations. Broadly 
speaking the representatives of the regular route carriers, in- 
cluding the railroads, urged constructions that would assure 
performers of regular service between fixed termini over 
specified routes from raids by the conductors of special or 
chartered party services to skim off what the regular route 
operators called the cream of the traffic. But they could not 
agree among themselves on all points. Answers to questions 
from the bench also indicated disagreement with the implied 
constructions placed on the language in question by the com- 
misisoners who propounded the questions. 
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Interstate Trade Barriers 
The Traffic World Washington Bureau 


Vigorous defense of the Commonwealth of Kentucky’s 
statute limiting the gross weight of trucks on its highways to 
18,000 pounds was made before the Temporary National Eco- 
nomic Committee, March 22, by M. B. Holifield, first assistant 
attorney general of the state, on behalf of Governor Hubert 
Meredith. The Kentucky statute was defended by Mr. Holi- 
field as a reasonable exercise of police power for the preserva- 
tion of the public highways and of public safty. It was not, 
he contended, an unreasonable or improper interference with 
trade or commerce. 

The states of Kentucky and Texas had the lowest truck 
load limits of any of the southern states, he testified. The 
Kentucky statute, in addition to limiting gross weight of trucks 
to 18,000 pounds, fixes the permissible height of trucks to 11% 
feet, the width to 8 feet, the length of single units to 26% feet, 
and the length of a semi-trailer to 30 feet. This statute, he 
pointed out, had been upheld by the Supreme Court of the 
United States. 

Prior to 1932, Mr. Holifield said, the gross permissible 
weight was 28,000 pounds and added that it was found this 
restriction was not providing adequate protection to the high- 
ways and that the large, heavy trucks were endangering public 
safety and unduly interfering with the public’s use of the high- 
ways. He said the 18,000 pounds minimum restriction was 
“physically necessary because of the condition of our highway 
system.” He took the position that the law did not create any 
trade barriers. 

“Conditions on the 8,657 miles of state highway vividly 
illustrate,” Mr. Holifield said, “the inadequacy of those high- 
ways to accommodate safely or without undue damage trucks 
larger or heavier than those allowed by our present law.” 

Calling attention to the curves and grades of the state 
highways, Mr. Holifield declared, “where there are as many 
traffic hazards as there are in Kentucky, the admission to state 
highways of trucks larger or heavier than those now allowed 
would not remove any imaginary ‘trade barrier’ but would 
rather create an insurmountable barrier to all automobile and 
light truck traffic.” 

_ The witness declared the American Association of State 
Highway Officials on January 1, had estimated that it would 
require expenditure of $132,430,000 to bring the state’s present 
highway system to a “safe standard.” This work would con- 
sist of rebuilding 1,189 miles at an outlay of $22,168,000, widen- 
ing 4,010 miles at a cost of $31,217,000, and relocating 1,985 
miles, at a cost of $59,720,000, and widening or rebuilding 1,797 
bridges at an expenditure of $19,325,000. 

“The Kentucky law,” the witness said, “has not operated to 
increase transportation charges to the public and the only effect 
which any change in that law could have would be to increase 
the profits of a few commercial truck operators who would be 
able to operate larger and heavier vehicles.” 

Sumner Pike, business adviser to the Secretary of Com- 
merce and a member of the TNEC, asked whether the Kentucky 
road system was “pitifully inadequate” for modern transporta- 
—_ Mr. Holifield replied that he was sorry to confess that 
it was. 

Floyd D. Strong, secretary of the Kansas Port of Entry 
Board, discussed the operation and administration of the state’s 
port of entry law. He declared that the law had accomplished 
for the state an efficient means of exercising control over motor 
carriers, with an absolute minimum of difficulty and without 
hampering freedom of commerce by truck. The registration 
offices of the state first were set up to prevent “bootleg” gaso- 
line from escaping taxation, he said, and it was so successful 
that the state decided to extend their functions to include the 
enforcement of its gross ton mileage tax law. The latter, he 
said, had been passed in 1931 to provide an equitable means of 
distributing the tax burden among motor carriers. 

Mr. Strong described in detail how the ports of entry 
operated. He took the position that taxation of motor carriers 
was not, and should not be, an item of profit to the state. In 
Kansas, he said, the tax imposed was barely enough to maintain 
the highways in view of the accelerated deterioration caused 
by motor carrier operation. 

The Kansas official pointed out that the out-of-state oper- 
ator was not subjected to discriminatory treatment in the col- 
lection of taxes. The latter, he said, had the same right to 
obtain a permit to operate through the state, as did the Kansas 
carriers, and that they paid taxes in the same manner as did 
the Kansas lines. 

“Tt is the sincere belief of the Kansas Port of Entry officials 
that.our ports are not in any wise a barrier to trade,” he said. 

In response to a question from the bench, Mr. Strong said 
the time would come when the federal government would set 
up ports at every state border, unless the states took this 
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action themselves. In this connection, he recommended that 
the states themselves set up joint ports of entry. 

The National Council of Private Motor Truck Owners 
took the position, through Leon F. Banigan, its managing 
director, that the question of trade barriers was a state prob- 
lem. It should be solved, Mr. Banigan said, by the cooperative 
action of the various states, with the assistance of such govern- 
ment bureaus as the Public Roads Administration, the Depart- 
ment of Agriculture, and the Interstate Commerce Commission. 

“The National Council of Private Motor Truck Owners, 
speaking for its own membership, does not regard the prob- 
lems of these state barriers as readily soluble by federal 
action,” Mr. Banigan said, “and we wish to make it clear 
that nothing which we may have contributed at this hearing 
should be interpreted as testimony favoring substitution of 
federal regulation for that of the individual states in the 
elimination of state trade barriers affecting private truck 
operation.” 

Mr. Banigan said that private truck operation had not 
been subjected to the “embarrassing and restricting” state 
regulations to the extent that for-hire transportation agencies 
had, but he did declare that lack of uniformity in state laws, 
which did affect private truckers in their interstate operations, 
did constitute real barriers to the free movement in trade 
among the states. 

“Private motor truck owners would welcome greater uni- 
formity in state legislation and regulation affecting motor 
vehicle operation, particularly where such state laws and regu- 
lations conflict as to size, weight and equipment; as to the 
pyramiding of taxes and fees; and as to the divergencies in 
license-plate reciprocity,” he testified. 

“Private truck owners, represented by the council,” he 
continued, “believe that much progress in the elimination of 
barriers to the free flow of trade has been accomplished par- 
ticularly in the last two or three years, and we hope for and 
welcome opportunities to cooperate in the furtherance of this 
particular effort toward the elimination of the various types 
of trade barriers which affect our group.” 

Park W. Smith, of the National Association of Motor Bus 
Operators, took much the same position as did Mr. Banigan. 
He told the committee that uniformity in motor vehicle laws 
should be brought about by the cooperative action of the indi- 
vidual states. 

“The reason for this conclusion,’ Mr. Smith testified, “is 
that federal legislation on sizes and weights of motor vehicles 
in interstate commerce would not remedy the present lack of 
uniformity which exists in the states as regards interstate 
commerce, and might, on the other hand, tend to aggravate the 
existing situation. A comparable situation may be cited in the 
motor carrier field where jurisdiction over interstate commerce 
is vested in the Interstate Commerce Commission in the motor 
carrier act, 1935. Since this act does not apply to intrastate 
commerce, jurisdiction over such commerce remains in the 
hands of state regulatory authorities whose administrative 
activities are characterized by the same lack of uniformity as 
had been noted in the field of motor vehicle regulation.” 

The lack of uniformity in state laws as to sizes and 
weights and special lighting requirements, Mr. Smith said, 
created barriers to the free flow of inttrstate commerce. 
Those barriers, he continue, were restricting the full advantage 
of economy and comfort available to the riding public and 
were not in the public interest. He added that the barriers 
might be removed by the adoption of more nearly uniform 
standards in the motor vehicle laws, rules and regulations, and 
administrative rulings in the states. 

‘In view of the fact that federal legislation would in- 
volve far-reaching changes in the federal Constitution,’ Mr. 
Smith concluded, “it would seem that the only practical ap- 
proach is through cooperative state action.” 


Russell Singer, general manager of the American Automo- 
bile Association, discussed the trade barrier situation as re- 
lated to the private passenger automobile. In response to 
questions by Representative Hatton W. Sumners, vice-chairman 
of the TNEC, he said the question of removing state barriers 
was a State problems, but added that “your committee could 
do a great deal in stimulating state activity.” Most of the 
complaints against the state barriers, Mr. Singer said, came 
from a limited number of western states. He declared that the 
TNEC might encourage the western states to get together 
on the question. Representative Sumners said, as one mem- 
ber of the committee, he would be willing to make such a sug- 
gestion. 


Philip Salisbury, chairman of the committee on state trade 
barriers of the National Federation of Sales Executives, said 
the federal government must take the lead in minimizing state 
barriers. He recommended that the Bureau of Foreign and 
Domestic Commerce be empowered to conduct a periodic sur- 
vey among manufacturers, wholesale distributors and retail 
merchants, with a view to measuring the economic loss re- 
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sulting from state and municipal barrier laws. He also sug- 
gested that the bureau operate a continuous reporting service 
on proposed barrier laws coming before state, county and 
municipal legislatures. 

The trade barrier hearings came to an end with a summary 
by Dr. W. Y. Elliott, of the school of government, Harvard 
University, of testimony which began March 18 (see Traffic 
World, March 23). It was his position that cooperative state 


and federal action was necessary to relieve the evils of trade 
barriers. 


B. & M. Motor Operations 


The Boston & Maine Transportation Co. has been given 
authority by the Commission to operate as a common carrier 
of passengers and their baggage, and of express, mail and news- 
papers in the same vehicle with passengers between Whitehead 
and Groveton, N. H., with service at the intermediate points of 
Lancaster and Northumberland. The company also was given 
permission to transport baggage, newspapers, and express as a 
common carrier between the same points. 

This authority was given by the Commission, division 5, in 
MC 75874, Sub. No. 4, Boston & Maine Transportation Co., ex- 
tension, Whitehead-Groveton, N. H. The report also embraced 
MC 75871, Sub. No. 2, Same, MC 15934, Sub. No. 2, Boston & 
Maine extension, Whitehead-Groveton, and MC 88699, Boston & 
Maine, contract carrier application. 


The Boston & Maine Transportation Co. is a wholly owned 
subsidiary of the Boston & Maine railroad. In MC 15934, Sub. 
No. 2, the railroad asked for a certificate to transport newspapers, 
mail and express between Whitehead and Groveton. In MC 88699 
the railroad asked for a permit to transport newspapers, mail 
and express by truck between the two points. Those applications 
were denied. The transportation company in MC 75871, Sub. 
No. 2, asked for a permit in connection with transportation by 
truck between the considered points of newspapers, mail, and 
express. The Commission determined this operation to be that 
of a common carrier and granted a certificate. In MC 75874, 
Sub. No. 4, the transportation company asked for a certificate 
to transport passengers and their express, and express, mail and 
newspapers in the same vehicle between the same points. This 
application also was granted. 


N. Y. Moter Regulation 


As a result of checking operations of motor carriers op- 
erating within New York under the Rapp motor carrier regula- 
tion act of that state, the Public Service Commission has insti- 
tuted its first case involving charges of violation of certificate and 
tariff provisions. 

Fred C. Carpenter, of Syracuse, N. Y., holding a certificate 
for specified operations, was charged with illegally operating 
from Chenango to Broome counties and with having applied 
charges not in accord with tariff rules and regulations. At the 
hearing in the case it was testified that Carpenter and his driver 
did not understand the meaning of the certificate. An error 
was made in computing charges. 

The presentation of the case has had the effect of directing 
attention to the New York motor regulation law as to the en- 
forcement of which there has been little publicity, according to 
Edgar W. Lyons, traffic counselor of Syracuse, who represented 
Carpenter. 

“The publicity given the Carpenter case was not so much to 
crucify but to bring attention to other carriers that the commis- 
sion was enforcing the motor carrier act,” said he. 

J. F. Fitzgerald, director of the Bureau of Motor Carriers, 
of the state commission, has had his field staff checking on the 
operations of motor carriers to ascertain whether or not they 
are in compliance with the regulations of the commission and 
the authority granted for such operations. 

Unfortunately, said Mr. Lyons, many carriers did not know 
“what it is all about,’”’ some of them having never seen a tariff 
or knowledge of rate matters. Much consideration should be 
given this type of carrier, said he, adding that they had to be 
taught the principles of transportation and that they were public 
utilities. 

Commending the manner in which the state commission 
was enforcing the act and the consideration extended by it to 
carriers, Mr. Lyons expressed the opinion that in time the result 
of regulation would be the elimination of many of the smaller 
operators who would either go out of business entirely or con- 
fine their operations to unregulated transportation. 


STATE BARRIER DOWN 


Agreement for full commercial motor vehicle reciprocity be- 
tween Louisiana and Tennessee has been reached, according to 
an announcement by E. A. Conway, Jr., secretary of state and 
ex-officio motor vehicle commissioner, La. The agreement, pat- 
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terned after that recently effected with Mississippi after years 
of effort, provides that any truck or commercial vehicle may 
travel from one state into another without buying license plates, 
The exception is the interstate operation of passenger busses, 
The agreement can be terminatd on 30-day notice. 


“EXCEPTIONS TO MOTOR REPORTS 
MC 101014, Joseph E. Ashenbrenner, dba Ashenbrenner 
Motor Freight, common carrier application. Time for filing 
exceptions to recommended order extended to April 15. 


TEXAS MOTOR WEIGHT LAW 

Holding there was no substantial federal question involved, 
the Supreme Court of the United States, in a “per curiam” 
decision, has dismissed the appeal in No. 781, Rayburn et al. 
appellants, vs. Richardson et al., from the Court of Civil Ap- 
peals, fifth supreme judicial district, state of Texas. The lower 
court held not unconstitutional provisions of the Texas truck 
act relating to gross load of vehicles and means for obtaining 
compliance therewith. 


MOTOR PASSENGERS AND REVENUES 


Class I motor carriers of passengers, exclusive of charter 
of special operations, in December last year reported a 12 per 
cent increase in their passenger revenue when they received 
$10,751,545 as compared with $9,603,014 in December, 1938, 
according to a Commission compilation, statement M-700. In 
December last year they carried 13,943,052 passengers as com- 
pared with 11,959,555 in December, 1938, an increase of 16.6 
per cent. 


CARTAGE THEFT REDUCTION AT CHICAGO 

Chicago truckers have gone through the winter period of 
December 11-March 25 without a hijacking and with radical re- 
duction of other merchandise thefts from trucks compared with 
other year-end periods, according to the Chicago Association of 
Commerce, which based its statement on reports of the Chicago 
police department and trucking and cartage members of the 
association. There was a marked increase in convictions in theft 
cases, said W. E. Riggs, chairman of the cartage theft committee 
of the association. He attributed the curtailment of theft and 
hijacking to the efficiency of the special cartage theft squads 
of the Chicago police and the development of a net, highways 
protected by city, county, and state police, over which most 
motor freight moves. 


Foreign Trade Zone 
The Traffic World New York Bureau 


An investigation of the operations of Foreign Trade Zone 
since its inception at Staten Island, Port of New York, has been 
begun, says New York Commissioner of Investigation William 
B. Herlands. The survey and study of all operations at the 
trade zone was ordered by Mayor La Guardia. Dock Com- 
missioner John McKenzie is taking part in the inquiry. 

Commissioner Herlands said: it would be the aim to get at 
all the facts. Officials of large warehouse corporations have 
been summoned to testify before the Commissioner for the 
purpose of giving that industry a chance to present its argu- 
ments, criticisms and suggestions. 

A large staff of accountants and examiners attached to the 
Commissioner’s office is making a detailed study of the fiscal 
and accounting operations of the zone. It was learned that 
most of the concerns and customs brokers who have had deal- 
ings with the foreign trade zone are being interviewed for the 
purpose of learning the nature and extent of their business 
with the zone and also for the purpose of receiving constructive 
suggestions and criticisms. 

The study, the Commissioner says, is not to be limited 
to the experience of the foreign trade zone at New York. The 
experience of all European free ports and foreign trade zones is 
to be considered, as well as the experience at Mobile, Ala., as 
the only other free port in the United States. This was ulti- 
mately abandoned. In addition, an economic and historical 
study of foreign trade zones is to be made. At the conclusion 
of the survey a report is to be presented to the Mayor with 
recommendations. It will not be ready until summer. 

It was said by the operator of the zone, that business was 
good and that the volume of transshipment business was likely 
to increase. 

According to Newbold Morris, president of the New York 
City Council, the city should make $100,000 by the end of this 
year from its investment. If, by the end of the third year, it 
does not make at least $150,000 a year, the contract with the 
private operator can be terminated, if the city so desires. The 
question might then arise whether the city wanted to continue 
the operation of the zone or would prefer the federal govern- 
ment to take it over. 
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Intercoastal Rate Increases 
The Traffic World Washington Bureau 


The Maritime Commission, March 29, received tariffs from 
intercoastal steamship companies naming increases on both east 
and westbound traffic voted by the Intercoastal Steamship 
Freight Association, March 6 (see Traffic World, March 9, 
p. 597). The increases are effective May 1. They range from 
5 to 20 per cent. Exceptions to the increases are grain, lumber, 
and westbound rates on alcoholic liquors. 





Ocean Freight Rates 


The Traffic World New York Bureau 


Some freight rates have been reduced on westbound car- 
goes from Rotterdam and Antwerp to New York and outports, 
effective April 1, it was announced March 28. This compares 
with the fact, as announced by the Antwerp-Rotterdam West- 
bound Freight Conference, that freight rates have been ex- 
tended until June 30 on most items. 

Rate changes were made on cement, sawdust, glass 
bricks, jute mats and dry raw hare and rabbit skins in bales. 
The only advance was on jute mats. A rate was named also on 
unsensitized photo glass, which is a new item in the freight 
listing. 

Raw dry hare and rabbit skins in bales showed the most 
generous freight reduction, the new rate being $42.50 per 1,000 
kilos or 1% ad valorem, as against the previous $50 per 
1,000 kilos. Glass bricks will be carried at $10.50 per 1,000 
kilos against the previous $13.25, while the freight on sawdust 
shipments from Antwerp and Rotterdam to New York and 
outports is down to $10 from $11.50 per 1,000 kilos. 


The freight rate on cement has not been lowered but 
there has been a change in the set-up. There has been a flat 
cost of $4 per 1,000 kilos to the shipper, regardless of the out- 
port. However, starting April 1, when the new rates become 
effective, shipments to New York and Boston will be rated 
at $3.75 per 1,000 kilos and those to Philadelphia, Baltimore 
and Norfolk at $3.50 per 1,000 kilos. Jute mats show the 
only increase in freight. When the new rates go into effect 
the rate on this item will be $45 per 1,000 kilos, against the 
old one of $29. 


U. 8. Ships to Foreign Flags 


The Maritime Commission has approved an application 
from Deep Sea Fisheries, Inc, of San Francisco, Calif., for 
sale of the steam screw Manatawny, formerly a tanker, of 
5,030 gross tons, built in 1920, to Vicente Madrigal, doing busi- 
ness as Madrigal & Son, of Manila, P. I., with transfer to 
Philippine registry. 

Receipt of an application from Cornelius Vanderbilt, of 
New York, N. Y., for approval of the sale of the steam yacht 
Winchester to B. Pearson McCurdy, of Halifax, Nova Scotia, 
with transfer to Canadian registry, has been announced by the 
commission. The Winchester is a steel steam yacht built at 
Bath, Me., in 1916, having a gross tonnage of 411, and speed 
of 16 knots. 

The Maritime Commission has also approved applications 
for sale and/or transfer of registry of the following ships: 

Leila Y. Post Montgomery, of Michigan, for sale of the 
steel yacht Breezin’ Thru, built in 1916, of 204 gross tonnage, 
to Clarence Wallace, Vancouver, B. C., with transfer to Cana- 
dian registry. 

Postal Steamship Corporation, of New York City, for sale 
of the single screw cargo vessel Eastern Glade, built in 1920, 
of 5,057 gross tonnage, to Sir William Reardon Smith & Son, 
Ltd., Cardiff, Wales, with transfer to British registry. 

Eloise B. Knox, Nicholas Michels and N. R. Field, of 
Miami, Fla., for the transfer of the wooden vessel Tropical 
Trader II, built in 1932, of 53 gross tonnage, to Panamaian 
registry. The commission said that although under alien reg- 
istry the vessel would remain under American ownership for 
operation mainly between Cat Cay, Bahamas and Miami, Fila., 
carrying freight. 

Pacific-Atlantic Steamship Co., of Portland, Ore., for sale 
of the vessels San Angelo, San Felipe, and San Marcos, built 
in the years 1918-19, of 5,606, 5,918 and 5,758 gross tons, re- 
spectively, to W. A. Souter & Co., Ltd., of Newcastle, England, 
with transfer to British registry; also for sale of the steamers 
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San Simeon, built in 1919, of 5,561 gross tons, and San Ber- 
nardino, built in 1920, of 5,751 gross tons, to Wallem & Co., 
Shanghai, China, and Compania de Navegacion ‘La Inter- 
oceancia” S. A., Panama City, Panama, respectively, with trans- 
fer to Panamanian registry. 

The commission announced that it had received an appli- 
cation from the Tela Railroad Co., of Boston, Mass., for ap- 
proval of sale and transfer of registry of the gas screw Victor 
to the government of the Republic of Honduras. The Victor, 
of 37 gross tons, was built in 1920. 

Other applications follow: 


From the American President Lines, Ltd., for sale of the steamers 
President Lincoln and President Wilson to Berge Y Compania, Bilbao, 
Spain, with transfer to Spanish registry. These are both steel com- 
bination cargo-passenger vessels (535’s) built for the Shipping Board 
jE go gross tonnage 12,594-12,597; net tonnage 6,730-6,735; speed about 
7% knots. 

From the Alaska Steamship Co., Seattle, Wash., for sale of the 
steam screw Latouche to Vicente Madrigal trading as Madrigal & Co. 
of Manila, P. I., with transfer to Philippine registry. The Latouche is 
a steel cargo vessel built in 1910 at Seattle, Washington; gross tonnage 
2,156; net tonnage 1,248; length 242.6 feet; speed about 8% knots. 


No Port Congestion 


An investigation of freight storage facilities at Baltimore, 
Philadelphia, Boston, New York, and other ports, shows that 
they are “actually in better shape today than they have been 
for some time,” said George C. Randall, traffic co-ordinator 
for the A. A. R. He made this statement, he said, in order to 
clear up any doubts on the subject. 

“There is no indication of congestion and storage space 
available is ample,’ said Mr. Randall, who recently made a 
survey of conditions at various ports as far south as New 
Orleans. 

Discussing in particular the situation at Baltimore, he 
said the facts were that at the railroad piers there was room 
for about 608 carloads of merchandise. On covered piers, he 
said, there was room for 1,200 carloads of freight. Two-thirds 
of the space was being used. On open piers there was said to 
be nothing in storage and room for 175 carloads of freight. 
In ground storage there was reported to be room for 10,000 
carloads. 

Mr. Randall said he had been advised by G. H. Pouder, 
director of the export and import bureau of the Baltimore Asso- 
ciation of Commerce, that the Baltimore port “is handling a 
good volume of business, and expeditiously, and without delay 
or congestion of any kind.” 

At Philadelphia, there are only about 70 carloads in stor- 
age on covered piers and there is room for 500 carloads more. 
On open piers there are only 38 carloads of freight in storage 
and there is room for 100 carloads. On ground storage there 
are 500 carloads in storage and there is room for 500 carloads 
more on railroad piers. There is said to be no congestion at 
any of these ports nor at Boston. Boston is using only one- 
fourth of its available storage, Mr. Randall says. 

In New York, he said, there was ample storage space and 
no congestion. There had been a slight falling off in the 
volume of goods handled for the last two weeks for one reason 
or another, but the total quantity was still 75 to 80 per cent 
above that of a year ago. 

A report that the Maritime Commission was sending ques- 
tionnaires to forwarders requesting information on wharf or 
warehouse facilities was said at the commission to refer to 
inquiries being made by its representative at New York with 
respect to whether there was any congestion of traffic at ports. 
No congestion had been reported, it was stated. 


North Atlantic Port Inquiry 


The Baltimore Association of Commerce has asked the 
Maritime Commission to institute an investigation into the law- 
fulness of the warehousing and storage rates, charges, rules, 
regulations and practices of operators of waterfront terminals 
at Portland, Me., Boston, Mass., New London, Conn., Provi- 
dence, R. I., Albany, N. Y., Philadelphia, Pa., Baltimore, Md., 
Wilmington, Del., Camden and Trenton, N. J., and Norfolk, 
Portsmouth and Newport News, Va. _ It, like the Boston Port 
Authority (see Traffic World, March 23), requested that the 
investigation be conducted in conjunction with -the Interstate 
Commerce Commission’s pending investigation in No. 28420, 
storage practices of railroads at north Atlantic ports. However, 
it said it did not concur in nor oppose the petition of the Bos- 
ton Port Authority, since it appeared that each commission 
had a degree of jurisdiction over practices of railroads at their 
waterfront terminals. 

“The charges of most of the independent (as distin- 
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guished from railroad) terminals at other ports are not pub- 
lished in public documents available to petitioner,” says 
Baltimore. “However, knowledge of competitive conditions 
leads to the belief and assertion that they are not higher in 
general than the charges on like traffic at Baltimore.” 

The storage charges on import woodpulp at Baltimore, the 
petitioner said, were based on a rate of 17 cents a net ton 
for an initial period of 30 days. It said it was not advised as 
to the basis of storage charges of independent terminals on 
this traffic at all the other ports, “but is informed and believes 
that charges as low as or lower than those at Baltimore are 
maintained by such terminals at Portland, Boston, Albany, 
Philadelphia, Camden and Norfolk.” 


Aid for Lumber Exporters 


Legislation designed to place American exporters of lum- 
ber and manufactured timber products in a more favorable 
competitive position with foreign interests was considered 
March 27 by the House committee on merchant marine and 
fisheries, when it opened hearings on H. R. 7463 and H. R. 7505. 
The former bill was by Representative Angell of Oregon and 
the latter by Representative Boykin of Alabama, who are 
members of the committee. 

Both bills, companions to S. 2546 which is before a sub- 
committee of the Senate commerce committee, would amend 
title II of the merchant marine act of 1936 to give the Maritime 
Commission authority to aid American producers by (1) pro- 
viding for a reduction in rates by granting subsidies; (2) pre- 
scribing rates for the transportation on the commodities as 
low as, but not lower than, the rates available to principal 
foreign competitors for the transportation of the same or simi- 
lar products over the same or substantially similar routes; 
(3) leasing vessels and allocating space therein at current full- 
cargo rates to operators and shippers, and (4) operating vessels 
to transport the commodities in question. 

Representative Angell explained that his bill was an en- 
abling measure designed to give the Maritime Commission the 
power to give some relief to American producers in “this very 
vital problem.” He pointed out that this country was losing 
not only its off-shore trade to foreign competitors, but also 
much of the domestic trade. In this connection, he said that 
Canadian producers had displaced domestic producers to a 
large extent in shipment of forest products. Unless American 
producers had some sort of concessions, Representative Angell 
said, they would have no opportunity to compete with foreign 
producers. 

Representative Boykin, in a statement made a part of the 
record pointed out that southern pine exports had dwindled 
from 811 million feet in 1929 to 302 million feet in 1938, and 
that hardwood lumber exports had declined from 473 million 
feet in 1929 to 262 million feet in 1938. 

“This decline in export,” he said, “has been caused by 
various advantages enjoyed by foreign competitors in reaching 
markets abroad. Ten years ago our exporters had 60 per 
cent of the British hardwood market; in 1938 they had only 37 
per cent. 

“Our southern exporters of lumber and timber products 
have been losing markets because of low-rate competition from 
other exporting countries. That is what the south seeks to 
remedy in this matter. We have not had scarcity in export— 
we just had to pay more for comparative hauls than our com- 
petitors in other countries, and we cannot hold or restore our 
export lumber business that way.” 

Axel H. Oxholm, managing director of the Pacific Forest 
Industries at Tacoma, Wash., appeared in support of both 
bills. He said that foreign countries enjoyed subsidized serv- 
ices with which American producers could not compete. For- 
merly, he said this country was foremore in the export market 
for forest products, but that this position had been lost to 
foreign competitors. He pointed out that he didn’t believe in 
subsidies but merely desired an equalization in rates. 

At this point, Chairman Bland of the committee inter- 
rupted to remark that the word, “subsidy,” as used in the bills, 
might more appropriately been referred to as “differentials.” 

Mr. Oxholm referred to the unemployment situation in 
the Pacific northwest and declared that American producers 
could employ the idle men if they enjoyed a more favorable 
export market, which, he implied, would result from an equal- 
ization of rates with foreign competitors. He was anxious to 
get the point across that American producers were well served 
by foreign lines. But he added that this service was not ad- 
equate in that the foreign lines were not interested in low- 
price items. 


J. C. Nellis, secretary of the National Lumber Manufac- 
turers’ Association, also appeared to tell of the problems of the 
American exporters. He pointed out that the Pacific north- 
west had lost 79 per cent of its export trade, whereas the 
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country as a whole lost 66 per cent. He referred to the ad- 
vantages foreign competitors—Canadian, for example—had 
over American producers. He read into the record various 
statements made at the hearing on S. 2546 before the sub- 
committee of the Senate commerce committee (see Traffic 
World, March 3, p. 535). 

Harold J. Pritchett, president of the International Wood- 
workers of America, a C. I. O. labor unit, made a brief ap- 
pearance to give the point of view of labor. 

The hearing was adjourned to an indefinite date. Chair- 
mand Bland announced that he had prepared a questionnaire 
to submit to various witnesses in an effort to get general in- 
formation on the problems of the American exporters. 


M. C. to Sell Four Vessels 


The Maritime Commission has invited bids for the purchase 
of four ships to be operated on trade routes from Gulf ports 
of the United States to ports in the West Indies and South 
America. Bids will be opened in the commission’s offices at 
Washington, noon, April 11. 

The four vessels to be sold are the Brush, 7,825 deadweight 
tons, located at New Orleans, La., the Coelleda, 8,015 dead- 
weight tons, located at Norfolk, Va., the Sarcoxie, and the 
Schodack, both of 8,000 deadweight tons, located at Baltimore, 
Md. Bids for the purchase of these vessels are to be on a 
“where is and as is” basis. 

The Commission said it would consider only bids for the 
purchase of all four and the buyer must agree to operate them 
for a period of three years from the date of the award. 

Specifically, the route over which the vessels are to be 
operated is between United States Gulf ports and the West 
Indies Islands (excluding Cuba, Puerto Rico and the Bahamas), 
Leeward and Windward Islands, Trinidad, Dutch West Indies 
and Venezuela, with the privilege of calling at ports in British, 
Dutch and French Guianas; and/or between U. S. Atlantic 
ports and Virgin Islands, Leeward and Windward Islands and 
Trinidad, with the privilege of calling at ports in British, 
French and Dutch Guiana, Venezuela, east of and including 
Guanta/Puerto La Cruz, and with the privilege of calling at 
Canadian Atlantic and St. Lawrence River ports, provided that 
vessels shall not carry merchandise or passengers between the 
ports of New York and St. Johns, N. B., and Yarmouth, N. S. 

The purchaser, the commission said, must agree to make 
not less than 20 outward sailings per annum on the route and 
must also agree to place in service within three years from 
the date of the award, on the route, four new vessels of size, 
type and speed satisfactory to the commission. 

Among vessels now under construction for the commission 
which might be used in the replacement program, a statement 
by the commission says, are four C-1 design ships at the plant 
= = Bethlehem Steel Co., Union Iron Works, San Francisco, 

alif. 


BOARD AND LODGING ARE “WAGES” 


The Bureau of Internal Revenue has held that the fair 
value of board and lodging furnished to the officers and mem- 
bers of the crews of vessels operated by the “M Steamship 
Co.” for services performed on and after January 1, 1940, in 
connection with the operation of its vessels constitutes 
“wages” within the meaning of subchapter A, chapter 9, of 
the Internal Revenue Code, as amended by the social security 
act amendments of 1939. In answer to a request for advice 
on the question, the board said that board and lodging could 
not be said to constitute “facilities or privileges” which might 
be excluded from the term “wages.” It added that it had 
placed no specific value on board and lodging furnished offi- 
cers and members of crews for the purposes of the taxes im- 
posed under the code, “but will recognize that amount which 
is fair and reasonable value of those items.” 


U. S.-S. A. SHIP SERVICE 


The Maritime Commission chartered three of its new 
ships, the Lightning, the Flying Fish and the Sea Fox, to the 
Moore-McCormack, Inc., for service between U. S. Atlantic 
ports and ports on the east coast of South America. The 
vessels will be chartered for five years with the option of pur- 
chase. The basic charter hire is as follows: Lightning, at the 
rate of $110,000 a year; Flying Fish, at the rate of $110,400 
a year, and Sea Fox, at the rate of $116,000 a year. 

The commission said if the cumulative net voyage profit 
on the capital employed in the operation of the vessels should 
exceed 10 per cent, the charterer was obliged to pay an addi- 
tional charter hire of one-half of any profit over 10 per cent 
a year. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
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1940, by West Publishing Co.) 





(District Court, S. D. New York.) Under Canadian statute 
and its annexed rules the burden of proving unseaworthiness 
of ship is cast on cargo owners and if unseaworthiness is shown 
the burden is then cast on shipowners, if it wishes to escape 
liability, to show that due diligence was used by it to make 
the ship seaworthy. 

Where under Canadian statute burden of proving unsea- 
worthiness of vessel was cast on cargo owner and rules annexed 
to statute permitted carrier to surrender right provided such 
surrender was embodied in bill of lading issued to shipper, the 
rules imported the necessity of an explicit provision for a 
waiver or at least some provision from which a modification 
of the statutory rights must necessarily be inferred. 

Where bill of lading provided that Canadian statute should 
apply exclusively to goods shipped at a Canadian port, burden 
was on cargo owner to show that ship was unseaworthy in 
some specified respect which caused or contributed to the loss 
from one of the excepted statutory perils relied on by the 
ship owner. 

In proceedings by vessel owner for exoneration from or 
limitation of liability caused by stranding of vessel, evidence 
established that due diligence had been used to make the ves- 
sel seaworthy and properly manned, equipped and supplied. 

In vessel owner’s proceeding for exoneration from or limi- 
tation of liability, evidence established that owner had exer- 
cised due diligence in respect of engine to make vessel sea- 
worthy. 

In vessel owner’s proceeding for exoneration from or limi- 
tation of liability for damage to cargo when vessel stranded, 
evidence established that compasses were good compasses, that 
they had been properly adjusted and that they had a plus or 
easterly deviation not exceeding three degrees on the course 
on which the vessel left St. John, New Brunswick, on the night 
of the accident. 

In proceeding by vessel owner for exonerations from or 
limitation of liability, evidence established that the cause of 
stranding of the vessel was due entirely to an error of navi- 
gation on the part of the second mate in erroneously laying 
out the radio bearing which he received from St. John. 

In proceeding by vessel owner for exoneration from or 
limitation of liability for damage to cargo resulting when ves- 
sel stranded, evidence established that stranding of vessel was 
due to error of navigation and that her stranding not only was 
not caused or contributed to by any deviation in her compass 
or any failure, of which her navigators may have been guilty, 
to record all her compass deviations in her compass book but, 
under the facts, could not have been caused thereby. 

In proceeding by vessel owner for exoneration from or 
limitation of liability for damage to cargo caused by stranding 
of vessel, evidence established that vessel was not unseaworthy 
in respect to her charts. 


Even if vessel was unseaworthy in respect to chart because 
chart had not been corrected to show that buoy had been moved 
about two and one half miles, it was a form of unseaworthiness 
that did not cause or contribute to her stranding and did not 
preclude exoneration from liability where navigation of vessel 
before her engines were stopped for repairs and after her en- 
gines were started after repairs were divided not only chrono- 
logically but causally by the period of her drifitng, and the 
courses on which the vessel ran after her engines were started 
were entirely independent of any course which she had fol- 
lowed prior to that time. 

Where vessel owner’s petition for exoneration from or 
limitation of liability was consolidated with libel against vessel 
owner for damage to cargo and the petition was granted and 
libel dismissed, the petitioner was entitled to costs on both 
granting of petition and dismissal of libel, but it could only 
tax disbursements in one proceeding. 

On dismissal of libel for damage to cargo, an original 
respondent was entitled to have a bill of costs and its taxable 
disbursements. 


A respondent which was brought into libel for damage to 
cargo by original respondent was entitled to its costs and tax- 
able disbursements for which the libelants would be primarily 
and the original respondent would be secondarily liable. 

Proceeding by vessel owner for exoneration from or limi- 
tation of liability consolidated with libel by cargo owner for 
damage to cargo was a “cause in admiralty” which was not 
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governed by rules of civil procedure regarding findings of fact 
and conclusions of law and opinion could stand as findings of 
fact and conclusions of law. Jud. Code, Sec. 24(3), 28 U. S. 
C. A., Sec. 41(3); Admiralty Rule 46%, 28 U. S. C. A. follow- 
ing section 723; Rules of Civil Procedure for District Courts, 
Rule 52(a), 28 U. S. C. A. following section 723. (The Aakre, 
31 Fed. Sup. 8.) 


(District Court, S. D. New York.) Under Shipping Act, 
the United States Maritime Commission had jurisdiction of 
proceeding in which exporter sought reparations from common 
carriers by water in foreign commerce for unjust discrimination 
in respect to cargo space accommodations. Shipping Act 1916, 
Sec. 14, subd. 4, Sec. 22, 46 U. S. C. A., Sec. 812, subd. 4, Sec. 
821. 

Common carriers by water in foreign commerce were liable 
for unjust discrimination in respect to cargo space accomoda- 
tions accorded automobile exporter, where carriers acted in 
concert. Shipping Act 1916, Sec. 14, subd. 4, 46 U. S. C. A,, 
Sec. 812, subd. 4. 

Several persons uniting in act which constitutes a wrong 
to another, intending to commit the act under circumstances 
which fairly charge them with impending consequences which 
follow, are jointly and severally liable for the wrong done, re- 
gardless of their individual participation in its accomplishment 
or their individual gain or profit resulting therefrom. 

In computing damages for injuries resulting from violation 
of Shipping Act by common carrier by water, the carrier 
whose wrongful conduct and negligence has rendered difficult 
the estimate of precise damages suffered by plaintiff cannot 
complain that damages cannot be measured with some exact- 
ness as otherwise would be possbile. Shipping Act 1916, Sec. 
22, 46 U. S. C. A., Sec. 821. 

Damages for injury resulting from violation of the Shipping 
Act by a common carrier by water are not rendered uncertain 
because they cannot be calculated with absolute exactness, and 
it is sufficient if reasonable basis for computation is afforded, 
although result is only approximate. Shipping Act 1916, Sec. 
22, 46 U. S. C. A., Sec. 821. 

An automobile exporter was not entitled to damages from 
common carriers by water for unjust discrimination with re- 
spect to cargo space accommodations accorded to automobile 
exporter, in absence of proof of financial ability of exporter to 
purchase automobiles to be shipped, of proof of availability of 
automobiles of a size to meet the space open on any designated 
sailing. Shipping Act 1916, Sec. 14, subd. 4, Secs. 22, 30, 46 
U. S. C. A., Sec. 812, subd. 4, Secs. 821, 829. 

A shipper, seeking reparation for injury resulting from 
violation of Shipping Act by common carrier by water, must 
mitigate his damages. Shipping Act 1916, Sec. 22, 46 U.S.C.A., 
Sec. 821. 

A provision, in contract to purchase automobiles in United 
States and to ship them to Spanish importer, that automobiles 
be shipped over particular route, must be viewed broadly, 
where directness of shipment was not material element of con- 
tract. 

An automobile exporter, claiming reparations from common 
carriers by water for unjust discrimination in respect to cargo 
space accommodations accorded exporter, should have at- 
tempted to mitigate damages by requesting Spanish importer, 
who had contracted with exporter for the automobiles, for per- 
mission for transhipment by another route, where direct 
shipment was barred by action of common carriers. Shipping 
Act 1916, Sec. 22, 46 U. S. C. A., Sec. 821. 

An automobile exporter, who did not endeavor to mitigate 
damages after common carriers by water blocked shipment of 
automibiles, could not recover damages from carriers for unjust 
discrimination in respect to cargo space accommodations ac- 
corded exporter. Shipping Act 1916, Sec. 14, subd. 4, Secs. 
22, 30, 46 U. S. C. A., Sec. 812, subd. 4, Secs. 821, 829. (Robert 
— Inc., vs. Arnold Bernstein S. M. B. H., 31 Fed. Supp. 

) 








(Circuit Court of Appeals, Ninth Circuit.) In apportion- 
ing general average, the value of each contributing interest is 
multiplied by a fraction whose numerator is the sum of the 
general average expense, and whose denominator is the sum 
of the contributing values. 

Where deck load was jettisoned because of hurricane, and 
after repairs the vessel took on a new deck cargo and com- 
pleted the voyage, deducting general average expense from 
freight on the new deck cargo, and apportioning the balance 
betweer owner of vessel and assignee of owner of underdeck 
cargo, was error as constituting distribution of profits to which 
underdeck cargo had no claim. 

“General average” relates to contributions for losses, not 
to distribution of profits. 

Where deck cargo was jettisoned because of hurricane, and 
after repairs vessel took on a new deck cargo and completed 
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voyage, only “net” through freight should be considered in 
apvortioning general average, if freight should be considered 
at all. 

The law of general average has its foundation in equity, 
and the equitable principle that equity, and equal fairness and 
honesty on both sides, should control. 

Where deck cargo was jettisoned because of hurricane, and 
after repairs vessel took on new deck cargo and completed 
voyage, no contribution for general average would be due if net 
new freight exceeded general average expense, but if general 
average expense exceeded amount of net new freight, only the 
amount of such excess should be apportioned among the con- 
tributing interests, since the event causing the loss also enabled 
the ship to carry new cargo. (Pacific Freighters Co. vs. St. 
Paul Fire & Marine Ins. Co., 109 Fed. Rep. 2d 311.) 


Green Coffee from Africa 


Examiner John A. Russell in a proposed report to the Mari- 
time Commission in No. 552, Green Coffee Association of New 
Orleans vs. Seas Shipping Co., Inc., et al., has found that viola- 
tions alleged of sections 16 and 17 of the shipping act of 1916 
in respect of a proposed rate on shipments of green coffee of 
African origin to New Orleans via New York higher than on 
shipments to New York had not been shown. He found, however, 
that failure of carriers to observe provisions of transshipment 
agreements in respect of divisions of through rates and trans- 
shipment costs were in violation of section 15 of the act. 

Prior to filing of the complaint, shipments of green coffee for 
New Orleans of African origin had been transported at a rate 
no higher than the rate to New York. About October 1, 1939, 
the report said, the ocean lines served notice that no future 
shipments to New Orleans via New York a rate $3 higher a ton 
of 2,240 pounds than the New York rate would be charged. 
we addition represented the transshipment charge from New 
York. 

The report pointed out that ocean lines had joined with 
coastwise lines in through route agreements covering transporta- 
tion of general cargo under through bills of lading from Mombasa 
and other African ports to specified Atlantic and Gulf ports of 
the United States, including New Orleans, with transshipment 
at a north Atlantic port. New York, N. Y., it said, was the prin- 
cipal port of transshipment for coffee. 

Complainants, the report said, alleged that the discontinu- 
ance of rate parity, as proposed by the carriers, was in violation 
of section 15 of the shipping act, and that such discontinuance 
would result in unjust discrimination, undue and unreasonable 
preference and prejudice prohibited by sections 17 and 16. 

Examiner Russell said that at the outset of the hearing rate 
parity still was being observed. He added, however, that the 
movement of the 1939 coffee crop had ceased, and that the pro- 
posed increase of $3 to New Orleans would be applicable to the 
1940 crop. 


Invitations for Ship Bids 


The Maritime Commission has approved three invitations 
for bids to purchase a total of 12 government-owned vessels. 

One invitation is for sealed bids from citizens of the United 
States. It covers the steamships Bayou Chico, of 8,534 dead- 
weight tonnage, Salaam, of 8,727 deadweight tonnage, and Yapa- 
laga, of 8,727 deadweight tonnage, located at New Orleans, La., 
and Monroe, of 8,822 deadweight tonnage, located at Norfolk, 
Va. A second invitation is for sealed bids from citizens of the 
United States. It covers the steamships Janelew, of 9,415 dead- 
weight tonnage, Mosella, of 9,467 deadweight tonnage, and 
Narcissus, of 9,435 deadweight tonnage, located at New Orleans, 
La., and Jalapa, of 9,407 deadweight tonnage, located at Nor- 
folk, Va. A third invitation is for sealed bids without restric- 
tion as to the nationality of the bidder. It covers the steamships 
Galveston, of 9,217 deadweight tonnage, Oldham, of 8,983 dead- 
weight tonnage, Tolosa, of 8,550 deadweight tonnage, and West 
Kedron, of 8,565 deadweight tonnage, all located at Norfolk, 
Va. The commission said that all bids under the three invita- 
~~ would be opened at its offices in Washington, noon, April 
15. 


Under the first invitation, the commission said it would 
consider only bids for purchase of all four vessels “and each 
bidder must state in his bid the route on which it is proposed 
to operate them.” The commission said in cases where the 
route specified was not one which it had heretofore determined 
under the merchant marine act of 1936 to be essential to the 
foreign commerce of the United States, the bidder should state 
the reason why, in his opinion, the route specified was essen- 
tial. No bid, it said, would be considered for a route which 
had not been or might not be, prior to the date of award, 
found essential to the foreign commerce of the United States. 
Should vessels already be in operation on the route specified, 
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the commission said, the bidder should state why, in his opin 
ion, additional vessels were necessary. Preference, it added 
would be given bids specifying a route which, in its opinion 
required at present additional tonnage to serve adequate]; 
United States foreign trade. The purchaser of these four ves 
sels, the commission said, must agree to replace each within a 
least three years from the date of the award with four nev 
vessels of size, type and speed satisfactory to it. 

Under the second invitation, the commission said bids 
might be submitted for the purchase of one or more of the fou: 
and where a bidder was unwilling to accept an award of a)! 
ao — on which he made a bid, he should so indicate in 

is bid. 

Under the third invitation, the commission said b‘ds migh 
be submitted for the purchase of one or more of the four. Bids 
submitted by or on behalf of the government of a nation desig- 
nated at the time such bid was received by any proclamation 
of the President as a foreign belligerent state would not be 
considered, nor would delivery of any vessel be made to th« 
government of any nation so designated at the time of delivery, 
nor to any person acting on behalf of such a government, “not- 
withstanding the fact that the commission may previously have 
contracted for such delivery.” 


WAR RISK INSURANCE 


New York underwriters of marine war risk insurance an- 
nounced, March 25, that effective on that rate, rates on imports 
and exports between this hemisphere and the Fast and Far 
East, including Australasia via the Cape, by belligerent flag 
vessels, were reduced from 1% per cent to 1% per cent. 


CARGO SHIP DELIVERY 


_ The S. S. Mormacyork, the third of five C-3 type cargo 
ships to be placed in service by Moore-McCormack Lines, 
Inc., to the east coast of South America, will be delivered by 
the Sun Shipbuilding and Dry Dock Co., Chester, Pa., on 
Saturday, March 30, according to the Maritime Commission. 


M. C. INTERVENTION 


_ The Maritime Commission has permitted the United States 
Pipe & Foundry Co., to intervene in No. 563, The People of 
Puerto Rico vs. Waterman Steamship Corporation and Lykes 
Brothers Steamship Co., Inc., and 567, City of Mobile, et al. vs. 
Baltimore Insular Line, Inc., et al. 





LAKE ERIE-OHIO RIVER CANAL REPORT 


The report of the Interstate Commerce Commission to the 
President of the United States on certain aspects of the pro- 
posed Lake Erie-Ohio River Canal has been published by the 
Government Printing Office in Commission report form (see 
Traffic World, Feb. 3, p. 297). It is designated as opinion No. 
22988, 235 I. C. C. 753. Copies may be obtained from the Gov- 
ernment Printing Office at 10 cents each. 


SHIP FOR NEW YORK & CUBA MAIL 


The Maritime Commission, March 25, took delivery at the 
yard of the Federal Shipbuilding & Dry Dock Co., Kearny, 
N. J., on the first of its new ships to be operated by the New 
York & Cuba Mail Steamship Co. The vessel, to be purchased 
by the steamship company, is the C-2 type 15% knot freighter, 
S. S. Comet. After installation of side ports at the Atlantic 
Basin Iron Works, Brooklyn, N. Y., she will be used in freight 
service from New York to Mexico. 


ST. LAWRENCE CANAL PROJECT 


Representative Kilburn, of New York, in remarks in the 
House in support of the St. Lawrence canal project, said the 
total cost of the project was estimated at $543,000,000. The 
share of the United States under the 1932 treaty was to have 
been $272,000,000 and that of Canada, $271,000,000, said he. 
The United States was already credited with expenditures 
totaling $14,000,000, and Canada was credited with $128,000,000 
already spent on the Welland Canal. He said the New York 
Power Authority had agreed to assume $90,000,000 of the cost 
to the United States as the allocation to New York’s St. 
Lawrence power development. 

Advocates of adoption by the United States of the St. 
Lawrence waterway and power project are understood to have 
under consideration a proposal that approval of the project 
be made by a joint resolution passed by Congress rather than 
by a treaty ratified by the Senate. The point is made in 
support of the proposal that a joint resolution could be passed 
by a majority vote in each of the houses of Congress while 
ratification of a treaty requires a.two-thirds vote in the Senate. 
Opponents of the project believe a treaty would be rejected by 
the Senate. It is contended by the proponents considering the 
resolution proposal, it is understood, that the United States 
—— be committed to the project by the resolution 
method. 
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March 30, 1940 


Traffic Club Doings 





The Women’s Traffic Club of Metropolitan St. Louis held 
a dinner meeting at the Hotel De Soto March 28, at which an 
Easter parade was staged by the entertainment committee. 
The club made a trip through the plant of the St. Louis Globe- 
Democrat March 26. 


Members of the Traffic Club of Houston attended a per- 
formance of “Shooting High,” a musical extravaganza pre- 
sented in connection with the Houston Fat Stock Show and 
Livestock Exposition, March 26 at the Coliseum. A luncheon 
was served. 





L. C. Landaker, the new president 
of the Miami Valley Traffic Club, was 
born at Xenia, O., and educated in the 
public schools of that city. He began 
work in June, 1903, as maintenance of 
way storekeeper for the Pennsylvania 
Railroad at Xenia. He remained with 
that road for twenty-three years, serv- 
ing in a number of capacities, including 
chief clerk to the division engineer and 
assistant chief clerk to the general 
superintendent. He was on special 
work assignment in the office of the 
general manager, at St. Louis, Mo., in 
January, 1926, when he resigned to 
accept the position as traffic manager 
and purchasing agent for the Hooven 
and Allison Company, cordage manu- 
facturers, at Xenia. 








The Kanawha Valley Transportation Club, which held its 
annual election March 20 at the Ruffner Hotel, Charleston, 
W. Va., will install its new officers at the annual banquet to be 
held April 17 at the same hotel, at which Professor C. E. Roth 
of Morris Harvey College of Charleston will speak. The fol- 
lowing officers will be installed: President, N. S. Stark, Jr., 
commercial agent, Chesapeake and Ohio Railway; vice-presi- 
dent, J. H. Baker, traffic department, Dunbar Glass Corpora- 
tion; secretary-treasurer, H. B. Fisher, New York Central; direc- 
tors, W. S. Abbott, president, Nelson Transfer and Storage 
Company; H. H. Dye, traffic department, West Virginia Black 
Rock Corporation; C. H. Ellis, Railway Express Agency; G. E. 
Tribble, general manager, Kanawha Gasoline Corporation; 
H. G. Kennedy, Kanawha Coal Operators Association; R. E. 
Barnhart, Baltimore and Ohio; L. C. Via, Amherst Fuel Com- 
pany, and C. S. Hillabold, Kanawha Manufacturing Company. 
The last three are holdover directors. All officers and direc- 
tors are from Charleston except Mr. Baker, of Dunbar. 


L. B. Freeman, recently elected president of the Junior 
Traffic Club of Chicago, has spent most 
of his traffic career with the Grand 
Trunk-Canadian National Railways. He 
entered railroad service with the Grand 
Trunk in 1918 as an office boy. In 1925 
he joined Armour and Company as a 
rate clerk, but soon after became chief 
clerk for the Central of Georgia Rail- 
way. In 1927 he rejoined the Grand 
Trunk-Canadian National system, and 
later became chief clerk in the general 
freight department, which is his present 
position. He was born in Anderson, 
Ind., and was educated in Chicago 
schools, completing his schooling at 
night school in Englewood High School 
and the Central Y. M. C. A. He was 
graduated from the College of Ad- 
vanced Traffic in 1925, and is now one 





of its teaching staff. 





Members of the Los Angeles Transportation Club heard 
a talk, “Looking Ahead,” by the Rev. J. Whitcomb Brougher, 
Jr., of the First Baptist Church of Glendale, at their luncheon 
meeting March 25. Members representing foreign line agencies 
had charge of the program. 





The Traffic Club of Minneapolis will sponsor a boy scout 
troop at the Washington School. E. H. Richards is chairman 


797 


of the committee arranging for the sponsorship. The club, at 
its luncheon meeting, March 28, at the Hotel Nicollet, observed 
petroleum day. Fred Ahrens, field representative of the Ethyl 
Corporation, Milwaukee, showed a picture dealing with trans- 
portation, “The Long Road,’ William L. Mallery and his 
daughter gave several xylophone selections. 





R. M. Bazzanella, recently elected president of the Traffic 
and Foreign Trade Club of Galveston, Tex., has spent his entire 
business life in the shipping and Latin 
American trade fields. He entered ship- 
ping in 1916, and became manager of 
the Hall Shipping Company of Beau- 
mont, Tex., in 1926. Soon after he re- 
signed to form the Houston Shipping 
Company, at Houston. In 1934 he joined 
the Lykes Brothers Steamship Com- 
pany and has been with that line ever 
since. Between 1934 and 1937 he was 
general agent for the company at Cris- 
tobal, Canal Zone, and is now general 
soliciting agent. In addition to his 
other duties at Galveston, he serves as 
vice-consul for Guatemala. He formerly 
served in a similar capacity for Haiti. 
He has traveled extensively in Latin 
America, and is an advocate of in- 
creased trade with nations south of the 
United States. In his speech made when he was installed as 
president of the club, he recommended that teaching of Spanish 
be made compulsory in schools of the southwestern United 
States. 








The annual dinner of the Central Ohio Traffic Club will 
be held April 18 at the Harding Hotel, Marion. Dr. Robert 
Williams, president of Ohio Northern University, Ada, will 
speak. Officers will be elected. The dinner has also been desig- 
nated past presidents’ night. W. J. Brennan, Central New 
Jersey Railroad, club president, will preside. 


The Woman’s Traffic Club of Chicago will hold a dinner 
meeting April 1 at the Palmer House, at which George A. 
Kelly, vice-president of the Pullman Company, will speak. 
The club will give its spring dance the evening of April 13 
at the Chicago Towers Club. Ellen Raymond is chairman 
of the committee having charge of the affair. 





The Traffic Club of Kansas City, Mo., held a luncheon 
jointly with the Central Industrial District Association, March 
25, at the Hotel Continental. The latter organization had 
charge of the program. The Traffic Club held its spring smoker 
the evening of March 30 at Drexel Hall. 


E. R. Gustafson, traffic manager, Universal Atlas Cement 
Company, was elected president of the Traffic Club of Chicago 
March 28, and installed in office at the 
annual meeting of the club that eve- 
ning. He was educated in the public 
schools of Aurora, Ill., and the Aurora 
Business College, where he _ studied 
bookkeeping, stenography, and com- 
mercial law. He worked as a stenog- 
rapher for a railway supply house and 
as bookkeeper for an engineering and 
contracting company before entering 
railroad service with the Chicago, Bur- 
lington and Quincy, at Chicago. Later, 
he was transferred to Burlington, Ia., 
and then returned to Chicago to take 
a position with the Illinois Central. He 
resigned to go to work in the traffic 
department of the Illinois Steel Com- 
pany and the Universal Portland Ce- 
ment Company, where he eventually 
became assistant to the traffic manager. In 1930 he was made 
assistant traffic manager of the Universal Atlas Cement Com- 
pany and was later promoted to be traffic manager, which 
position he now holds. He is a director and chairman of the 
cement committee of the industrial traffic council of the Chi- 
cago Association of Commerce, a director of the Mid-West 
Shippers’ Advisory Board, and a member of the rates, tariffs 
and classification committee of the National Industrial Traffic 
League. Those elected to serve with him, also inducted in 
office at the meeting, which was held in connection with a 
dinner and a program of entertainment, were: First vice-presi- 
dent, W. Haywood, freight traffic manager, Illinois Central; 
second vice-president, assistant traffic director, Chicago Asso- 
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ciation of Commerce; third vice-president, E. B. Finegan, chief 
traffic officer, Chicago, Milwaukee, St. Paul and Pacific; secre- 
tary, D. W. C. Becker, director, traffic management department, 
La Salle Extension University; treasurer, R. J. Wallace, traffic 
menager, Jaques Manufacturing Company; members of the 
board of directors, W. C. Douglas, assistant general freight 
traffic manager, New York Central; L. H. McCormick, assistant 
general passenger agent, Chicago, Rock Island and Pacific; 
F. J. Danner, general traffic manager, Chase Bag Company, 
and T. J. Maloney, manager, traffic department, International 
Harvester Company. 





The Women’s Traffic Club of Greater New York will ob- 
serve mothers’ night at a dinner meeting, April 9, at the 
Aldine Club. 

Members of the Traffic Club of Detroit will hold a stag 
party, April 19. A ladies’ bridge luncheon will be held April 10. 
The following were recently elected members of the board of 
governors: William Owen, assistant traffic manager, Great 
Lakes Steel Corporation; R. W. Bramwell, traffic manager, 
Pittsburgh and West Virginia Railway; D. M. Crawford, 
assistant general freight agent, Grand Trunk Western Railway; 
G. L. Leitner, general agent, St. Louis Southwestern Railway; 
K. A. Moore, general traffic manager, Automobile Manufac- 
turers’ Association; W. A. Young, vice-president, operation, Min- 
nesota-Atlantic Transit Company; C. A. Deckler, traffic man- 
ager, J. B. Ford Company; H. A. Doeren, traffic department, 
Ford Motor Company; E. H. DeBoard, traffic manager, Detroit, 
Toledo and Ironton Railroad; E. J. Tiedeman, traffic director, 
Cadillac motor car division, General Motors Corporation; R. C. 
Van Riper, traffic manager, Federal Motor Truck Company; 
G. C. Clegg, general agent, Denver and Rio Grande Western 
Railroad. The following have been appointed committee chair- 
men: Auditing, R. S. Eaton, district traffic agent, New York, 
New Haven and Hartford Railroad; by-laws and judiciary, 
Allen Dean, manager, transportation bureau, Detroit Board of 
Commerce; entertainment, Bruce Sutton, district freight agent, 
Gulf, Mobile and Northern Railroad; house, John Henderson, 
retired general agent, St. Louis-San Francisco Railway; mem- 
bership, Frank Armstrong, traffic manager, United States Radi- 
ator Corporation; publicity, John L. Meehan, division freight 
agent, New York Central; sick and visitation, Mr. Leitner. 

The Transportation Club of St. Paul held a luncheon meet- 
ing, March 26, at the Hotel Lowry. Thomas D. Rishworth, 
president of the St. Paul Junior Association of Commerce and 
educational director of Station KSTP, spoke. 





Members of the Traffic Club of Baltimore will hear a talk 
by Paul W. Ward, former head of the London bureau of the 
Baltimore Sun, on “The European Situation as I Saw It,” at 
their dinner meeting, April 2, at the Lord Baltimore Hotel. 
The Pennsylvania Railroad Quartet will furnish music. The 
next meeting of ‘the club’s forum will be held April 8, at the 
Lord Baltimore Hotel. Members will speak extemporaneously. 
The annual debate with the Women’s Traffic and Transporta- 
tion Club of Baltimore will be held May 13, at the Longfellow 
Hotel, on “Resolved: That Motor Trucks Do Pay Their Fair 
Share of Taxes to Cover the Expense for Construction and 
Maintenance of the Public Highways.” Richard Colton and 
Jack Fraser will represent the Traffic Club forum. 





The Pacific Traffic Association of San Francisco will hold 
a luncheon meeting April 13. Chairman Joseph B. Eastman of 
the Commission will speak. Members of the Oakland Traffic 
Club, Pacific Railway Club, Transportation Club, Women’s 
Traffic Club, Industrial Traffic Club and the Association of 
Interstate Commerce Commission Practitioners will attend. 





On line railroad day was observed March 25, by the Trans- 
portation Club of Dallas, at its luncheon meeting at the Dallas 
Athletic Club. Roy Cowan, of the Southwest Printing Company, 
spoke on “Use of Showmanship in Business.” Frank Jensen, 
general passenger agent, Texas and Pacific Railroad, was chair- 
man of the program committee. The club held its spring dance 
March 30, at the Glen Lakes Country Club. 





The Transportation Club of Decatur, Il., will hold a dinner 
meeting, April 9, at the St. Nicholas Hotel. J. R. Hundley, 
general live stock agent for the Wabash at St. Louis, will speak, 
discussing the division of the United States Army as used in the 
World War in comparison with the present “streamlined” 
division. 

The Metropolitan Traffic Association of New York held 
a meeting March 28 at the Hotel Imperial, at which M. For- 
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gash, president of the Freight Consolidators and Forwarders 
Institute, spoke on the place and status of the forwarder in 
the transportation field. The traffic forum discussion preced- 


ing the meeting was devoted to the industrial traffic depart- 
ment, 





The Wyoming Valley Traffic Club will hold a dinner meet- 
ing April 10 at the Berwick Hotel, Berwick, Pa. An inspec- 
tion tour will be made of the plant of the American Car and 
Foundry Company. Don Bates, traveler and newspaper com- 
mentator, will speak at the dinner. 





The Women’s Traffic Club of Los Angeles will hold a 
dance April 11 at the Oakmont Country Club. At the meet- 
ing held March 27, Gertrude Guthrie was chairman of the 
committee having charge of entertainment. 





Members of the San Antonio Traffic Club at their 
luncheon meeting at the Gunter Hotel March 25 heard Mayor 
Maury Maverick discuss the city’s historical past and the need 
for citizens to be supplied with information for the benefit of 
visitors. A. J. Schuchert, Southern Equipment Company; 
L. E. Hart, Southwestern Carloading Company; Joseph Tillot- 
son, Chicago, Rock Island and Pacific, and A. B. Green, 
Wabash Railway, had charge of the program. 





The Traffic Club of Tulsa held a luncheon meeting at the 
Mayo Hotel March 26, at which H. E. Anderson, special 
agent in charge of the Federal Bureau of Investigation office 
at Oklahoma City, spoke. W. F. Bruce, commercial agent, 
Illinois Central, arranged the program. 





Members of the Jersey City Traffic Club were told at 
their recent meeting at the Plaza Hotel, by a special commit- 
tee of the club that there could be no reduction, at least for 
the present, in tolls on the bridges and tunnels operated by 
the Port of New York Authority. Three bridges have been 
losing money, the committee said it was informed. It will 
continue to function until a reduction in tolls is made, it 
reported. The same group is representing the club in its 
effort to secure establishment of a switching district for rail- 
roads at Jersey City. The club went on record in favor of 
regulation of forwarders in S. 2009, and in favor of four New 
Jersey state senate bills pertaining to regulation of motor 
vehicles. William McKenna, Arrow Carriers’ Corporation, 
discussed comparative regulation of rail and motor carriers 
throughout the world. S. P. Beatty reported on various cases 
before the Commission. The club has received a gavel of 
lignum-vitae wood. C. Wehr, Jr., National Carloading Cor- 
poration, made the presentation in behalf of Samuel Gold, 
vice-president of the Lignum-Vitae Products Company. 





The South Bend, Ind., Transportation Club will hold its 
father-and-son banquet April 8 at the Oliver Hotel. 





The New Orleans Traffic Club will hold its spring golf 
and horseshoe tournament at the Metairie Golf Club April 
25. Gus Marks has charge of the affair. The club’s luncheon 
meeting March 25 was designated Cotton Belt day. Berryman 
Henwood, trustee of the St. Louis Southwestern, St. Louis, 
spoke on the development of civilization and cooperation. 
Frank Pattie, New Orleans general agent for that road, pre- 
sented several favors to the members. 





The Eastern North Carolina Traffic Club, the Charlotte 
Traffic and Transportation Club and the Winston-Salem Traffic 
Club will hold a joint meeting April 20 at the Highland Pines 
Inn, Southern Pines, N. C. The Seaboard Air Line Railway 
will sponsor the meeting. 





The Junior Traffic Club of Metropolitan St. Louis will 
stage the finals of its ping-pong tournaments at its meeting 
April 3 at the Gatesworth Hotel. The club members will vote 
by mail, between April 15 and 29, for new officers. Candidates 
are as follows: For president, William P. Overman, William A. 
Linehan, Jr.; first vice-president, Willard R. Eilers, Lewis C. 
Strohm; second vice-president, W. J. Mundy, R. L. Lee; third 
vice-president, Wilfred J. Wichern, Walter A. Koke; secretary, 
Robert Hines, John Curtin; treasurer, A. J. Cannon, F. A. Traut- 
man; directors, Eugene R. Schapp, Charles Brockman, Thomas 
R. Lynch and Car] Hartenberger. The club will hold a dance 
April 20 at the St. Louis Country Club. 





The 1939-1940 transportation course of the Traffic Club 
of St. Louis closed with a session at Soldan High School, 
March 21. Of the 130 who had enrolled for the second semester, 
116 were present at the closing exercises. According to H. F. 
Klocker, chairman of the club’s educational committee, the 
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‘ders enrollment and attendance were somewhat smaller than a and their understanding of transportation questions and at the same 
vr in JJ year ago due, first, to inclement weather in the early months rte rene ace programs and discussions in the clubs of an 
» Ts ; 
ced. of 1940, and — to _ fact that, for the first an ae educational character. It also pledges its efforts, through the activities 
part- was a registration fee for the course. The club will ho a of member clubs, to promote a wider and better understanding and 
meeting at the Jefferson Hotel April 1, at which the speaker appreciation of the value of adequate traffic departments and competent 
will be Dr. Nathan Cohen Beskin, evangelist, who will speak _ traffic men. 
nect- on conditions in Russia, where he was reared, and Germany, 
spec- where he was educated. C. J. Dinkelkamp, chairman of the Other Changes 
o— entertainment committee, will be in charge. The existing constitution, in Article III, provides merely 
“5 , ’ for memberships in the association of traffic clubs as such, and 
iar — peg A of ne a ree a bee additional individual sustaining memberships. The proposed 
7 a eee ae eae ee at t ee, oa and. constitution provides for six classes of memberships: Traffic 
a . J. Kelley, president of the General Carloading Company, clubs; individual sustaining members; cooperative organization 
met Chicago, will | speek on ik _ of a Traffic Department - memberships; associate student or fraternity group _member- 
he ndustry. iram J. Adell is chairman of the educational ships; honorary patron memberships, and honorary life mem- 
committee having charge of the program. berships. Under Article IV, officers, the new constitution pro- 
ia fe ’ vides for a vice-president of education and research, in addition 
‘ ee :' Members of the Birmingham Traffic and Transportation to the executive vice-president and the nine regional vice-presi- 
y¢ Club will attend the opening baseball game between Birming- ents, and adds to the membership of the executive committee— 
» r ham and New Orleans of the Southern League, April 12. now consisting of the president, executive vice-president, secre- 
ot Roy A. Cooper is chairman of the committee arranging the tary, treasurer, and chairman of the board—the chairmen of 
ey party. the membership, the individual sustaining membership, finance, 
ne : eng gaol ; and public affairs committees. The chairman of all standing 
en, - The aiireoutnns Traffic Club will hold a stag dinner April committees, all past presidents, and the editor of the associa- 
_at the Elks Club. Several sports celebrities and sports  tion’s publication, are made ex-officio members of the board of 
writers will attend, and sound films of sports will be shown. directors. Duties of officers, now set forth in Article V of the 
= Stoney McGlynn will be toastmaster. constitution, are transferred to Article VIII of the by-laws but 
pe ———- remain substantially as at present. 
fice At a dinner meeting of the Spokane Transportation Club The representation of member clubs at meetings, under 
ent, March 21, the following new officers were introduced: Presi- Article VIII of the present constitution, is four delegates for the 
a = 7 Leaner Pama ge gy oe oe igi sm first 200 members of the club or less, plus one —— o 
lis; first vice-president, Hi. M. Ins, general agent, Union’ each 100 members above that number. As proposed, there wi 
aft [| gent chicago: Miwauioe: Si. Paul and Paci; Wind vee eattnat ities to" S8 Sof 3) ere St Bia 
<a , , , . ; - additional for eac members above the firs . Dues a 
od president, F. F. Trunkey, secretary-treasurer, McClintock proposed will remain on the present basis, although they will 
y Trunkey Company; secretary-treasurer, D. E. Marston, city be dealt with in Article IV of the by-laws instead of in Article 
sa freight agent, Great Northern Railway. VI of the constitution as at present. Other changes include the 
mit The Ky-O-Va Traffic Club will bserve ladies’ night with —- r: — eyesore — a5 Po ses “%y Eng tn 
oP — oO : Ss nig quorum for board meetings from seven to fourteen. The pro- 
by od Soo st — goa ag pant — —_ 15. Bana ea serene ong — pers venga —— provisions — 
i c air ee ng, members of the club w! amendment, but it makes amendment o e by-laws somewha 
"of make an inspection tour of the plant of the American Rolling easier, in that notification is required to be made to member 
lew Mill Company, Ashland, Ky. clubs merely with notices of meetings, rather than 30 days 
tor — before the date of the meeting at which they are to be acted on. 
am, ‘ . Finally, the proposed by-laws, in Article XII, retain the 
a A. T. of A. New Constitution present Article X of the constitution on resolutions, which reads 
ISS : 
; as follows: 
of Delegates to the spring meeting of the Associated Traffic , a 
ie ° he Any resolution or other action receiving the approval of a majority 
Id Clubs of America to be held at the Hotel Mayo, Tulsa, Okla., of the member clubs shall be the view of the association, provided, 
1d, May 13, 14 and 15, will vote on a proposal to ratify a new however, that, in presenting or publishing such resolution or action, the 
constitution and set of by-laws, copies of which were mailed dissenting view of any: individual club shall, upon its request, be re- 
; to member clubs by the association’s secretary March 30. The corded; and provided, further, that no member club shall be barred 
its new document was adopted by the board of directors by mail from taking such independent ‘action as may seem to it best. 
vote. 
Under the proposal there will be substituted for the existing POSTAL REVENUES 
olf goer a a constitution of six articles and Postmaster General Farley announced March 27 that postal 
= ™ SiecMicest auedan tn changes is a new statement of the a = agp rg ig a T000000. : came ee 
, , Shap : ; : ‘ Speer . , with a cash gain of more than $4,000,000, resulting in a 
an — of a en in Article II of the constitution. This jew’ all-time February high in the matter of postal earnings 
lis, ae Sees amounting to $60,696,458. 
ota Section 1—The rational settlement of all transportation problems The Postmaster General also reported that postal receipts 
‘ national in scope or of wide concern depends very largely on (a) acom-_ for the first seven months of the current fiscal year amounted 
prehensive and intelligent understanding of such problems, and (b) a to $511,987,601, which, in addition to being $17,000,000 in ex- 
realization and confession of the fact that the interests of the public, cess of the first seven months of the last fiscal year, amounted 
- Se and the carriers are inseparably interwoven one with the to more than the postal revenues for the entire 12 months of 
i Section 2—These things being so, the object of this organization is 1922. 
ae to give effect, in so far as it may be able, to the practical application of ee ee 
ay the principles stated in section 1 in such manner as the board of direc- CHANGES IN DOCKET 
tors, with the approval of the association, may prescribe. Hearing in MC 80377, Sub. 1, assigned for March 25, at Oklahoma 
‘ . - ‘ a . P City, Okla., was cancelled. 
rill This statement of the objectives of the association will, if Hearing in MC F-1093, assigned for March 26, at Norfolk, Va., was 
ng the proposed new constitution and by-laws are adopted at the canceled. 
ste Tulsa meeting, be substituted for the present statement, which Hearing in MC 10899, McCullough Transfer, Inc., Youngstown, O., 
tes reads as follows: and MC 10900, McCullough Transfer Co., Youngstown, O., was set for 
A March 29 at Cleveland, O. 
: Believing that the settlement of most transportation problems of Argument in I. & S. M-610, assigned for March 27, at Washington, 
C. national and general concern depends largely on an understanding of D. C., was cancelled. 
rd them and on a realization that the interests of carrier, shipper and Hearing in Finance 12742, assigned for March 27, at Cumberland, 
ry, public are, for the most part, identical, this organization will attempt, Md., was cancelled and reassigned for April 11. 
it- by urging consideration of public transportation questions by its mem- Hearing in MC F-1152, assigned for March 27, at Brooklyn, N. Y., 
as bers and by transmitting the views reached as a result of such consid- was canceled. 
a eration to those whose function it is to make and to enforce the laws, MC 60749, Subs. 2 and 4, McDougald Transfer Co., Cheraw, S. C., 
ce as well as by suitable procedure for the purpose of informing the public certificate to extend operations, was set for hearing March 28 at Char- 
and those to whom its views are transmitted of the size and scope of the lotte, N. C. 
organization, the peculiar fitness of its members to deal with the kind oeneesinennatnensnnemnsienseneonerwannsomtninan 
ab of problems considered, and the weight that should be given to its con- ; ; ; j 
5] clusions because of the fact that it is composed of representatives of You may either write or wire our Washington office 
ng both carriers and shippers, to encourage such national transportation for information concerning matters in any department 
ody policies as will, in its opinion, be most likely to result in reasonable 5 7 
F. profits, under fair regulation, for the transportation companies. of the government there, if you are a subscriber to 
he As a means of aiding the individual members of clubs in their work THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this column will be answered questions of both legal and 
a practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 


not desire to take the place of the traffic man but to help him in 
his work. 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff interpretation—Application of Proportional Rates to 


Traffic Moved by Forwarders 


Ohio.—Question: We have a commodity rate of $2.25 on 
electric motors to points in transcontinental territory via the 
various freight forwarding companies in Chicago. Our com- 
modity takes third class rate by truck from Lima to Chicago, 
which is 58 cents. This would make a through combination rate 
of $2.83. However, Central Motor Freight Association Tariff No. 
222, Item 140, “Proportional Class Rates,” states that on ship- 
ments of 1. t. 1. freight moving between points where no through 
rates are published, that a rate of 85 per cent of less than truck 
rate is applicable as a proportional rate. We bill shipments 
to the forwarding company prepaid, with notation on the bill 
of lading showing final destination and consignee. Truck lines 
do not have through rates with forwarding companies. 

In your opinion could such an application be made and if 
so on what authority or past decisions is such an opinion based. 


_ Answer: In its decision in Chicago and Wisconsin Propor- 
tional Rates, 17 M. C. C. 573, the Commission states: 


We have found that a proportional rate is one which applies to a 
part of a through transportation which is entirely within the jurisdic- 
tion of the interstate commerce act, and that it means a part of, or 
the remainder of, a through rate, or it means nothing at all. 


On page 576 of the above decision, the Commission refers 
to the fact that in certain of its reports, including its report in 
Tariff Embracing Motortruck or Wagon Transfer Service, 91 
I. C. C. 539, cited by respondents, in which it recognized the 
legality of so-called proportional rates, or rates in the nature of 
proportional rates, published by certain rail carriers for applica- 
tion on traffic received from or delivered to carriers not subject 
to the act, includjng contract carriers by water. The legality of 
so-called proportional rates in connection with traffic received 
from or delivered to carriers not subject to the act has there- 
fore been upheld. 

However, in a later case, namely, Kansas City-Los Angeles 
Flyer Transportation Co. Proportional Rates, 19 M. C. C. 460, 
we find the following statement: 

Respondents also contemplated making arrangements with a local 
drayage and warehouse company at Chicago under which the latter 
would consolidate less-than-carload shipments into carloads and ship 
them by rail to respondents at Albuquerque for distribution to points 
named in the schedules. * * * Under such circumstances we have here- 
tofore refused to approve so-called proportional rates, similar to the 
‘‘trans-shipping’’ rates nere under consideration, lower than local rates, 
where the hauls for which the so-called proportional rates would apply 
were not parts of through movements of like units of shipments from 
primary origins to ultimate destinations. * * * The rates here under 
consideration are not parts of, or remainders of, through rates on like 
units of shipments from points east of the Mississippi River to the 
destinations named in the schedules; and they cannot lawfully be used 


in combination with the carload rates of the rail lines which would 
transport the traffic to Albuquerque. 


In view of the above, it is our opinion that the local third 
class rate of 58 cents is the applicable rate to be applied from 
Lima to Chicago. This for the reason that a movement of this 
nature involves the use of forwarding companies, which are not 
subject to the Interstate Commerce Act, and further, for the 
reason that it is not probable that the electric motors would be 
like units of shipment from the primary origin to ultimate 
destination. 

Tariff Interpretation—Through Rate Versus Combination 
of intermediates 


Wisconsin.—Question: In checking the carload rate on agri- 
cultural implements from La Crosse, Wis., to New York, N. Y., 
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for export, a question has arisen as to the application of severa) 
tariffs and we would appreciate your interpretation of the 
following situation: 

Item 550 in Western Trunk Line Tariff No. 329-D, Agent 
Kipp’s I. C. C. No. A-2988, names a rate from the Twin Cities 
to New York for export of 77 cents. 

This rate applies from La Crosse via the C. B. & Q. as 
being intermediate in accordance with Item 50, which is the 
intermediate rule for applying from intermediate points. We 
would also refer you to Item 170, which is entitled “Application 
of rates on export traffic,” and also Item 410 entitled “Estab- 
lishment of rates under authority of Rule 56 (c) I. C. C. Tariff 
Circular No. 20.” This item names a rate of 77 cents, whereas 
we contend that the rate of 76 cents applies to this movement. 
This 76-cent rate is a combination rate applying in connection 
with the following tariff authority: Item 730 of Western Trunk 
Line Exceptions Tariff 338-E, I. C. C. No. A-3075, names a Class 
40 exception on agricultural implements, carload. Section 6 of 
Trunk Line Tariff Bureau Tariff No. 107-B, I. C. C. No. A-593, 
names a Class 40 rate from La Crosse, Wis., to East Dubuque, 
Ill., of 15 cents. Item 23258 of Central Freight Association 
Tariff No. 218-L, I. C. C. No. 3192, names a 30,000 minimum 
carload rate from East Dubuque to New York for export of 
61 cents, making a total through rate of 76 cents. We would 
appreciate your opinion as to whether the 76-cent combination 
rate will apply. 

Answer: Where a published joint through rate is in effect, 
that rate must be applied over all routes via which it is appli- 
cable unless there is in the tariff naming the joint through rates 
an alternative provision which permits the use of the lowest 
combination rate. The Commission has, however, held that a 
through rate in excess of the lowest combination is prima facie 
unreasonable. See Morgan vs. M. K. & T. Ry. Co., 12 I. C. C. 
535; American Refining Co. vs. St. L.-S. F. Ry. Co., 51 I. C. C. 
179; Carolina Portland Cement Co. vs. L. & N., 50 I. C. C. 98. 

Under the provisions of Item 410 of W. T. L. Tariff 229-D, 
Agent Kipp’s I. C. C. A-2988, the combination rate of 76 cents 
cannot be applied until published as a through rate, and only 
under an order of the Commission awarding reparation. This 
is true unless the through rate of 77 cents, published in Item 
550 of the above referred to tariff, is not applicable via the 
route via which the combination rate of 76 cents is applicable, 
in which event the 76-cent rate could be applied. 


Outage on Inflammable Liquids in Tank Cars 


Indiana.—Question: We have a movement of grain alcohol 
or high wines which we ship at 190 proof to points within 
C. F. A. Territory, and to the Pacific Coast in tank cars. The 
minimum weight is governed by Rule 35 of the Consolidated 


Freight Classification, and also by the National Explosives 
Tariff. 


This minimum weight is a marked capacity of the shell, 
excluding the dome for expansion, but we are under the impres- 
sion that we are entitled to more outage at different tenpera- 
tures. Will you please oblige by letting me have your opinion? 

Answer: Rule 35 of the Consolidated Classification in Sec- 
tion 4 (a) provides that: 


When shipments of inflammable liquids subject to Agent W. S. 
Topping’s Freight Tariff No. 2, I. C. C. No. 2, supplements thereto 
and reissues thereof, are loaded in tank cars the domes of which are 
not of sufficient capacity to provide the outage as therein required, an 
allowance will be made from the shell gallonage capacity of the tank 
to cover the difference between the dome capacity and the outage so 
required; in such cases the shipper must show on shipping order and 
bill of lading both the dome and shell capacity of the car, and the 
gravity and temperature of the contents at time of loading. 


Grain alcohol and high wines are listed in Agent Topping’s 
Freight Tariff No. 2, I. C. C. No. 2, as inflammable liquids 


within the meaning of Section 4 (a) of Rule 35 of the Consoli- 
dated Classification. 


Paragraph 232 on page 74 of Agent Topping’s tariff pro- 
vides that in tank cars outage must be calculated to percentage 
of the total capacity of the tank, i. e., shell and dome capacity 
combined; that if the dome of the tank car does not provide 
sufficient outage, then vacant space must be left in the shell to 
make up the required outage; that outage for tank cars must 
not be less than 2 per cent. 


On the same page of this issue will be found an outage 


chart, which shows the loading temperature, outage and the 
coefficient of expansion. 


Proration of Concealed Loss and Damage Claims Between Rail 
and Motor Carriers 


Indiana.—Question: We would appreciate having your opin- 
ion on the following question: 

A shipment moves by truck to a concentration point in the 
middle west and is forwarded via railroad pool car to the west 
coast. Claim is filed against the delivering railroad for damage 
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‘Chesapeake and Ohio 
gives us 9 fast, scheduled 


N and out of Chicago . . . to and from the east and 

southeast. . . carrying the million and one things the 
nation buys and sells . .. with departures and arrivals 
timed to meet the needs of Chicago's buyers and 
sellers . . . carload, trainload and package consign- 
ments roll up and down the smooth Chesapeake and 
Ohio roadbed. It's a big job done in a big way— 
carefully, efficiently, on time. 


DIRECT SERVICE INTO AND OUT OF 

THE STOCK YARDS, THE PRODUCE 

TERMINAL AND SOUTH WATER 
STREET FREIGHT HOUSE 


An important factor in the speed and convenience of 
Chesapeake and Ohio's Chicago service is the 
elimination of make-up and break-up operations in 
freight yards. Our ‘Florida Speedball,” for 
instance, is the only train that brings its full com- 
plement of cars right into the Produce Terminal— 
timed for morning market. Our ‘Meat Specials’’— 
load at the Stock Yards and roll right out onto the 
road, every day at 5:00 and 7:00 P.M. 


Chesapeake and Ohio's fast, 
scheduled freight trains pro- 


freights a day 
in and out of 


Chicago!’’ 


4 END-OF-DAY TRAINS EVERY EVENING 


Four scheduled Chesapeake and Ohio freights 
leave daily, one at 10:00 A.M., from Calumet 
Yards, one at 5:10 P.M., from South Water Street 
Freight House, one at 5:00 P.M. and another at 
7:00 P.M. from the Stock Yards, one at 9:00 from 
Calumet Yards. The 5:10 leaves the freight house 
ready for the road . . . no delay in the yards. Each 
of these trains arrives in Cincinnati twelve to fourteen 
hours later. These are some of the reasons why 
Chicago shippers say, ‘“Chesapeake and Ohio does 
a real job for us here!” But all over the territory 
served by this railroad you'll hear—’Yes, sir, 
Cheapeake and Ohio does a real freight job!’, 


When you need this kind of service, com- 
municate with our nearest representative 
or Geo. W. Wood, General Through Freight 
Agent, Chesapeake and Ohio Lines, 
Cincinnati, Ohio. 





vide dependable, on-time 
service daily. 
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upon arrival of the shipment at destination and the railroad in 
turn filed with the originating truck line for the portion of the 
damage based on mileage from point of origin to the concen- 
tration point. 

This shipment moves via truck proportional rate to the con- 
centration point and by, presumably, carload rate to destination. 
Would it be in order for the truck line to pay the railroad a 
— of the damage based on the truck line’s part of the 
haul ? 

Answer: While it is the practice of carrier members of the 
American Railway Association Freight Claim Division to pro- 
rate claims for concealed loss or damage, the prorating of the 
claims is, of course, a matter of agreement between the carrier 
members of the association and not a legal requirement. In the 
absence of an agreement to prorate concealed loss and damage 
claims, the amount of the claims must be paid by the carrier 
responsible for the loss or damage. 

The lack of a provision similar to what is known as the 
Carmack Amendment, applicable to through movements by rail 
and truck or carriers by water and carriers by truck, places the 
burden upon the shipper or consignee to show, as a condition 
precedent to recovery, that the loss or damage occurred while 
the goods were in possession of the carrier sued. 

In view of the difficulty, if not impossibility, of ascertaining 
where the injury occurred, the prorating of the amount of the 
claim seems to be the proper solution, as a matter of compro- 
mise. 


Bills of Lading 


lowa.—Question: Does the showing of a freight rate on a 
bill of lading, at time of issue, under the heading, “Class or 
Rate,” take precedence over the words at top of lading reading, 
“Received, subject to the classifications and tariffs in effect on 
the date of the issue of this bill of lading” * * * etc., when there 
is a conflict between the applicable rate (per tariffs), and the 
rate shown on the lading? 

On the face of it, it would look as though, in such case, 
there would be a conflict between the application at top and 
the rate shown on lading. 

I am wondering if the Interstate Commerce Commission 
has decided a question of this sort. 

Too, it is wondered what the status would be if, say, the 
figures “55” appeared under the space “Class or Rate” on lading 
without it showing even “55¢” or “55¢ per 100 lbs.” The figures 
by themselves might mean “$55.00 per quart” as well as “55¢ 
per cwt.” or, with the heading “Class or Rate” it might as well 
be “Class 55” as “55¢ per cwt.”” I am wondering if there have 
been any cases of this sort. 


Answer: The fact that a bill of lading contains a rate or 
charge which is in conflict with that provided for in a tariff 
published and lawfully filed with the Interstate Commerce 
Commission is of no consequence, except in so far as the rate 
shown on the bill of lading may affect the routing of the ship- 
ment. For instance, the Commission has held that a rate is 
equivalent to the showing of a route in the bill of lading (High- 
land Iron & Steel Co. vs. Evansville & I. R. R. Co., 57 I. C. C. 
549), so that if the rate shown in the bill of lading is that 
applicable via one route and a lower rate applies via another 
route, there would be no misrouting on the part of the carrier 
if the carrier forwarded the shipment via the route over which 
the rate shown in the bill of lading applies. 

Also, there may be a conflict between the rate shown and 
the route shown in a bill of lading, in which event it is the duty 
of the carrier to ascertain whether the instructions as to the 
rate or the route should govern in the routing of the shipment. 

However, except in so far as the showing of a rate in the 
bill of lading affects the routing of the shipment, it has no 
bearing on the duty or liability of the carrier, for regardless of 
what rate or charge is shown in a bill of lading, it is the duty 
of the carrier to collect and of the shipper to pay the legal 
published tariff rate lawfully on file with the Interstate Com- 
merce Commission. 


Tariff Interpretation—Through Rate Made by Using Arbitrary 


Ohio.—Question: A shipment of tires moved August 11, 
1937, from Akron, Ohio, to Clintonville, Wis. This shipment 
weighed 12,095 pounds and was billed as follows: To Green Bay, 
Wis., 60 cents per hundred pounds at actual weight or a total 
of $72.57, authority Agent B. T. Jones’ Tariff 480, I. C. C. 2444, 
governed by Agent B. T. Jones’ Exceptions 130-Y, I. C. C. 2989, 
Item 8040 thereof protecting rating of Class 52, minimum 
weight 10,000 pounds. Beyond Green Bay, Wis., 12 cents per 
hundred pounds at actual weight or $14.51, authority Section 
2-A of Agent B. T. Jones’ Tariff 490-A, I. C. C. 2920, L. C. L. 
rating of second class as authorized in Consolidated Freight 
Classification No. 11. This makes the total charges on this 
car $87.08. 

The question has now arisen that the L. C. L. rate of 12 

(Continued on page 804) 
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Personal Notes 


R. C. Fulbright, long active in the affairs of the Nationa! 
Industrial Traffic League and before the Commission, died in 
Washington March 29 after having been ill since last July. The 
funeral will be held in Houston, Texas, his home city. 


Harry W. Leiser, traffic manager of the Barker Brothers 
Corporation and general rate chairman of the Western Traffic 
Conference, Los Angeles, has been commissioned a lieutenant 
junior grade, in the United States Naval Reserve, and has 
been assigned to the supply corps. 


Edward W. Owen, commercial agent for the Gulf, Mobile 
and Northern Railroad at New Orleans, died there March 20. 


The following appointments have been announced by the 
Union Pacific: J. E. Davis, assistant general freight traffic 
manager; C. C. Beach, assistant to the general freight traffic 
manager. 


W. H. Hawes has been appointed assistant general freight 
agent at Detroit for the Duluth, South Shore and Atlantic 
Railway and the Mineral Range Railroad. 


Aubrey H. Mellinger, president of the Illinois Bell Tele- 
phone Company, Chicago, has been elected a director of the 
Atchison, Topeka and Santa Fe Railway. He succeeds Dr. 
Henry S. Pritchett of New York, who died. 


The following appointments have been announced by the 
Atchison, Topeka and Santa Fe: Martin C. Burton, assistant 
freight traffic manager, at Topeka, Kan., succeeding Robert 
G. Merrick, who will retire; Elmer B. Johnson, general freight 
agent at Galveston, Tex.; Henry C. Vincent, general freight 
and passenger agent at Amarillo, Tex.; Raymond T. Ander- 
son, general passenger agent at Topeka; Joseph W. Warner, divi- 
sion passenger agent at Denver; John A. Fitzgerald, general east- 
ern freight agent at New York, succeeding Ralph P. Bird, who 
died; Robert S. Hirsch, assistant general freight agent at 
Kansas City, Mo.; Leonard G. Sills, division freight agent at 
Los Angeles; Walter M. Krames, division freight and pas- 
senger agent at San Bernardino, Cal.; Louis W. O’Brien, as- 
sistant division freight agent at Los Angeles, and Harold B. 
Brown, export and import agent at New York. 

George W. Rooney, general agent at San Francisco for 
the Denver and Rio Grande Western Railroad, died there March 


22. Burial was in Chicago. He had been with the road over 
30 years. 


The following appointments have been announced by the 
Chicago and North Western: E. L. Henry, superintendent of 
safety, Chicago; B. R. Kulp, chief engineer, Chicago, succeed- 
ing Chester T. Dike, who will continue as vice-president; F. J. 
Byington, general manager, eastern division, Chicago; C. E. 
Sainsbury, general manager, western division, Omaha; W. A. 
Kraemer, assistant general manager, eastern division, Chicago. 


John L. Tanis, assistant traffic manager of Butler Brothers, 
Chicago, has resigned from the staff of the College of Advanced 
Traffic of that city to join the faculty and advisory board of 
the Freight Traffic Institute of Chicago. 


The Christian Transportation Men’s Fellowship will hold 
its first anniversary meeting at the Fred Harvey Cafeteria, 
Union Station, Chicago, the evening of April 18. The organiza- 
tion is religious in motive and collects neither dues nor offerings 
at its meetings. Frank A. Anderson is chairman, Car] J. Frizen, 
vice-chairman, and A. S. Bowker, secretary-treasurer, all of 
Chicago. Those in charge of the anniversary observance include 
Mr. Frizen, Rock Island Lines, as chairman of the arrangements 
committee; Paul Newmann, Burlington Lines, chairman of the 
program committee, James Spata, Chicago and North Western, 
chairman of the prayer committee; Alfred Wagner, Chicago, 
Milwaukee, St. Paul and Pacific, chairman of the reception 
committee. The evening will begin with a prayer session. 
There will be a cafeteria supper followed by election and in- 
stallation of new officers. George Stahmer, chairman, extension 
committee, Gospel Fellowship Club, will speak. 


George H. Lewis, president of the Los Angeles Rail and 
Water Club, presided at a recent meeting of the club inaugurat- 
ing its traffic safety campaign. Among those who spoke were: 
Henry Bodkin, president, Los Angeles Board of Police Com- 
missioners; Cliff Malsie, chairman of the club’s rail and water 
traffic safety committee; Gordon McDonough, county super- 
visor; Stuart Russell, executive vice-president, Motor Truck 
Association of Southern California; Frank Lowney, executive 
vice-president, California Safety Council, and Captain W. H. 
Parker, Los Angeles Police Department. 
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Questions and Answers 
(Continued from page 802) 


cents per hundred pounds which was used beyond Green Bay, 
Wis., was not applicable, due to the fact that this rate is not 
a local rate and shipment could not be re-billed at this figure 
the same as an arbitrary over the through rate. However, Rule 
15 of the Consolidated Freight Classification states that the 
carload rate must not exceed the L. C. L. charges. 

Will you kindly advise, with authority, whether it is pos- 
sible in this case to use the L. C. L. rate in connection with 
the arbitrary rate? . 

Answer: The Commission has held that a rate made by the 
use of an arbitrary added to a base rate is a through rate. 
Switching Charges to and from South Tacoma, Wash., 61 I. 
C. C. 128. See Wisconsin Lime & Cement Co. vs. A. T. & S. F. 
Ry. Co., 148 I. C. C. 599, in which case the Commission held 
that a local rate of the initial lines, plus an arbitrary named 
in Lowry’s tariff, was in effect a joint rate, not subject to the 
application of the combination rule; that this construction of 
the tariff is in harmony with its finding respecting a somewhat 
similar situation in Chicago Coal Merchants’ Association vs. 
as OR EE Co. tt co. c. a. 

Inasmuch as, in our opinion, a through carload rate from 
origin to destination, using the carload rate to Green Bay in 
Agent Jones’ Tariff I. C. C. 2444 and the carload arbitrary be- 
yond in Section 2-A of Agent Jones’ Tariff I. C. C. 2920, exists 
under the basis provided for in Section 2-A of the latter tariff, 
the less-than-carload arbitrary of 12 cents per 100 pounds 
beyond Green Bay cannot be used in arriving at charges to 
apply on the shipment. The shipment being a carload shipment, 
either the through carload rate or the through L. C. L. rate, if 
the shipment was one to which the provisions of Rule 15 of 
the Consolidated Classification could be applied, must be applied 
on the shipment. 


Freight Charges—Liability of Parties Loading Goods at Stop- 
in-Transit Point 


illinois.—Question: Your answer to “Ohio” in your Febru- 
ary 17 issue under the caption “Freight Charges—Liability for” 
interests the writer, as we have a somewhat similar case. 

In our case there was a pool cay of canned goods in Missis- 
sippi destined to Billings, Mont., With stopover at Chicago to 
complete loading, several shippers participating in this loading 
at Chicago. The car was forwarded with freight charges “col- 
lect,”” the broker in Montana paying part of the charges, as 
he could not agree with the local agent that the charges shown 
on the freight bill were correct. 

This car moved in August, 1937, and now the carrier has 
presented the shippers at Chicago with a balance due bill for 
the balance of the charges, stating that consignee cannot be 
located, as he has left that particular town for parts unknown. 

Section 7 of the bill of lading was not executed by the 
original shipper and the name of party at stopoff point was 
shown on the bill of lading for stopoff purposes only. 

Now, my question is whether or not the party who com- 
pleted the loading of the car in Chicago and the other partici- 
pants can be held for the balance of the freight charges. Also, 
whether or not the shippers at stopoff point can be legally held 
for these charges. 

Answer: We are unable to find a case in which this ques- 
tion has been considered. The nearest approach to it are the 
decisions which deal with the liability of a party who reconsigns 
a shipment which is delivered to and accepted by the party to 
which it has been reconsigned. See, in that connection, our 
answer to Illinois on page 670 of the March 16, 1940, Traffic 
World, under the caption “Freight Charges—Liability for— 
Where Shipment Reconsigned.” As the answer indicates, there 
are decisions which hold the party reconsigning the shipment 
liable and decisions which hold to the contrary. 

Under a stop in transit provision, the shipment is, from the 
standpoint of the applicable rate, to be considered as a through 
movement from original point of shipment to final destination. 
Nevertheless, the parties who load goods into the car at the 
stop in transit point are in a sense shippers or consignors of 
the goods they load therein. However, in view of the fact that 
the charges assessable on the shipment are those in effect from 
original point of shipment to final destination and the further 
fact that the parties loading the goods at the stop-in-transit 
point do not appear as parties to the bill of lading contract, we 
are inclined to the view that they cannot be held liable for 
freight charges, which must be collected from the consignor or 
consignee named in the bill of lading. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorLD. New assignment 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 





April 1—Allentown, Pa.—Americus Hotel—Jt. Bd. 67 and Examiner 


Colvin: 

MC 62324, Sub. 2—H. M. Kies, Easton, Pa., certificate to extend op- 
erations. 

MC 73962, Sub. 1—M. Jaffee & Sons, Easton, Pa., certificate to extend 
operations. 


April 1—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 99: 
MC F-1149—Georgia Stages, Inc., purchase, C. A. Toms. 


April 1—Boston, Mass.—Hotel Manger—Examiner Clifford: 
* MC F-1165—Blue Way Trailways, Inc., purchase, Boston, Worcester 
& New York Street Railway Co. 
* MC F-1166—Boston, Worcester & New York Street Railway Co., pur- 
chase, Blue Way Trailways, Inc. 
April 1—Charlotte, N. C.—Hotel Charlotte—Jt. Bds. 177 and 2: 
MC 96104—H. & B. Trucking Co., Inc., Rock Hill, S. C., certificate. 
MC 96109—W. D. Westbrook, Campobello, S. C., certificate. 
April 1—Chicago, !I1.—Morrison Hotel—Examiner Fuller: 
28064—E. A. Keller and Sons et al. vs. Alton et al. 


April 1—Clarksburg, W. Va.—U. S. Court—Examiner Hendon: 
MC F-1129—Crawley-Monark-West Virginia Transportation Corp., 
purchase, Crawley Transportation Co. 
April 1—Dallas, Tex.—Baker Hotel—Examiner Myers: 
MC 2412—Dallas Transfer & Terminal Warehouse Co., Dallas, Tex., 
certificate or permit. 


April 1—Indianapolis, Ind.—State Comm.—Examiner Driscoll: 
MC 2985, Sub. 1—Kile’s Express, Batesville, Ind., certificate to extend 
operations. 
MC 81221—Harlan Prosser, Washington, Ind., permit. 


April 1—Knoxville, Tenn.—U. S. Court—Examiner Bradford: 
MC 71189 and Sub. 3—Huber and Huber Motor Express, Louisville, 
Ky. 
April 1—Madison, Wis.—Public Service Comm.—Examiner Dunn: 
MC 15865, Sub. 1—G. G. Friday, Viola, Wis., certificate to extend 
operations. 
MC 100781—R. L. Krase, Tunnel City, Wis., permit. 
April 1—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 144: 
MC 28180, Sub. 2—F. M. Lau, Spring Valley, Minn., permit to ex- 
tend operations. 
MC 45266, Sub. 1—Cherneske Motor Transport, Minneapolis, certif- 
icate to extend operations. 
April 1—Oklahoma City, Okla.—Skirvin Hotel—Examiner Frizzell: 
MC 39684, Sub. 3—C. W. Hatfield, Oklahoma City, Okla., permit to 
extend operations. 
April 1—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 100949—C. McManis, Mt. Etna, Ia., certificate. 
MC 101057—J. Hicks, Dunlap, Ia., certificate. 


April 1—Trenton, N. J.—State Comm.—Examiner Burns: 
MC 15911, Sub. 1—Ozark Truck Lines, Inc., Springfield, Mo. 


April 1—Washington, D. C.—Examiner Witters: 
Fourth section application 17848—lIron and steel, north Atlantic ports 
to El Paso, Tex. 
April 2—Allentown, Pa.—Americus Hotel—Examiner Colvin: 
MC 59272, Sub. 1—C. R. Bieber, Kutztown, Pa. 


April 2—Charlotte, N. C.—Hotel Charlotte—Jt. Bd. 2: 

MC 14486, Sub. 6—Carolina Scenic Coach Lines, Spartansburg, S. C. 
April 2—Chicago, I!1.—Morrison Hotel—Examiner Fuller: 

28388—First National Stores, Inc., vs. B. & M. et al. 


April 2—Dallas, Tex.—Baker Hotel—Examiner Myers: 
MC 70330, Sub. 1—Miller Truck Line, Fort Worth, Tex., permit to 
extend operations. 
April 2—Indianapolis, Ind.—State Comm.—Examiner Driscoll: 
MC 59354, Sus. 1 and 2—G,. R. Pitman, Hillsboro, Ind., permit to ex- 
tend operations. 
April 2—Madison, Wis.—Public Service Comm.—Jt. Bd. 142: 
MC 100823—N. J. Irish, Seymour, Wis., permit. 
April 2—Oklahoma City, Okla.—Skirvin Hotel—Examiner Frizzell: 
MC 100844—Western Refrigerator Transit, Clinton, Okla., certificate. 
April 2—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 85047, Sub. 1—A. C. Baughman, Dunlap, Ia., certificate. 
MC 88991, Sub. 1—Gill and Mace, Blair, Neb., certificate. 
April 2—Washington, D. C.—Examiner Way: 
Fourth section applications 15521, 16416, 17211, 17535, 17545, 18144 
and 18220—Tobacco to Houston, Tex. 
April 3—Baltimore, Md.—State Comm.—Jt. Bd. 68: 
MC 10298, Sub. 1—Capitol Motor Lines, Inc., Baltimore, certificate 
to extend operations. 
April 3—Bangor, Me.—Federal Bldg.—Jt. Bd. 70: 
* MC F-1156—Cole’s Express, purchase, E. L. Griffeth. 


April 3—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 

* MC 37417, Sub. 2—Charles Burnett Trucking Co., Inc., Newark, N. J., 
Certificate to extend operations. 

* MC 92330, Sub. 3—H. A. Schult Co., Brooklyn, certificate to extend 
operations. 
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United is the only air 
line offering stop- 
overs in Chicago on 
all coast-to-coast 


flights. 


Just one of the many exclu- 
sive conveniences of United’s 


service. Ask the United Office 
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A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE 


Available to You 365 Days Each Year 


WE INVITE YOUR ROUTING OF CARGO VIA 


; LOS ANGELES HARBOR 


Information gladly furnished upon request 


* LOS ANGELES BOARD OF HARBOR COMMISSIONERS 
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Regular ‘First Class PASSENGER SERVICE 


FROM NEW YORK AND NEW ORLEANS 
To Cuba, Jamaica, B.W.I.; Colombia, S. A.; Panama Canal Zone; 
Costa Rica; Guatemala; Honduras, British Honduras. 


UNITED FRUIT COMPANY 









New York..... Pier 3, North River Boston............. Long Wharf 

Chicago... .111 W. Washington St. | Washington, D.C... 1514KSt.,N.W. 

San Francisco...... 1001 Fourth St. |New Orleans... .321 St. Charles St. 

England. . Caribbean S.S. Agency Ltd., P.O. Box 11, Tunbridge Wells, Kent 
St. John, N. B’......H. E. Kane & Co. 


GREAT WHITE FLEET 





an 











the Trade Routes of the World 


M. G. ROUSE, Secretary 







PORT HOUSTON 


MADE GATEWAY FOR PASSENGERS 


Clyde-Mallory Lines to inaugurate service 
with first passenger vessel sailing from 
Houston on Wednesday, May 29, 1940. 


In addition to passenger service, freight 
ships will make the run between Houston 
and New York in five and one-half days, 
the passenger vessels sailing from each 
end of the line on Wednesday, and the 
freighters on Saturdays, the former calling 
at Miami and the latter calling 
at Charleston, S. C., en route. 


For additional information, send inquiry to 


J. Russell Wait 


Director of the Port 
Houston, Texas 
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April 3—Dallas, Tex.—Baker Hotel—Examiner Myers: 
MC 3380—Binyon-O’Keefe Fireproof Storage Co., Ft. Worth, Tex., 
certificate or permit. 
MC 15990—R. L. Carnrike, Ft. Worth, Tex., certificate. 


April 3—Indianapolis, Ind.—State Comm.—Examiner Driscoll: 
MC 61494, Sub. 1—Givens Truck Co., Columbus, Ind., permit to extend 
operations. 
April 3—Knoxville, Tenn.—U. S. Court—Examiner Bradford: 
MC 100796—L. H. Smith, Knoxville, Tenn., permit. 


April 3—Madison, Wis.—Public Service Comm.—Jt. Bds. 13 and 111: 
MC 59130, Sub. 2—Clem Vos Transport, Burlington, Wis., certificate 
to extend operations. 
MC 96092—E. Van Natta, Flatteville, Wis., certificate. 


April 3—Minneapolis, Minn.—Hotel Nicollet-—Examiner Cunningham: 
MC 101111—Johnson Bus Service, Windom, Minn., permit. 

April 3—Oklahoma City, Okla.—Skirvin Hotel—Examiner Frizzell: 
MC 70403, Sub. 1—O. H. Spradlin, Perry, Okla., certificate. 
MC 100819—E. L. Miller Truck Line, Oklahoma City, certificate. 


April 3—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 

MC 2262, Sub. 2—Atlantic Motor Freight, Atlantic, Ia., certificate to 
extend operations. 

MC 88482, Sub. 1—V. Crouch, Irwin, Ia., certificate to extend opera- 
tions. 

April 3—Washington, D. C.—Argument: 
1. & S. 4757—Fertilizer, Baltimore to various eastern states. 
28326—Merchants Refrigerating Co. vs. N. Y. C. 

April 3—Washington, D. C.—Examiner Job: 

Fourth section application 18282—Candy, chocolate or confectionery, 
Elizabethtown, Florin and Hershey, Pa., and Fulton, N. Y., to Jack- 
sonville, Fla. 

April 4—Baltimore, Md.—State Comm.—Jt. Bds. 68 and 120: 

MC 88001, Sub. 1—Darago’s Transfer, Baltimore, certificate to extend 
operations. 

MC 100759—Becker Title Service, Baltimore, certificate. 

MC 89988—Lackey Transfer, Baltimore. 


April 4—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 17778, Sub. 2—B. & E. Transportation Co., Inc., New York, cer- 
tificate to extend operations. 
April 4—Charlotte, N. C.—Hotel Charlotte—Jt. Bd. 8: 
MC 59807—Hall Hudgins Truck Lines, North Wilkesboro, N. C., cer- 
tificate or permit. 
April 4—Chicago, I!!.—Morrison Hotel—Examiner Fuller: 
28427—R. T. Feltus Lumber Co. vs. C. & E. I. et al. 
April 4—Evanston, Wyo.—P. O. Bldg.—Jt. Bd. 85: 
MC 101160—Kenison and Anderton Truck Line, Mountain View, Wyo., 
certificate. 


April 4—Indianapolis, Ind.—State Comm.—Jt. Bds. 208 and 60: 
MC 41280, Sub. 1—E. R. Morris, Holton, Ind., certificate to extend 
operations. 
MC 100754—Roy Trucking Co., Fort Wayne, Ind., permit. 


April 4—Knoxville, Tenn.—U. S. Court—Examiner Bradford: 
MC 101271, Subs. 1 and 2—Bird and Cutshaw, Greeneville, Tenn., 
permit. 
April 4—Lansing, Mich.—Federal Bldg.—Jt. Bds. 9 and 73: 
MC 100437, Sub. 2—Kress and Sons, Grand Rapids, Mich., permit to 
extend operations. 
MC 100708—Kingsley Auto Sales, Kingsley, Mich., certificate. 
April 4—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 20696, Sub. 1—Wilber Transfer Co., Rochester, Minn., certificate 
to extend operations. 


April 4—Nashville, Tenn.—Andrew Jackson Hotel—Examiner Card: 
MC F-1113—Hoover Motor Express Co., Inc., purchase, J. B. Mc- 


Kelvey. 

MC F-1126—Hoover Motor Express Co., Inc., purchase, G. Hollins- 
worth. 

MC F-1127—Hoover Truck Co., control, Pulaski Highway Express, 
Inc. 


April 4—Oklahoma City, Okla.—Skirvin Hotel—Examiner Frizzell: 
1. & S. M-958—Barbour Transportation, commodities between Okla. 
and midwest. 


April 4—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 74077, Sub. 1—Stone Transfer & Storage Co., Oklahoma City, 
Okla., certificate to extend operations. 


April 4—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 182 and 138: 
MC 48844, Sub. 1—Schmeckpeper Bros., Fremont, Neb., permit to 
extend operations. 
MC 101058—F. Feser, Dunlap, Ia., certificate. 


April 4—Washington, D. C.—Argument: 
28155—-Missouri Millers Assn. vs. Alton et al. 
28252—-Codell Construction Co. vs. C. & O. 


April 5—Amarillo, Tex.—Capitol Hotel—Jt. Bds. 16 and 33: 
MC 100787—C. W. Key, Lamesa, Tex., certificate. 


April 5—Baltimore, Md.—State Comm.—Examiner Colvin and Jt. Bd. 74: 


MC 94551, Sub. 1—Fidelity Motor Coach Co., Hampstead, Md., cer- 


tificate. 
MC 100360—Adams Coal Co., Baltimore, certificate. 


April 5—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Wilkins: 
Fourth section application 18250—Iron and steel articles, points in 
official (including Illinois Freight Assn.) and southern territories 


to Gulf ports. 
28383—-D. H. Markstein, Sr., et al. vs. Mo. Pac. et al. 


* Fourth section application 18311—Iron and steel articles, Kansas City, 


Mo.-Kan., St. Joseph, Mo., Atchison and Leavenworth, Kan., Minne 
qua and Pueblo, Colo., to New Orleans, La. 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Penna. and 
Houston, Texas 
SAILINGS: 
From Philadelphia . . . . . Wednesdays and Saturdays 
From Houston to Philadelphia . Mondays and Thursdays 
Low Rates Quick Dispatch 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Thru Package Cars 


se 





The Truck 
Stood Idle 


I hour and 
Lititiies 


And You Can 
Put Your Finger Rig 


HOW ? Just install the Servis Recorder. It tells every move 

our truck makes. Shows up a// delays. Records idle time, 
ico time, dayand night(and overtime,too) —all on awaxed 
chart (see above). Write for free booklet. THE SERVICE 
RECORDER CO., 1422 Euclid Ave., Cleveland, Ohio. 





@ When you stay at Hotel Cleveland, your redcap 
takes you from train to hotel lobby in a moment, 


without going out-of-doors. No time wasted, no 


discomfort, no taxi fare. 


And at Hotel Cleveland, all the city is at your doorstep. 
All five buildings of the Terminal development under 
the same roof; stores and office buildings to the east; 
government buildings north; wholesale district west; 
industrial plants south. And comfort, 
friendliness, welcome, at home— 
in your room and all about you in 


















MODERN GENERAL 
WIRE-BOUND CRATES 


400 THOUSAND 
POUNDS 


Saved 


IN ONE YEAR 
WITH 
General 


4 x * j 


REC. V.S&. PAT. OFF. 


WIRE-BOUND CRATES 


A well-known electrical apparatus 
manufacturer eliminated 405,000 
pounds of unnecessary tare weight from shipments of 
large transformers alone. The total annual saving re- 
sulting from this one improvement amounted toseveral 
thousand dollars. As the saving was made possible by 
scientifically designed General wire-bound crates, 
there was no sacrifice of protection for the product. 
The General Box laboratory is constantly developing ; ° 
cost-reducing containers for manufacturers of a wide variety of products. 
The advantages of this time-proved service are available to you, with- 
out charge. 


Whether your product is large and heavy, or small and lightweight, 
General wire-bound or all-bound boxes may be the means of reducing 
your packing, handling and shipping costs. Write for complete 
information. 


GENERAL BOX COMPANY 
General Offices: 50 W. Illinois Street, Chicago, Ill. 


District Offices and Plants: Brooklyn, Cincinnati, Detroit, Kansas City, Louisville, 
Milwaukee, New Orleans, Sheboygan, East St. Louis, Winchendon 
Continental Box Company, Inc.: Houston Dallas 









































STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,600 sq. feet. Smaller 
units may be leased 


e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 




















INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starretit-Lehigh Building 


West 26th—West 27th Streets—Ilth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 
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April 5—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 13691—Schenck Transportation Co., Inc., Floral Park, N. Y., 
tificate or permit. 
MC 94405—Weiss Trucking Service, New York, N. Y. 


April 5—Charlotte, N. C.—Hotel Charlotte—Examiner McCaslin: 
MC 91306, Sub. 1—Johnson Brothers, Boonville, N. C., certificate to 
extend operations. 


MC 93649—Whisenant Transfer Co., Maiden, N. C. 


April 5—Dallas, Tex.—Baker Hotel—Examiner Myers: 
MC 2468 and Sub. 1—Roy Wilson Transfer & Warehouse, Longview, 
Tex., certificate or permit and to extend operations. 
April 5—Evanston, Wyo.—P. O. Bldg.—Jt. Bd. 173: 
MC 96170—A. N. Hodges, Smithfield, Utah, certificate. 
April 5—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 18928 and MC 84792—Illinois Central R. R. Co., Chicago, Il. 
tificete. 
* MC 10181 and Sub. 1—H. L. Dixon, New Harmony, Ind. 
or permit and to extend operations. 
* MC 52618—H. L. Dixon, New Harmony, Ind., certificate or permit. 
April 5—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 
MC 1503, Sub. 21—Greyhound Lines, Cleveland, O. 
tend operations. 
MC 51749, Sub. 1—Hastings Truck Co. 
extend operations. 
MC 76651, Sub. 3—Midway Transit Co., 
tificate to extend operations. 
April 5—Minneapolis, Minn.—Hotel Nicollet—Examiner Cunningham: 
MC 41928—J. Johnson, Minneapolis, certificate or permit. 
MC 74844—Johnson Truck Service, Minneapolis, certificate or permit. 
April 5—Omaha, Neb.—Hotel Fontenella—Jt. Bd. 138: 
MC 96181—Wiebers Transfer, Ricketts, Ia., certificate. 
MC 101091—C. A. Ingram, Defiance, Ia., certificate. 
April 5—Philadelphia, Pa.—Adelphia Hotel—Examiner Clifford: 
* MC F-1040—Lancaster Transportation Co., purchase, E. Bankes. 
April 5—Philadelphia, Pa.—Hotel Adelphia—Examiner Sullivan: 
* MC 183, Subs. 2 and 3—Petroleum Transport Co., York, Pa. 
April 5—Sioux Falls, S. D.—U. S. Court—Examiner Peterson: 
1. & S. M-987—Dairy pioducts, Madison, S. D., to Chicago, IIl. 
April 5—Washington, D. C.—Argument: 
MC C-10i—Northwest Tariff Bureau vs. Adams Transfer & Storage 
Co. et al. 
April 5—Wichita, Kan.—Broadview Hotel—Examiner Dawson: 
1. & S. M-954—Burch Truck Line, commodities in midwestern states. 
April 6—Amarillo, Tex.—Capitol Hotel—Examiner Frizzell: 
MC 2403, Sub. 1—J. A. Robinson, Borger, Tex., certificate to extend 
operations. 
April 6—Baltimore, Md.—State Comm.—Examiner Colvin: 
MC 100662—Wilson Motor Lines, Baltimore, permit. 
April 6—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 12205—G. Neary, New York, N. Y., license. 
April 6—Charlotte, N. C.—Hotel Charlotte—Examiner McCaslin: 


MC 60457, Sub. 1—Pan American Bus Lines, Charlotte, N. C., certifi- 
cate to extend operations. 


April 6—Indianapolis, Ind.—State Comm.—Examiner Driscoll: 
MC 88062—K. Bowen, Bloomington, Ind. 


April 6—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 


MC 94816—Taylor Trucking and Taxi Line, Saint Ignace, Mich., cer- 
tificate. 
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Benton Harbor, Mich., cer- 


Reductions in Missouri—Appril 1st 


National Freight Rate will provide its subscribers with reductions in 
rates to hundreds of towns. Why not provide yourself with a book that 
is always on time with changes in rates? Subscribers for years have had 
rate changes on - before effective rae -eaes cost about 45c 
per week. Send for copy on anproval—no obligation. 


NATIONAL FREIGHT RATE SERVIC 


Publishing Rates Since 1914 


DOW AGIAC 
MICHIGAN 


Traffic Manager—Commerce Counsel 


A traffic executive, now employed, with over 20 years 
of industrial and commercial traffic experience, seeks 
a position as traffic manager and commerce counsel. 
Experience includes: Ten years handling rate adjust- 
ments in all territories; six years’ practice before the 
< 


Transportation and I. C. C. 
carriers, ete. 


C., state commissions and courts; lecturer on 
Law: counsel for motor 
graduate, LL.B. Married, 
Address Box 


Chicago. 


University 
age 34. Excellent record. 


JL-1, 


References. 


Trafic World, 418 S. Market St., 


TRAFFIC WORLD 


April 6—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 11112, Sub. 1—Murphy Motor Freight Lines, Inc., St. Paul, Minn., 
certificate to extend operations. 
April 6—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 96114—C. M. Dotson, Grant, Ia., certificate. 
April 6—Rock Springs, Wyo.—Federal Bldg.—Jt. Bd. 280: 
MC 100728—H. Novak, Rock Springs, Wyo., certificate. 
April 8—Amarillo, Tex.—Capitol Hotel—Examiner Frizzell: 
MC 813, Sub. 1—McKnight Transfer, Livery and Sales Co., Inc., 
Amarillo, certificate to extend operations. 
MC 1954, Sub. 1—Lubbock Transfer & Storage Co. 
certificate to extend operations. 


April 8—Baltimore, Md.—State Comm.—Examiner Colvin: 
MC 31322—Southern Motor Transfer Corp., Baltimore, certificate or 
permit. 
MC 31322, Sub. 1—Southern Motor Transfer Corp., Baltimore, permit 
to extend operations. 
April 8—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 
MC 42093—Acme Moving & Storage Co., Woodside, L. I., 
tificate or permit. 
MC 95916—Harry’s Express, New York, N. Y., 


April 8—Chicago, !!|.—Hotel Morrison—Examiner Fuller: 
28278—Barre Forwarding Co. et al. vs. M. & W. R. et al. 


April 8—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 198: 
MC 84446, Sub. 1—Louis Parker, Scottsbluff, Neb., certificate to ex- 
tend operations. 
MC 100792, Sub. 1—Koenig Bros., Scottsbluff, Neb., certificate. 


April 8—Cincinnati, O.—Gibson Hotel—Examiner Maidens: 
MC 23523—A & M Return Load Bureau, Norwood, O., certificate or 
permit. 
April 8—Dallas, Tex.—Baker Hotel—Examiner Myers: 
MC 16454, Sub. 2—Rogers Truck Line, Kilgore, Tex., certificate to 
extend operations. 
April 8—Evansville, Ind.—Hotel McCurdy—Examiner Bradford and Jt. 
Bd. 149: 
MC 45048, Sub. 1—C. B. McCleary, Evansville, certificate to extend 
operations. 
MC 88549, Sub. 2—Dennis Bus Service, Crossville, Ill., certificate to 
extend operations. 
April 8—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 3691, Sub. 1—Swallow Coach Lines, Inc., Indianapolis, certificate 
to extend operations. 
MC 62834, Sub. 1—Central Swallow Coach Lines, Inc., 
certificate to extend operations. 
April 8—Lansing, Mich.—Federal Bldg.—Examiner Linn: 
MC 307, Sub. 4—Ingham Brokerage, Inc., Lansing, permit to extend 
operations. 
MC 16879—Capital Driveaways, Inc., Lansing, certificate. 
April 8—Minneapolis, Minn.—Hotel Nicollet—Examiner Cunningham: 
MC 73596—Ballard Storage & Transfer Co., St. Paul, Minn., certif- 
icate. 
April 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 96144—J. A. Roth, Dunlap, Ia., certificate. 
MC 96146—F. Pitzer, Glenwood, Ia., certificate. 


April 8—Spartansburg, S. C.—Hotel Cleveland—Examiner McCaslin: 
MC 60756, Sub. 1—Crescent Motor Lines, Inc., Spartansburg, certificate 
to extend operations. 
MC 60756—Crescent Motor Line, Spartansburg, S. C., certificate or 
permit. 


, Lubbock, Tex., 


N. Y., cer 


Indianapolis, 


NEW COMPLAINTS FILED 


No. 28442, William Darling and Abe Sieff, a partnership trading as 


Pittsburgh Cash Produce Co., McKeesport, Pa. 
Railroad et al. 

Rates, potatoes, Caribou Road, Me., to McKeesport, Pa., 
lation of section 1. Asks reparation. (George E. 
Fruit Exchange Bldg., Pittsburgh, Pa.) 
. 28444, Waterloo Fruit & Commission Co. 
Central and Louisville & Nashville. 


Rate, strawberries, Gadsden, Tenn., 
tion of sections 1, 3 and 4. Asks reparation. (C. C. Keller, Water- 
loo Fruit & Commission Co., Waterloo, Ia.) 


. 28441, Public Utilities Commission of the State of Idaho, Growers 
& Shippers Association of Idaho, and the Idaho State Grange, Pa- 
trons of Husbandry, Inc., vs. Aberdeen & Rockfish et al. 

Rates, fares, charges, classification and regulations, potatoes, 
onions and other vegetables, between points in Idaho and to all 
destinations in Michigan, Indiana, Kentucky, Tennessee, Missis- 
sippi, Alabama, Georgia, Florida, North Carolina, South Carolina, 
Virginia, West Virginia, Pennsylvania, Ohio, New York, New 
Jersey, Delaware, Maryland, Connecticut, Rhode Island, Massa- 
chusetts, Vermont, New Hampshire, District of Columbia, and 
Maine, in violation of sections 1 and 3. Asks reasonable rates, 
fares, charges, minima, classification and regulations. (C. L. De- 
Long, Public Utilities Commission of the State of Idaho.) 

. 28445, Wausau Brewing Co., Wausau, Wis., vs. C. & N. W. 

Unreasonable rates and charges, empty returned beer and bev- 
erage containers, Cragin, Ill., to Wausau, Wis. Asks waiver of 
alleged outstanding undercharges. (James T. Fernock, Wausau, 
Wis.) 

C-166, Takin Bros. Freight Line, Inc., Waterloo, Ia., vs. Lawrence 
E. Young, dba Young Truck Line, Clear Lake, Ia., et al. 

Alleges unjust and unreasonably low rates charged by defendants 
on property between points in Illinois, Iowa and Wisconsin, in vio- 
lation of the motor carrier act. Asks reasonable rates. (Erwin Lar- 
son, Charles City, Ia.) 


, vs. Aroostook Valley 


in vio- 
Morcroft, 212 


, Waterloo, Ia., vs. Illinois 


to Iowa City, Ia., in viola- 








me Oi 











ye 


RON aN: ag 





As the Coloradan = atdlliilicens westbound, 
the American completes ioading for 
another easthound voyage, two of 
American-Hawaiian’s freighters whose 
careful operation insures the depend- , 
able a of your cargo. 


an == a oe | om | — 


AMERICAN- -HAWAIIAN STEAMSHIP COMPAN 
i 









=~ 


a 3499939999 32339232235273. 








Economica costs —- dependable schedules — careful, 
skillful handling —-and a complete coordination of all services involved — 


the combination comes close to the formula for Perfect Shipping. 


Four North Atlantic and five Gulf Ports are PASSCO gateways. Scheduled 
and timed for the weekly and semi-weekly sailings, shippers’ merchandise 
comes by truck and by rail to Pan-Atlantic Steamship Corporation docks. 
Safe handling requires skilled crews and modern equipment —- PASSCO 
provides them. Whether Michigan ships cars to Texas or any of the East 
Gulf states to Maine, the PASSCO service provides the important water trans- 
portation element in the routing. Possibly further details on this transporta- 
tion service will be necessary to you. Justa line to any Pan-Atlantic Steamship 
Corporation office will bring answers to your questions and very likely sur- 
prisingly new answers to some of your shipping problems. 


PAN-ATLANTIC 


STEAMSHIP CORPORATION 





ee ee General Offices: MOBILE, ALA. 





New York, Boston, Baltimore, Mobile, Tampa, Coastwise Steamer Service via Guif— Southeast—Mississippi egy a ee 
Rochester, Chicago, Memphis, Shreveport, Selma, Weekly Sailings between All Ports— em Trunk Line—C. F. A.—Ne 

England—Canada; Between Tampa and 
San Francisco, Philadelphia, New Orleans, Panama ented Sediy wad Onatiin Atiatn Ww oe ee SR pater Soler Edioemiain 
City (Fle.), Pensacola, Pittsburgh, St. Louis, Dalles, ~ Tealies. Pesnecdesttacden-Teeb- 
Birmingham, Atlante, Houston. Seaboard Territory—Southwest— ege Cars—Passenger 
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